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RAILWAY POLICY. 


No. 25 (Secret), dated 22iid Septom'bor 1881'. 

From — The Gorornment of India, 

To— The Secretary of State for India. 

The resumption under Yonr Lordsiiip’s orders of the consirnction of tlie 
Sind-Pishin Railway has brought prominently under our notice the nubject of 
railway communications on. our North-Western Frontier generally. Much has 
heen done during the last few years to improve these cominunioations. The 
Attock bridge has rendered the line to Peshawar complete, and when the bridge 
which is being built over the Indus at Snkkiir is finished, wo shall have an 
unbroken lino of railway from Karachi to Peshawar. But there arc still certain 
other lines of communication required to complete the system ol railways anti 
roads which has for many yeai\s past been considered desiiable, in (ualtn* to place 
the North-West Frontier of India in a satisfactory condition of delVuct', and 
we are of opinion that the time has now arrived wlnm these subsidiary lines 
should be considered, with a view to determiaing which of them should bo con- 
st! noted, and the time and order in which they should be undertaken. 

2. We have therefore hud the subject very carefully examined, both in our 
Military and Public Works Departments, and the conclusion at wliidi wo have 
arrived is that it would be advisable to take in liaiul at an early period the con- 
struction of the lines which we will proceed to describe. 

3. Our North-West Frontier is principally open to attack by three rouU‘s— « 
(1) md Pisbiu and the Bulan or llarnai Pusm's ; (2) rid the Ohuiual Pass, 
leading to Dcra Ismail Khan ; (3) rid the Kljj'ber and ICuram routes. 

4. As regards the first or Pishin route, it will now ht^ in the lirsi place, 
rcndcied defensible by the 8ind-l^ishiu Railway running from Nari, through 
the llarnai Passes, to 8hebo, with a branch to Quetta, wliich is now in active 
progress under the discretion, which Your Lordship has allowed to us, of making 

such arrangeuients for the execution of the works as you may consider most 
conducive to economy of time and money.'* 

6. Besides, this railway, however, there is a consensuvs of opinion in favour 
of the necessity for a fair military road to the northward of it, Ktarting from it 
in the locality of Gwal or Kutch, and running past Thal-Choliali down to Dera 
Ghtxzi Khan. The object of the road is two fold, —to cover the railway, protect- 
ing it from the Kakars and other lawless tribes, Hindi as thos** in tin* Zlnd) 
Valley, whom we are at the present moment Reading an expHlitiou to xehtx*aiu 
from further outrages, and to afibrd an alternative, or supplementary, route for 
troops and supplies in the event of military operations to the front. 

Ji 
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Regarding certain portions of this road, there arc two or throe altornative 
routes. The complete line at present most approved by the military and poli- 
tical authoiities runs from Kucli Railway station, on the Sind-rihliia line, by 
Kowas, Ziarat, Smalan, Thal-Chotiali, Anambav, the llau Russ, Ilaji llasinhh, 
and Port Munro to Dera Ghazi Khan. Wc are undertaking further surveys, 
however, and details need not be discussed here. 

The cost may be roughly estimated at 20 lakhs of rupees, and the length at 
250 miles. 

6. The road to Dera Ghazi Khan would, however, ho of comparatively little 
use without a connection between that station and the Lahore- Kavaehi main 
line of railway at Sher Shah, near Multan. Dora Ghazi Khan, also, is even 
now inconveniently isolated. This connection would be supplied by an ordin- 
ary steam ferry to the opposite bank of the Indus, a steam fi'vry to carry 
railway wagons across the Chonab at Sher Shah, and an intervening length of 
about 26 miles of railway through Muzaffargarh. The cost would be about 25 
lakhs of rupees. Bridges over the Indus or Chenab, especially the loriuer, 
would probably be too difficult and costly to bo worth making. 

7. For the defence of the second route, the point requiring attonllon is Dera 
Ismail Khan, opposite the Glmmal Pass. At tho present time railway com- 
munication only reaches the frontier line of military posts at Sibi and Peshawar, 
which are at least 560 miles apart. The extension of tho railway from Slu‘r 
Shah to Dera Ghazi Khan, above proposed, would still leave a gap of 310 miles 
between that station and Peshawar, over whieli the moans of transit are dillicult 
and tedious in the extreme. Dora Ismail Khan itself cannot at present bo 
reached by troops iu less than 16 days of rail, and ordinary marching across a 
partly desert country. We are of opinion that this isolation of our frontier 
line of defences, and comparative inaccessibility of tho key to the (‘asiest and 
most important entrance to India between the Khyber and the Dolan, involves 
considerable military danger. The defect would best be removed by converting 
from metre to broad gauge the 54 miles of existing railway from Lahi Musa to 
Miani, bridging the Jhelum near there, and continuing tho line for 153 miles, 
md Khushab and Kundian, to Darya Khan on the Indus, whence a temporary 
railway across the sandy approaches to the river and a steam ferry to Dera 
Ismail Khan (13 miles in all) would be provided. Tho brhlgo aenms the Jliolum 
has already been independently decided on, to accommodate the traflit 5 from tlio 
salt mines at Khewra. The total cost of the conversion and extension would 
probably not exceed 125 lakhs of rupees. 

Independently of military advantages, the line woxxld bo moderatidy remu- 
nerative, as the Ghumal Pass has for centuries been one of tho principal trade 
routes between India and Afghanistan, and the trade is even now valued at 70 
lakhs of rupees per annum. 

8. Concomitant with the placing of Dera Ismail Khan in connection with 
the Indian Railway system stand two proposals for giving to that connection its 
full military effect. 

(a) The first is the repair and improvement of the existing military road 
from Dera Ismail Khan to Banu and Kohat, and thence round to tho Indus at 
Khushalgarh, whence a broad-gauge railway now runs into the Punjab Northern 
State Railway, near Rawalpindi. This would place a chain of highly important 
military posts in communication, and allow of the rapid transfer of troops from 
the Peshawar to the Dera Ismail Khan base, or vice vend. It would also aid 
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tlie flow of trade to the Khushalgarh and Darya Khan Railway termini. The 
cost has been estimated by the Punjab Government as under — 


B 

Boad from Dera Ismail Khan to Banu . . * . . 8,90,000 

„ Banu to Kohat . 8,40,000 

„ Kohat to Khnshalgarh 1,91,800 

Bridge over Kuram river 4,80,000 

„ Gamhela river 3,45,000 


Total . 27,46,800 

or, say, thirty lakhs of rupees in round numbers. 

{h) The second proposal is for the continuation of the railway from Darya 
Khan down the left bank of the Indus, to join at Muzafiargarh, or Kurashi, the 
short railway connecting Sher Shah and Dera Ghazi Khan, which has been 
referred to above in paragraph 6. This line would be very valuable from a 
military point of view, in linking the stations of Dera Ghazi Khan and Dera 
Ismail Khan, in facilitating the rapid transfer of troops between the two bases, 
or that of Sibi, and in enabling supplies, or reinforcements, from Europe to be 
thrown in wherever required. In fact, it would establish complete communica- 
tion, by rail or good military road, along the whole line of defence from the Bolan 
to the Khyher. Being east of the Indus, it would be safely covered by the river. 
Our Military colleagues attach the highest value to the possession of this lateral 
communication, as well as means of supply and reinforcement from the south, 
by troops massed along the line of the Indus ; and the advantage seems to us 
to be self-evident. 

This portion of the railway (for it is really one) from Lala Musa round to 
Sher Shah, moreover, may bring some traffic to the Indus Valley Railway, and 
was advocated on commercial and administrative grounds by Sir Robert Egerton 
in 1881. It would probably be fairly remunerative in time, especially in the 
event of the construction of the Sind Sagar Dodb Canal. The length would be 
about 128 miles and the coat probably 65 lakhs of rupees. 

9. Independently of the “ outer line of defences,’* which we consider to be 
sufficiently provided for by the special arrangements above recommended, 
another project of importance has been suggested and supported by con- 
siderable authority, namely, that of a bridge over the Sutlej at Eeroze- 
pore, intended to connect that city with the branch of the Sind, Punjab and 
Delhi Railway, running from Eaiwind to the river bank opposite that city The 
line can thus be connected by a junction station with the metre-gauge railway 
running eastwards to Rewari, where it joins the Rajputana-Malwa system. A 
continuation from Ferozepore to Ludhiana, at some future time, will also be 
materially facilitated. The objects of this project are to place the arsenal of 
Ferozepore in direct connection with all the frontier railways, and. to give 
additional means of communication from the eastward with Sind and the 
Western Frontier. 

Of the military necessity of this bridge, it appears to ns that there can he no 
question. The principal difficulty is the engineering one, the cost and the lia- 
bility to destruction by floods being both considerable. Various piojects, rang- 
ing in outlay from 15 to 66^ lakhs of rupees, have been drawn up, and no satis, 
factory conclusion has yet been arrived at (see Railway Administratiou Report for 
1881*82, page 272, and Colonel Medley’s ‘‘ Railways in Upper India,” page 15). 

We have lately, however, been making fiesh investigations, and have reason- 
able hopes that the bridge may be built for 40 lakhs of rupees, at which rate 
we include it in our scheme. 

10. The following is a summary of our recommendations, to which we 
add the Sind-PislTin Railway, in order to bring into one view the whole 

B *2 
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sehetne and outlay contemplated for the militai-y protection of our North-West 
Fiontier : — 


Cornmnnioations recommended, 

(1) Eailway, Nari to ShelDO, witli brancli to Quetta 

(2) Bailway from Lala Musa, vm Darya Khan and 

to Sher Shah, with branch from 
.M '..' .1 . rj-. ' ■! 10 Indus opposite Dora Ghazi 
!xli M :• 1 bridffo at Pind-Dadan Khan and 
ferries over Indus and Chenab .... 

(3) Ferozepore bridge . . • . • . * 

(4) JRoad from Dera Ghazi Khan to Pishin plntoan _ « 

(5) Bead from Dera Ismail Khan to I\husli.i]g.irli, md 

Kohat and Banu, including Kuram and Gambela 
bridges 

Total 


Estimate 


Milos, 

Sterling. 

175 

2 , 000,000 

361 

2,150,000 

5 

400,000 

250 

200,000 

195 

300,000 

980 

5,050,000 


The total outlay which appears to ns desirable, including that for the Sind- 
Pishin line already sanctioned, is thus five millions in round numbers. An 
index map, showing the lines proposed, is appended. 

11, With regard to the order in which the projects now recommended should 
he taken up, and the rate at which the whole should be proceeded with, wo 
would remark that works of the nature proposed cannot, for the most part, ho 
tiken up one by one from year to year, or profitably executed by driblets. 
Individually they occupy too long a time in construction. Once started, eco- 
nomy is best secured by keeping the establislimeiits at their full working 
power, and by completing successive sections as an aid to the works on the rest, 
and in older to secure some return for the outlay at the earliest possible date. 
Funds must obviously be supplied according to the nature of the works, and 
not in equal annual iustalments — still less by uncertain grants, the waste and 
, , , , other evils attendant on which have been fully recog-* 

Government oi India s i * 1 ; i *11 mi 

Ho. 319 of October 2nd, ib79. nised 111 the despatches speciiiou marglnalJy^ ino 

Sind-PisMn Railway is beiag pvoroeded with as 
rapidly as is consistent with economy. As to the 
other projects, portions of the roads might stand over for a while ; but the rail- 
way, and especially the large bridges, should bo put in hand as hoouas pieli- 
ininary airangemcnts will allow. The periods occupied in completing them 
may be taken at from two to three years for the roads, fully three for the 
railway, and fully four for the Ferozepove bridge. We consider these periods 
as the maxima consistent with economy. 

We append a forecast, which has been prepared by our Director General of 
Bailways, showing the time and manner of piocecding with the several works so 
as to combine reasonable progress with economy. This we propose for adop- 
. tion, remaiking that, while it is very desirable to ensure a fair start of tho new 
works in 1886-86 by undertaking preliminaiies during tho current cold season, 
the actual outlay may he expected, owing to delay in arrival or adjustment of 
stores, and other causes, to spread rather more largely over the later years to the 
corresponding relief of the earlier ones. 

12. We will now proceed to consider the financial aspect of our proposals, 
premising that we are of opinion that the whole cost of the Sind-Pishin Rail- 
way should he provided in whatever manner may bo determined on for the 
rest of the projects. 

We must also explain that we adhere to the proposals, contained in our 
Railway Policy Despatches, that certain indispensable railways should he 
constmeted in the definite period of about six years out of funds to bo provided 
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accordingly, wliich were reaffirmed in om* Despatcli ITo. 121 of tlie 28tli April 
last. This decision on our part is in no way afPected hy the admitted necessity 
for frontier communications. 

We have to provide against two evils — famine and complications on our 
North-West frontier. Considering that the accepted famine cycle is near its 
close, most may well think the former the more likely to supervene ; hut it should 
not he forgotten that the best way of deferring the latter is to make timely 
preparation against them. The protecHon from both should certainly be pro- 
vided concurrently, and to the full extent necessary in the case of each. Our 
subseq[uent remarks will proceed on this assumption. 

13. There are three ways in which the necessary funds may he provided. 
We may allot annually in the budget such amount out of revenue as we can 
afford — a fixed amount, if possible : we may provide for them as far as possible 
in this way, and borrow only so much more in each year as may he necessary in 
order to bring the total allotment up to such sum as may be deemed necessary 
in order to carry on the works without undue delay ; or, finally, we may borrow 
the whole amount required for these special works. 

14. The first of these courses we do not advocate, because the annual surplus 
we could devote would not suffice, as akeady shown in paragraph 11, to com- 
plete these works within a reasonably short space of time. Moreover, the sys- 
tem of charging to revenue is peculiarly unsuited to works of the character of 
those proposed, because it tends to restrict and render uncertain the annual 
outlay. Railways cannot be economically constructed by grants (a) petty in 
amount, spread over a long period, (b) equal in amount from year to year, (c) 
uncertain till the financial conditions of each year can be foreseen. 

15. The second course we deem undesirable, because it interferes unneces- 
sarily, for an exceptional purpose, with the established system under which our 
ordinary loans for public works are carried on, and also precludes our making 
special arrangements for such loan as may be required, the nature of which we 
will presently explain. At present we have a system of spending millions a 
year on certain public works, and permission to borrow that anoount, minus any 
sum by which, owing to surplus revenue (which is now usually realised) or other 
accretions, our cash balances may exceed our working needs. 

This system is based on the following recommendation of the Select Com- 
mittee of the House of Commons in 1879 

“ That all expenditure on the construction of Productive Public "Works should be 
treated as borrowed money, so that if, instead of borrowing to the full extent of such 
expenditure, apart]of the surplus revenue of the year can he devoted to this purpose, 
the general debt of India be treated as relieved, and the Productive Public Works 
debt as increased to such extent.” (Seaport, page xm.) 

Supposing, by way of illustration, this surplus sum to be a million in any year, 
and the annual loan therefore to he 1| millions only, instead of the normal 2| 
millions, then, if a new annual charge of a million for strategical communica- 
tions supervenes, the financial result will be exactly the same whether the mil- 
lion of surplus be taken away to meet the new charge and the ordinary annual 
loan he raised to the full 2|- million limit, or whether things he left as they 
are and a million he raised separately for the strategical communications. In 
the one case we can say that we are making strategical railways out of Revenue, 
in the other that we are making them out of Capital ; hut there is not a whit of 
difference between the two, except in the name of the thing. Call the trans- 
action what we please, Jhe fact remains that the neto charge causes the 
additional loom. 
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As regards tlie name of tlie thing, however, there is no advantage in 
borrowing to complete the normal 2 ^ millions, compared with borrowing 
separately. The surplus is just as liable to reduction by outside pressure or for 
other administrative claims now, as it would be if appropriated as proposed. 
A loan would stand, behind to supplement its shortcomings in the one case as 
much as iu the other; the amount to he borrowed would be the samo iu both ; 
and neither method would aSord any greater check or stimulus to economy 
than the other. On the other hand, the change of an established S 3 '’stem is at 
all times undesirable, and carries special disadvantages iu this case compared 
with the third course. 

To the third course—namely, that of borrowing the wholo amount required 
for these special works— we incline for the following reasons 'Although the 
railways and roads which we propose to construct will not be wholly unpro- 
ductive, we cannot expect that they will be remunerative in the technical 
sense,— that is to say, we cannot look forward to their yielding a net return 
sufficient to pay 4 per cent, on the capital outlay within a prescribed j^eriod. 
On the other hand, they will yield, a return which, though not reproscmted by 
money, will be none the less substantial, in the increased secnrity wliicli they 
will give to our frontier. These benefits will not he confined to the immediate 
present, hut will be of a permanent character, and it therefore seems to us legi- 
timate that the burden which they entail should he distributed over a length- 
ened period, and should not he imposed wholly on the tax-payer Eor the lime 
being. And if it is legitimate to borrow for this purpose, wo think that there 
are reasons which also make it desirable. The expenditure is exceptional and 
will not recur. To the undesirability of altering an established system we 
have already alluded. 

16. There is, however, a still more important argument in favour of borrow- 
ing the whole amount required for the construction of these communications,— 
namely, that the loan then need not he one of the ordinary nature, but may be 
on a distinct basis, such as to provide for the discharge of the capital obli- 
gatiou withiu a term of years. 

17. Considering that the outlay in this, as in most instances of communi- 

. Some portions of the ra.lway proposed f®’-' purpoWH, is 

will give a fair return m due time, but we likely to ho technically uii remunerative,^ 

cannot venture to say that the whole 4ii mil- in.ij.ii i . i . i 

lions will pay 4 per cent within any calculable we nolu. tnat tbc loan COluemphlled tO 

peuod. '1 he roads arc, of comae, uuremuucr- i.j. i ti t 

ative, except in so far as they may feed the Kicet it ought not to ho, like ordinary 

railway. loans, a poimaiicnt addition to the debt 

of the country, the reason for such exceptional troatmont being that the outlay 
is, hy the hypothesis, not an investment hut a burden. 

Capital invested in the ‘‘Indispensable” General Railways becomes indirectly 
productive at once, in the protection it affords against periodically rocumng 
famine, and directly so at no distant date. 

But with capital invested in military defences the case is otherwise. The 
outlay is a burden — entirely so in the case of roads or fortifications, to a greater 
or less degree, so in that of railways, according to the estimate of their net 
earnings. Its “protective” value is indefinite in the time of taking ofiect. 
Such outlay ought not to he left as a permanent burden on the national 
resources ; it should he cleared off. And because such clearing off is desirable, 
but ought not justly to fall on, and if large cannot be met by, the tax-payors 
of a very few years, the best form of ensuring it is to provide this outlay by a 
loan automatically repayable iu a reasonably short time, say thirty years. 

18. We need scarcely say that we have not overlooked the discussions in 
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1866-68 on tte question of providing funds for the construction of barracks in 
India, and we entirely concur in the principle then adopted by the Government 
of India and approved by the Secretary of State, The following words used by 
Mr. Massey in his speech of 5th March 1867 may be quoted as a good exposi- 
tion of that principle 

Is all the cost to fall on the tax-payers of the day, and all the benefit to be 
derived, without any cost other than the annual repairs, by the tax-payers of 1870 
and future years ? "We think we are not warranted in extending taxation for such a 
purpose, aud that we shall fulfil our duty if we provide all that we can out of reve- 
nue and throw a part of the burden on our successors. We shall borrow a million 
towards the construction of barrack^ in the ensuing year ; and even after this 
million has been borrowed, the remaining million will be charged to the revenues of 
the year. Thus, the sum we shall provide out of revenue for this extraordinary 
charge is nearly equivalent to the whole estimated produce of the new taxation. In 
fact, had it not been for this charge, we could have exactly balanced the estimates 
for next year.’" 

Our proposal, no doubt, carries out the principle thus enunciated in a differ- 
ent way from that adopted by Lord Lawrence’s Government, but we think our 
plan is distinctly preferable, inasmuch as it distributes the burden evenly over a 
prescribed period, instead of dividing it into two portions, bearing with unequal 
pressure upon the present and the future. 

19. Two important precedents for the course we propose are to be found in 
the manner in which the State debt, created by the purchase of the East Indian 
and Eastern Bengal Railways, has been dealt with. In the former case 32| mil- 
lions sterling were provided by annuities, terminable in 73 years, In the latter 
about 3-| millions are similarly to be dealt with by annuities, but the details 
have not yet been supplied to us by Your Lordship. 

The debt we contemplate will be on exactly the same principle, only we con- 
sider that the term of repayment should be much shorter. If thirl y years were 
adopted, the five millions would be discharged by annuities, costing £271,855 per 
annum, taking interest at SJ per cent. Another method is that of fixed annual 
payments, comprising interest and sinking fund, which has been followed in 
India in the case of several loans to Municipalities and Port Trusts, and of the 
Mysore debt ; but, on the whole, we are inclined to prefer that of annuities. In 
any case, there would be against the charge the set-off of whatever profit the new 
railway might yield. 

20. Eor the reasons stated in the preceding five paragraphs, therefore, we 
hold that the simplest and wisest course is to leave alone, as it is, our existing 
system of borrowing annually, for “ Indispensable” General Railways and Irri- 
gation, a fixed sum, minus surplus revenue and accretions, and to borrow sepa- 
rately, on an automatically repaying basis, such sum for strategical communica- 
tj.ons as may from year to year be necessary in order to their completion in due 
normal course, without either special pressing on the one hand, or wasteful 
delays and uncertainties on the other. 

21. In conclusion, we must explain that we are unanimously of opinion that 
the construction of the communications recommended above would strengthen 
our means of defence upon our North-West Frontier, and, by increasing the 
mobility of our army, would add to its defensive power. 

Our honourable colleagues Sir Steuart Bayley, Mr. Ilhert, and Sir Auckland 
Colvin, however, do not concur in the suggestions contained in paragraphs 13 
to 20 of this Despatch, and their Minutes on the subject are forwarded here- 
with* 
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Minutely Auckland Coitin, K.C.M.G., C.I.E. 

1. I find myself, to my regret, at variance with the views of His Excellency 
the Viceroy and the majority of my coheagnos ; hnt I am so wholly opposed to 
the suggestions contained in the ISth aud folloNviug paragraphs of this despatch 
that I am compelled to enter a strong dissent. 

2. The frontier communications, which form the subject of the despatch, are 
by no means the first works of this] kind which the Government ol* India has 
had to undertake. Like the frontier railways constructed in 1878-70, and the 
barracks built a decade earlier, they arc designed purely for military objects, and 
for strategic purposes* They are not likely to be remunerative. They arc pre- 
cisely analogous, financially viewed, to the former works alluded to. The mode 
of finding funds should therefore, in my judgment, he identical. 

3. In paragraph 1 3 of the despatch it is said— 

There are throe ways in which the necessary funds may bo provided. Wo may 
allot annuaUy intho budget such amount out of rovonuo as wo can afford—a fixed 
amount if possible : we may provide for them as far as possible iii this way, and 
borrow only so much more in each year as may bo necessary in order to bring the 
total allotment up to such sum as may bo deemed necessary in order to carry on tho 
works without undue delay ; or, finally, we may borrow tho whole amount roquirod 
for these special works.’* 

The second of the methods above cnumci'atod, it might have been added, m 
that laid down hy the Secretary of State for India in bis letter No, 253, dated 
8th November 1865, for adoption on previous occasions— namely, to construct 
this class of works as far as possible out of revenue, and from borrowing only so 
far as revenue is not available. The reasons specially applicable to India for 
adopting that course will be found in Lord Lawrence’s Minuto of the 18th 
March 1868, in Mr. Massey’s Budget Statement of 1807-68, in Sir John Stra- 
chey’s Minute of the 21st March 1868, and in his speech on the Certificate Bill 
on 20th March 1868, in Sir Richard Temple’s Budget Statement for 1869-70, 
and in Sir John Strachey’s Budget Statement for 1880-81. Lord Lawroueo 
held that, if the Government of India could pay its way, either aUogcther or 'in 
part, without incurring fresh loans, it was its clear duty to do so. In view of 
the great debt which India already owed, the heavy liabilities already incurred 
which appertain to the guarantee system, and tho peculiar chax'actcr of British 
power in India, he believed that the only prudent and wise course was to make 
good the wants of the day, so far as practicable, out of its income* Mr. 
Massey, while borrowing a million in 1867-68 on account of barrack expenditure, 
charged another million to revenue, saying, “ I should have preferred to go on 
as hitherto, defraying this charge, special and temporary as it is, out of tho 
revenues of India and added that the Government of India would fulfil its 
duty if it provided all that it could out of revenue, and threw part of the burdoA 
on its successors. He explained also why he] considered tho Portsmouth D(S 
fences precedent inapplicable to India. Sir J ohn Straohey urged that borrowing 
should be resorted to only if revenue was incapable of meeting tho charge 
without recourse to new and burdensome taxation. In his Budget Statement of 
1880-81 he repeated, in more emphatic terms, this language. Einally, the 
Secretary of State considered it a matter “of course that “ expenditure of this 
kind ought to bo provided for, if possible, out of the revenue of tho current 
year ; but if, at any time, the amount of expenditure which it would be expedient 
to incur cannot be drawn from tbe ordinary income of the year, it must bo left 
to the Government of India to determine, in communication with the Homo 
Government, in what manner the requirements of the public service shall bo 
met.” These considerations have governed the mode of meeting the oxpendi- 
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tureon works of this class up to the present time; and, as the Member in charge 
of the Financial Department, I consider it my duty before having recourse to 
loans to find from revenue, so far as may be without unduly starving adminis- 
tration, the sums necessary for frontier communications, as my predecessors 
found them for the works constrncted during their time. 

4. In paragraph 15 of the despatch, objection is taken to what has been, as 
I have shown in my third paragrapk, the method of raising funds hitherto pre^ 
scribed for adoption, on the ground that it interferes unnecessarily for an excep- 
tional purpose, ‘’with the established system under which our ordinary loans for 
public works are canied on, and also precludes our making special arrangements 
for such loan as may be required, the nature ot which we will presently explain.’* 
So far as I am aware, the hitherto practice has not been found, by experience 
in the slightest degree to interfere with the customary loans for -public works. 
In 1868, as in later years, the Government of India, was borrovdng for public 
works, as it is still borrowing ; but no complaint has as yet been made that the 
system pursued in the case of “ extraordinary ” worlcs (as they were then called) 
interfered with the ordinary loans. If, as the despatch says, and as I quite 
agree, the change of an established system is at all times undesirable,^ then I am 
wholly at a loss to ‘see on what grounds it is sought to recommend the ‘^special 
arrangements ” devised in the despatch in place of the system now in force. The 
expediency of special arrangements of the nature contemplated I will discuss 
presently. 

6. I do not think it necessary to enter into the question as to whether or no 
the new charge causes the additional loan, because it has no practical bearing 
on the matter before us. "Whatever, viewed abstractedly, may be the case, in point 
of fact, if frontier communications are charged to Capit il and not to Revenue, 
a suiplus of greater or less extent will appear upon our accounts. One of two 
things will then inevitably happen; either the Departments will press for iii- 
01 eased expenditure, and it will practioall}’’ be impossible to resist proposals 
which, however objectionable, may, in view of such suiplus, be plausibly put 
forward ; or, in order to enforce economy, we shall be obliged to remit taxation. 
Bearing in mind the great remissions of taxation which have taken place during 
very recent years, and the peculiar dangers to which the Indian revenues are 
liable, the time has not yet come when we can with safety make further reduc- 
tions. Reduction of taxation at the present time would, in my judgment, be a 
far less evil than profuse and needless expenditure ; hut none the less, it would 
be premature ; and, in view of the limited resources open to us in India, and 
of the unforeseen calls to which we are liable, very dangerous. Apart from 
these considerations, I apprehend that the precedent of meeting this expendi- 
ture solely from loans (should it he admitted) will he fruitful of most perni- 
cious consequences. It will be sought hereafter on the strength of such a pre- 
cedent to charge to loans various other schemes, which might have been pro- 
perly opposed on the ground that the revenue resources of the Government were 
incapable of meeting them. There is no more wholesome check upon extra- 
vagance, whether it arises from the desire to hasten works of which the utility is 
doubtful, or which admit of being gradually carried out, or whether it is caused 
by apprehensions as to danger outside our frontiers, than the necessity of finding 
funds with which to meet the hobby or the scare of the hour. In India, where 
the Financial Department cannot appeal from administrative pressure to the 
support of a representative body, an authoritative, self-imposed check of this 
nature is all the more necessary, and is, to my mind, if we are to he preserved 
from disorder, imperative. If facilities are to he given for borrowing in order 
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to meet proposals of this kind, cur loans will be indefinitely added to, while 
ordinary expenditure will bo wantonly increased, Hciico, on every consideration 
of economy in the present and prudence for the future, I wish cmpliatitially 
to protest against charging frontier communications to loans, without any attempt 
to meet them, in whole or in part, from Bevenue. 

6, The contention that by the ‘‘ special arrangement ” put forward,— hy 
borrowing separately for frontier communications, and establishing a sinking 
fund especially for the loan contracted on this account, — we arc in spirit, if not 
in the letter, acting on the principle adopted in 1867-68, rests entirely, it ap- 
pears to me, on a fallacy. We shall be engaged in two opeiations, — the finding 
of funds for our general railways, and tlie finding of funds for our fronfun* com- 
munications. The money lequircd for a sinking fund for the latter would be 
so mucli abstracted from the fiindvS necessary for the former, and (unless we 
adopt the course alluded to in the last paragraph) we should, there fore, have to 
borrow on account of our general railways, annuall}’-, a sum precisely eipii valent 
to that which we had withdrawn from our resources to piovido ihe sinking 
fund for frontier communications. At the end of thirty years, or whatever the 
term might be, the debt incurred on account of the general railways would be 
increased by a figure equal to that which had been devoted to the exliiiction of 
the loan for frontier communications. Posterity, saddled with the intmvst on 
increased borrowdngs equivalent to the sum which had been withdrawn for the 
sinking fund, would iu iio way that I can see benefit ; while, on the other 
hand, the tax-payer of the present and intermediate day would have to hear 
for his part the heavy burden imposed upon him from Uevenuo for a phantom 
sinking fund. The distribution of pressure would bo etpialisod only in the 
sense that the immediate present and the remote future would be cqimlly sub- 
jected to taxation. Should a famine cycle, it may bo added, bo approaching us, 
we should very shortly have to suspend our so-called sinking fund. 

7. The arguments, finally, on which the Government of India hasi'd their 

decision in 1868 have even greater force at present: When these works are 

finished,” wrote Lord Lawrence, ‘‘and this will not bo accomplished, I ani satisfied, 
in the period generally supposed, wo shall have to construct manifold other 
works, each deemed very important and imperatively necessary, such as forti- 
fied posts, places of refuge, drainage works, and many others, which will absorb 
vast sums of money. Now, none of those will be reallN productive, though all 
may be undeniably very important ” In other words, each successive genera- 
tion has its peculiar burdens of this nature, and each, so far as possible, sliould 
meet them from its own resources. It is said iu the despatch that the («xpi‘ndi- 
ture now contemplated is exceptional and will not recur. Tins precise class of 
expenditure may possibly not recur ; but nothing Could show more conclusively 
than the situation now before us how circumstances may saddle our successors, 
as we are saddled, with analogous unforeseen expenditure. Again, all that was 
urged against loans in 1868 applies with much greater force iu 188 1, in vi(5W of 
the very serious change which has since taken place in the value of silver, 
and of the additional burden in the form of exchange which loans entail upon 
our revenues. The more we borrow, it may be added, the more certainly, iu view 
of the limited resources of the local market, and of the competition of local 
bodies, such as the Calcutta and Bombay Port Trusts (about to enter the mar- 
ket for considerable sums), must we increase our sterling debt. If, indeed, we 
are to borrow for all kinds of railways, I think it is extremely probable, in 
view of the above grave considerations, that we shall find ourselves forced to re- 
duction in the expenditure on general railways almost equivalent to what it is 
desired to borrow for frontier communications. Purlher, the policy o£ increased 
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borrowing for worts in wliich we are embarked will for some years not return 
an adequate profit, and, fro iantOi this additional burden must fall on those who 
come after us. Our position and resources are, finally, stronger now than they 
were in 1868, or when the frontier railways were commenced in 1878, and what 
could he accomplished fiom revenue then is proportionately easier of accom- 
plishment at present. 

8. I myself think it exceedingly doubtful whether there is any such urgent 
need for the rapid construction of frontier communications as to compel us at 
present to have recourse to borrowing on that account. If, however, I should 
prove to he wrong in this respect, either owing to the revenues falling short of 
what may be expected, or to inevitable increase of ordinary expenditure, or to 
the need of pushing on the works at greater speed than I think necessary, I 
should have no objection to borrowing the difference between what we can fur- 
nish from revenue and what may be required. Assuming, however, that a 
period of about six years is a sufficient period for the construction of frontier 
communications, I see at present no reason for doubting that, unforeseen acci- 
dents apart, they may he met almost wholly from revenue. 

9. So far as I am personally concerned, I can only give my adherence to the 
second section of paragraph 12, commencing ** We must also explain,*’ &c., sub- 
ject to the result of consideration of the subject after final exchange of views 
with the Secretary of State on the Report of the Parliamentary Committee. I 
would also qualify the last section of that paragraph by inserting the words 
“ so far as the finances will admit *’ immediately before, and at the commence- 
ment of (1) the passage now beginning The protection from both should cer- 
tainly,” &c. 

September IBth, 1884. A. COLYIN'. 

I agree with Sir A. Colvin that these frontier communications should be 
constructed as far as possible out of revenue, and from borrowing only so far as 
revenue is not available. Exceptional expenditure of this kind is always re- 
curring in various forms and for various reasons. I share Sir A. Colvin’s 
doubts as to whether there is such urgent need for rapid construction as will 
make borrowing necessary. 

C. P. ILBBRT. 

I agree in Sir A. Colvin’s objection to the 13th and subsequent paragraphs 
of the despatch, and consider that the expenditure should be provided for as 
proposed in the early part of paragraph 3 of Sir A. Colvin’s minute. 

S. C. BAYLEY. 

No. 148 (Railway), dated 27th November 1884. 

From— The Secretary of State for India, 

To — The Government of India. 

I have considered in Council Your Excellency’s letter, dated the 22nd of 
September, No. 25 (Secret), with a Minute by Sir Auckland Colvin, concurred 
in by Mr. Ilhert and Sir Sfeuart Bay ley, and the first two paragraphs of Tour 
Excellency’s Minute of the 22nd of September, dealing with a proposal to con- 
struct certain railways and military roads for the purpose of placing the north- 
west frontier of India in a satisfactory condition of defence. I have at the 
same time taken into consideration your letter of the 29th of September, No. 150 
(Railway), giving the views of your Government on the general question of 
railway communication in India, after receiving the report of the Select Com- 
mittee of the House of Commons, which examined the subject during the last 
session of Parliament. 



12 


EAILWAY POLICY. 


2. Tn the latter letter Your Excellency makes no allusion to the frontier 
Communications : and in the earlier letter you state that your decision on the 
general question is in no way affected by the admitted necessity for such works, 
and that, having to provide against the two evils of famine and complications 
on the north-west frontier, you are of opinion that “ the protection from both 
should certainly be provided concurrently, and to the full extent necessary in 
the case of each/’ 

3. I regret that I am unable to concur with your Government as to the 
manner of effecting these objects. I am of opinion that it is a prudent and a 
really economical measure to plan and to carry into execution, with as little 
delay as possible, a system of railways and roads designed to strengthen our 
military position on the north-west frontier; and also that it is desirable to com- 
plete a well-devised scheme for preserving the country from the effects of 
famine, and for increasing the facilities for commerce. But the rapidity with 
which the works necessary for these purposes shall be constructed must mani- 
festly depend on financial considerations. Whatever he the object with which 
a great system of railroads is undertaken, whether for the protection of the 
country from famine or from war, the effect must be the same as regards the 
money market, the strength of the Public Works Establishment, the demand 
for labour, and the increase of prices ; and hence I have thought it righc to 
treat Your Excellency’s two letters as forming one comprehensive scheme for the 
extension of lailways in India. 

4. Your consideration of the report of the Select Committee has not led you 
materially to modify the views that you had previously expressed. You have 
now removed from the category of railways that you deem indispensable the 
one from Vizagapatam to Eaipur, and yon have substituted for it one from 
Kontera through Cuttack to Puri. With this exception, however, you adhere 
to Schedule A, which accompanied your letter of the 29bh of January 1884, 
No. 27s as representing the lines that you desire to see constructed by the 
Government during the next six years, which are thus divided in the forecast 
accompanying your letter of the 29th of September : — 



Estimated 

Cost. 

Outlay to end of 
1883-84. 

Amount needed 
to complete on 
1st Apnl JSSi. 

Works in progress 

Not commenced 

Extra capital for open lines . 

B 

10,88,02,991 

7,81,01,000 

1,80,00,000 

R 

about 3,67,60,991 

£ 

7.20.42.000 

7.81.01.000 
2,73,00,000 

[To which must he now added 
the Frontier communicor 
tioiis.] 

20,49,03,991 

5,05,00,000 



l-i 

O 

oo 

oo 

oo 

25,54,03,991 


22,79,43,000 


These projects do not include the undertakings that it is intended to en- 
trust to private Companies working with Government assistance, the cost of 
which, in your letter of the 28th January 1883, No. 29, was estimated at about 
£12,23,00,000. 

5. The scheme of frontier communications described in your letter of the 
22nd of September appears to me to be well adapted to the purpose that you 
have in view ; and I desire to express, not merely my general concurrence in its 
adoption, hut my hope that it will he completed within the four years over 
which Your Excellency proposes to spread the expenditure. The line to which 
your efforts are natnrally being first directed is the Sind-Pishin Kailway. 
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6. Accepting tbe estimates for these works, I find that, in the t^o forecasts 
which accompany your letters, it is proposed to incur the following expenditure 
by Government on railways, and on other public works constructed from 
borrowed money : — 


WOEKS. 

1884-83. 

1883-86. ^1886-87. 

1887-88. 

1888-89. 

1889-90. 

Total of 
SIX years. 


Lakhs. 

Lakhs. 

Lakhs. 

Lakhs. 

Lakhs 

Lakhs. 

Lakhs. 

General Railways 

381 

296 

265 

265 

265 

287 

1,759 

Frontier Railways , 

113 

225 

80 

25 

... 


413 

Total Railway Expenditure 
alter 31st March 1884) . 

494 

521 

345 

290 

265 

287 

2,202 

Of which, to be provided fiom 
Famine Insurance Giants , 

111 

50 

60 

60 

60 

60 

361 

Ditto from Provincial Contribu- 
tions and Lapses 

17 


• •• 




17 

Ditto, recovery from Nagpur- 
Chbattisgarli line 


... 



- 

63 

63 


128 

60 

60 

50 

60 

113 

41 

Leaving the amount to be borrow- 
ed for Railways , 

866 

j 

471 

295 

240 

215 

174 

1,761 

To which ndd the amount to be 
borrowed for Irrigation , 

70 

70 

70 

70 

1 

70 

70 

420 

And for Military Roads, and past 
expenditure on the Suid-Pishiu 
line 

12 

18 

23 

9 



62 

Making the Total to be borrowed 
for Public Works 

418 

569 

888 

319 

285 

214 

,243 


7. From the total of 2,243 lakhs which in the six years it is 

proposed to charge against borrowed money, I find it necessary at 
the outset to make certain deductions. I cannot admit the pro- 
priety of so treating the past expenditure on the Sind-Pishin Rail- 
way in 1883-84 12 J lakhs, 

the special grant made in the Budget of 1884-86 for the Harnai 

Road (included in the 113 lakhs for this year on frontier 

railroads) j, 

or the outlay on the military roads . . • . • ^0 „ 

69| lakhs. 

The whole of these 69^ lakhs must be treated as charges on revenue, thus 
reducing the aggregate that may possibly have to he obtained by borrowing, to 
2,174 lakhs, 

8. In tbe lltb paragraph of your letter of tbe 22nd of September, you 
sa<y that “ funds must obviously be supplied according to tbe nature of the 
works, and not in equal annual instalments.” Although this remark is sound 
when applied to a particular work, it does not apply to a scheme compnsing a 

c 
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number of projects, some of which can without difficulty be delayed if the ex- 
penditure on others is unusually heavy. 

9. The amount which, iu recent years, it has been considered right to 
borrow, when necessary, for Productive Public Works, has been 250 lakhs a 
year, supplemented occasionally by the sums needed for the completion of the 
East Indian Railway. Your Excellency proposes to add to this amount 35 
lakhs a year for railways, as well as to borrow in the present year about 69 lakhs 
on account of arrears of Productive Works ; and you also desire to construct 
the whole of the frontier communications by means of loans. On this subject 
I concur in the opinion of Sir Auckland Colvin, rather than that which has 
been adopted by the majority of your Council, and I think it most undesirable 
to show a surplus of revenue over expenditure, by failing to charge each year 
with whatever portion of the necessary expenditure it can bear, and which is 
properly chargeable thereto, while I hold that it would be unsound and danger- 
ous to remit taxation on the strength of a nominal surplus so obtained. At 
the same time, really urgent works should not be delayed, by refraining from 
raising reasonable amounts by loans when requisite for their completion within 
a specific time. The course that I am of opinion should be pursued is that 
the frontier communications should be completed with the utmost speed 
consistent with economy of construction ; that as far as possible their cost 
should be provided from revenue; but that, when the revenue available after 
meeting other essential charges of administration is exhausted, your Govern- 
ment should not allow the proposed works to be retarded, but should prosecute 
them with borrowed money. 

10. In my despatch of the 14th of August, No 89 (Railway), I referred to 
the Select Committee’s recommendation that the technical distinction between 
productive and protective lines should not he maintained, but that the bulk of 
the lines undertaken should be self-supporting ; and I stated my willingness to 
authorise an addition to the amount of the annual loan of about £400,000 or 
£500,000, especially for famine lines. In view of the urgency of the require- 
ments that you have now brought to notice, I sanction, for the present, the ex- 
tension of the maximum limit of borrowing to 350 lakhs in any one year, which 
seems to me the extreme limit to which it is prudent to pledge our resources for 
such purposes ; and, accordingly, this amount must be held to cover all the ex- 
penditure of the Public Works Department from borrowed money, whether for 
ordinary railways and irrigation, open lines, arrears of previous grants, pro- 
tective works, frontier communications, or any other purpose, while lapses in 
previous years should only be subsequently made good from the balances if that 
is practicable without unduly reducing them ; and no resort must be had to 
borrowing unless the amount cannot be provided from revenue. 

11. I would further remark that there is an important difference between 
the works now specially referred to and those for which it has heretofore been 
held to be legitimate to provide funds by borrowing, — viz», that the outlay on the 
latter class may be properly regarded as an investment on which there is reason 
to anticipate a return which eventually will meet the interest on the borrowed 
money required for them. This character, as you recognise, will not necessarily 
apply to the railways and other public works designed for the military protec- 
tion of the frontier, and the necessity for limiting, as far as possible, the per 
manent charge they will bring on the revenues in future years is obvious. 

12. I find that in the five years from 1879-80 to 1883-81 (excluding, on the 
one hand, the increase of debt caused by the purchase of the East Indian Rail- 
way, and, on the other hand, the decrease arising from the operations of the 
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Commission for the Reduction of Debt), the Rupee Debt was increased by 1,526 
lakhs, while the Sterling Debt has been reduced by £2,018,000, equal, at Is. Bd, 
tbe rupee, to 242 lakbs ; the amount of borrowed money, therefore, which has 
been at the disposal of your Government during the last five years has been. 
1,284 lakhs, or an average of 257 lakhs annually. The sancdon now conveyed 
to you will enable you, if you find it really necessary, to add to your funds for 
public works from borrowed money very nearly a crore of rupees in each year ; 
and the total amount of 2,100 lakhs in the six years is very nearly equal to the 
aggregate of 2,174 lakhs which I have above shown to be the extreme sum 
admissible as a charge upon the Debt. 

13. If, however, as is probable, your Government may not have at your 
command in the earlier years the amounts that you desire, some reduction must 
be made, and I am of opinion that it should not fall upon the frontier lines, 
although I doubt if tbe whole expenditure contemplated in 1884-85 and 1885-86 
will be incurred during those years. Until tbe funds can be provided, tbe 
expenditure on works in Schedule A must be restricted accordingly ; and I leave 
it to Your Excellency to decide the best manner of rearranging the expenditure 
on the lines already sanctioned. 

14. In so doing, it will be necessary for you to beai in mind tbe recommend- 
ation of the Select Committee, already cited, that the bulk of tbe lines under- 
taken should be self-supporting. According to paragiapbs 6 and 9 of Your 
Excellency s letter of tbe 29th September, your geneial scheme includes 2,800 
lakbs of outlay, of which about 725 are for unproductive lines ; with the addition 
of the frontier railroads, the amounts become 3,250 and 1,176 lakhs respectively. 

16. While thus enlarging your powers of borrowing for the works the 
urgency of which is recognised, I must also impress upon you the necessity for 
regarding any available surplus of revenue over the ordinary expenditure as 
being primarily applicable to meeting the exceptional cbaiges which your Gov- 
ernment is now called upon to bear, and tbe consequent importance of using 
every effort to avoid all expenditure usually classed as ordinary wliicb is not 
strictly necessary. In ordinary public works, and in all branches of administra- 
tion, tbe utmost economy should be. practised ; and the Piovincial Governments, 
as well as the Departments more directly under your own orders, should be 
enjoined to co-operate in the endeivour to keep their expenditure within the 
limits of strict economy, so that the unavoidable demands upon your Govern- 
ment for services which cannot be postponed may, when they aiise, be met as 
far as possible from the revenues of the year, and the necessity for adding to the 
debt may be to the same extent avoided. 

16. The question whether the money shall be borrowed in India or in Eng- 
land is one that can only be decided from time to time according to the circum- 
stances. In my despatch of the 15th of May, No. 131 (Financial), I communi- 
cated my decision to relieve you of the necessity of borrowing in India this year, 
by reducing tbe drawings to the extent of 250 lakhs ; and my telegram of the 
3rd of September accepted your proposal for a further temporary reduciion of 
65 lakbs. If your Excellency should be of opinion that you can economic illy 
spend the full 350 lakhs from borrowed money this year, I shall be prepared to 
make a further reduction of 35 lakhs ; but, as that will involve a total addition 
to the sterling debt of nearly £3,000,000 in.this year, I refrain from any altera- 
tion of the amount to be drawn until I learn your opinion on the point. 

17. Your Excellency proposes, as a ground for providing the whole outlay 
on frontier communications from borrowed money, to place the loan on a dis- 
tinct basis, which may provide for the discharge of the capital obligation within 

c 2 
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a term of yenrs. The objection to the institution of an ordinary sinking fund 
for the extinction of a particular loan, at tlie same time that other loans ai e 
continually being raised, is manifest ; the payment in reduction of the earlier 
debt can only be provided by adding to the new debt ; and it is much less waste- 
ful to lessen the amount of fresh borrowing. Moreover, the sinking fund in 
such a case would be sure to be suspended on the first pressure arising from 
famine or war. Your Excellency, however, would prefer to raise the money by 
terminable annuities, on which I need only observe that such a scheme appears 
to me impracticable on any reasonable terms, considering the total absence of 
demand for such securities in India, the relatively low price which the Annui- 
ties of the Bast Indian Kailway and Eastern Bengal Railway actually command 
in the London market, and the extent to which that market has been, and may 
hereafter he, called upon to accept them from time to time as the Guaranteed 
Kailways are pui chased by the Government. 

18. The charge for interest on the debt to be incurred must, therefore, I 
fear, be treated as permanent ; and, in so far as the amount is borrowed in this 
country, there will be the great disadvantage that the interest will have to be 
added to the large sum at piesent needed for the home disbursements. This is 
an additional reason why the increase of the debt, and especial^ the sterling 
debt, should be kept within the strictest limits. To the interest payable oil the 
sums directly borrowed, moreover, may have to he added a considerable charge 
for interest as a consequence of the arrangements now under discussion with 
the promoters of piivate companies for the construction of railways ; and, as 
the returns from the various lines as they come into operation will be necossaiily 
received in India, the burden created by the increased charge for interest in this 
country will not be diminished. 


No. 35 (Railway), dated 3rd March 1885. 

From— The Governmeilt of India, 

To— Tho Secretary of State for India. 

We have had the honour to ivct^ive Your Lordship’s Despatch No.' 14S (Knil- 
way) dated 27th November 1884, together with tele- 
29*h8eptembrr^Sr giams of that date, and 2nd December 1884, which 

Septem^nssr^’ deal with our two despatches* on Tnteuuil and Fron- 
tier communications as “ one comprehensive scheme.” 
Your Lordship in Council a^iproves of the three objects, — namely, “ strengthen- 
ing our military position on the north-west frontier,” “ preserving the country 
from the efiects of famine,” and ^‘increasing the facilities for commeice,” which 
the Government of India have set themselves to promote, and accepts the indi- 
vidual projects proposed. 

2. Proceeding to details, the despatch does not dwell on the railwaj^s which 
it is pioposed to entrust to private companies. We have reason to believe that 
arrangements have been practically concluded with one company for the “ Bho- 
pal system,” in which the Jhausi-Manikpoie Railway and the Kutni-Etawah 
section of the Bilaspur-Etawah project are comprised, and with another for the 
Nngpore-Bengal line. Negotiations we understand to be pending regarding the 
remainder. W e have theiefoie merely provided, in the new forecast appended, 
for the completion of the Kntni-Umaria section of the Bilaspur-Etawah Railway, 
which Las been commenced provisionally by the State pending arrangements 
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with a coinpan}’’ for the Umaria Colliery, and for advances to the works on the 
Bhopal and Nagpore lines np to the close of the current financial year. 

3. Your Lordship in Council rules, in the first place, that the proposed out- 
lay on the two military roads (60 lakhs) and the past expenditure on the Hai- 
nai Road or Sind-Pishin Railway (lOj lakhs) shall be debited to revenue. The 
latter has alieady been caiiied out, and the Finance Department have arranged 
to treat the former charge as independent of their revenue grants for rail- 
ways, and to provide 10 lakhs for it in the coming Budget. The remainder of 
this despatch will therefore relate to railways alone. 

4. With respect to the remaining railways, to be made by State agency, tbe 
conclusions iu the despatch may be very briefly summarised as under — 

1st , — The frontier communications should be completed “ with the utmost 
speed consistent with economy of construction ” (para. 9), and, if 
possible, “ within the four years proposed (para. 6) ; and any 
reduction of expenditure arising from want of funds in earlier 
years should not fall upon them, but upon the general railways 
in Schedule A (para. 13). 

5w<^.—The proposal to borrow for frontier communications upon a distinct 
basis, such as to discharge the capital obligations within a term 
of years, is disapproved (paras. 17 and 18). 

3rd , — Tbe maximum limit of borrowing for Public Works capital outlay, 
“ whether for ordinary railways and irrigation, open lines, arrears 
of previous grants, protective works, frontier communications, or 
any other purpose," is to be “ 350 lakhs in any one year " abso- 
lutely.” 

4th , — In addition to tbe 350 lakhs which may thus be borrowed for Public 
Woiks, Your Lordship impresses on us ‘‘the necessity for regard- 
ing any available surplus of revenue over the ordinal y expend- 
iture” or “revenue available after meeting other essential charges 
of administration,” as being “ primarily applicable to meeting the 
exceptional charges which your Grovernment is now called upon 
to hear.” 

The first and second of these conclusions, in one aspect or another, go somewhat 
beyond the views of vaiious members of Lord Ripon's G-overnment ; the third is 
opposed, in respect of open line capital, to the recommendation to which we 
invited the special attention of Your Lordship and the Select Committee of the 
House of Commons in paragraph 18 of our Despatch No. 27 (Finance and 
Commerce), dated 29th January 1884. We have determined, however, to accept 
Your Lordship’s decisions upon these points without demur. 

5. Before submitting the forecast which we have drawn up in compliance 
with Your Lordship’s desire, it is necessary to examine what funds will be 
available, under the recent orders, for our disposal. We observe that Your 
Lordship in the 12th paragraph of your letter assumes that we shall be able to 
add to our funds for Public Works from borrowed money very nearly a crore 
of rupees in each year, and that this sum will be sufficient to enable us to carry 
out tbe complete scheme of railways within the term recommended by tbe 
Parliamentary Committee, and, so far as frontier railways are concerned, in four 
years. This calculation, however, is inaccurate, inasmuch as the sums required 
for open lines on the East Indian and Eastern Bengal Railways were outside 
the 260 lakhs hitherto annually borrowed, and if these sums are to he provided 
in future from the 350 lakhs which it is now proposed to borrow, the net sum 
available for constructiou will be very much diminished. In the estimate 
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which we are now sabmitting, the expenditure on tlie open lines of these Rail- 


■ways is as follows : — 

1884- 85 . 

1885- 86 . 

1886- 87 . 

1887- 88 . 


. 51^ lakhs, 

. 58 „ 

. 55 „ 

. 30 „ 


and not less than 30 lakhs annually till the close of the five years. 

The net sum, therefore, by which our resources will he increased, is not a 
crore of rupees, but in the first year 48J lakhs, in the second 42, in the third 
45, and in the remaining years 70 lakhs, at the most. 

6. On the other hand, the concession of the Bhopal system and the Nagpore- 
Beno-al Railway to companies, which, we understand, is imminent, will entitle 
the Government of India to a refund of about 39 lakks advanced from the Pro- 
ductive grant for works commenced. We conclude that Your Lordship will 
have no objection to the re-grant of this and the other similar advances on the 
receipt of the amounts respectively ; 2nd, the Jhansi-Manikpore Railway, which 
was provided for in; the forecast of September last as a State work, will be in- 
cluded in the Bhopal system conceded to a company. As Your Lordship was 
aware of this fact when the despatch now under consideration was written, we 
assume that the grant of 350 lakhs is irrespective of it. A refund of 31 i lakhs 
similarly advanced, together with the non-prosecution of the line by the State, 
will thus set free 170 lakks for other lines in the schedule. 

7, Finally, we may assume, for the purpose of the revised forecast which 
we have now to make, that there will be an annual grant of 50 lakhs from 
Revenue : but it is important to remember that this annual grant must be con- 
tingent on the financial circumstances of successive years. Grants made from 
Revenue to the Public Works Department will be liable, should circumstances 
compel us, to he resumed in the course of a year like other grants. In the event, 
however, of economies being rendered imperative by unforeseen circumstances, 
they should be considered of the nature of a preference charge in their relation 
to other reductions. 


8. With these remarks we present the following forecast 


Works, 

1884-85. 

1885-86. 

1886-87. 

1887-88. 

1888-89. 

1889-90. 

Total of 
six 

years. 


Lakhs. 

Lakhs. 

Lakhs. 

Lakhs. 

Lakhs. 

Lakhs. 

Lakhs. 

Gbnsral Railways— 








In progress 

Not commenced : 
stores and work- 

253i 

1 93 

1021 

76 

m 

... 

567 


1 






tag capital . 

-3i 


29 

im 

278i 

264^ 

749^ 

Total of above . 




2381 

320 

264% 

1,316| 

Open line capital . 

138i 

■B9 

85 


60 

60 

522i 

Total General Railways 

388^ 

230i 

2l6i 

2981 

380 

324i 

1,8381 

Frontier Railways 

79 

184 

lesj 

sn 


... 

5071 

Grand Total . 

467-1 

414% 



m 

824i 

2,346^ 


9. This forecast must, however, be considered subject to important reserva- 


tions : — 

(1) Some lines are as yet only ronghly estimated for, and there may even- 
tually he excesses ; the Sind-Pishiu Railway, in particular, is a very 
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uncertain item. We hope, however, that such excesses, if they arise, 
may not have a greater effect than that of deferring the depletion 
of the schedule till the end of the last year of the series, for which 
the forecast provides, it will be observed, 55 J lakhs less than the 
normal 380 lakhs. 

(2) The apportionments of annual outlay are made to suit the financial 

demand for equal annual allotments, not the constructive require- 
ments of the several works, whence much inconvenience and some 
delay and waste may ensue. 

(3) Lapses are inevitable, especially on English indents, and if they are 

in any instance not re-granted, the forecast will be deranged, aud it 
may even be impossible to curtail Indian outlay to meet an un- 
expected home liability. 

In the framing of this forecast, the new Madras famine lines are unavoid- 
ably put hack, for two years in most cases. This is a giave evil, which we 
emphatically deprecated in paragraph 11 of our Despatch No. 150 of 29th Sep- 
tember last, and which is ffeshly illustrated by the present scarcity in Bellary 
and Anantapur, It might, however be considerably mitigated if the recovery o£ 
70 lakhs on account of the Nagpore-Chhattisgarh Railway, for which credit has 
been taken in the forecast as an extraordinary asset, were allowed to be spent 
on these lines in 1886-86 aud 1886-87, if then received from the new company. 
We request Your Lordship's approval of this course. 

10. The perusal of the above statements aud figures will show Your Lordship 
that although, should none of the anticipated sources of income fail us, we shall 
he able to work out our forecast within the period contemplated, any such acci- 
dent as the failure of the Financial Department to grant in any year 60 lakhs 
from Revenue, or the failure of either of the companies we have referred to to 
take up the lines indicated, will prevent the forecast being carried out for a 
period in excess of the six years indicated therein, and we consider this risk too 
serious to be passed over without being brought to your notice. On the one hand 
are to be considered the exigencies of our present financial and political position 
aud the state of exchange ; on the other hand, are the uncertainty above explained, 
aud the grave importance which we attach to taking early steps to guard against 
famine. We would ask Your Lordship to consider, in these circumstances, 
whether it is more expedient to maintain the absolute limit of 360 lakhs, or so to 
modify it as that in any year in which, owing to the grant from revenue being 
deficient, it may seem necessary, we may be permitted, with Your Lordship's 
special sanction, to add to our registered debt such a sum as will suflBce to 
complete the annual amount necessary for the execution of the forecast within 
the time contemplated. 

11. We bog specially to invite Your Lordship's attention to the extreme 
importance, in order to the realisation of this foiecast, of an early settlement 
with both the Bhopal and Nagpore-Bengal Companies. We have already 
reported, in our telegram of the I6th and Despatch No. 27 R. of the 17th 
instant, that we possess no funds available, compatibly with this forecast, for 
further advances to these lines, and rely for the execution of the forecast now* 
submitted on the recovery of advances made already. The effect of delay in a 
settlement will, in the first instance, he to deprive ns of at least 705 - lakhs of 
rupees for the prosecution of work according to the forecast in the coming year ; 
and, in the second place (unless Your Lordship should be able to arrange inde- 
pendently of us for temporary advances), be to necessitate the stoppage of the 
works, involving considerable pecuniary loss, besides the postponement of rail- 
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ways which are the centre of our famine relief system. Wc trust that, in view 
of these considerations, Your Lordsliip will not hesitate to come to an under- 
standing with the companies, adopting, if need be, the terms recommended m 
our Despatch No. 191 R. of 9th December lust. 

12. Two subsidiary points remain for notice. 

In paragraph 4 of Your Lordship’s Despatch No. 1 (Financial) of 6th 
January 1881 theie was a threefold option as to the employment of the surplus 
revenue cf previous years. It might be devoted (a) to Public Works, pro- 
ductive ” or “ or unproductive,” (h) to the remission or re-adjustment of taxation, 
or (c) to the reduction of steiling debt, or to the diminution of the amount 
borrowed in India for Productive Public Works. The effect of the present 
orders will apparently be a limitation to the first of these three methods of 
disposal. What was ordeied in that case in respect of such surplus was that 
the amount “ realised in any one year” might be “ added in the following year 
to the amount borrowed.” As a matter of fact, the Financial Department, so 
far as they have availed themselves of the discretion indicated, have hitherto 
resorted to the second and third option in preference to the first, and they see 
praclical difficulties in the way of carrying out the first. On the other hand, 
it may be urged that there is no objection to the prompt grant of a round sum 
in any year as soon as the fact of a surplus in the preceding year has been de- 
finitely ascertained, pi’ovided the financial out-look for the }oar then current 
be not gravely unpromising. We shall be obliged for explanation as to the 
course to he adopted. 

We would here observe, however, that in the event of Your Lordship think- 
ing that the latter of the alternatives indicated in our tenth paragraph is the 
most to he guarded against, the question of what I’evenue should be considered 
as surplus will he of less importance to the actual progress of the works. 

13. In connection with surplus revenue, we must also point out that we 
anticipate that it will in practice prove somewhat difficult to decide what ex- 
penditure is to be deemed “ ordinary ” or the “ essential charges of adminis- 
tration,” and what surplus is available.” Increases of current annual expend- 
iture for Civil and Military establishments would evidently be comprised in 
the terras ; hut if special grants of any considerable amount for abnormal capi- 
tal outlay are also included, such as for harbour defences, for instance, the 
latter would very seriously reduce the surplus revenue. 

14. We have finally to bring another point to Your Lordship’s notice. The 
inclusion of ‘‘arieais of previous grants” in the absolute annual limit, and the 

^ ^ ^ ox 1 , VT dependance of re-grant of lapses on balances, now 

485, December 11 1879. enjoined, apparently cancel the pre-existing orders on 

Jam^aiy ^ subject.* We Understand Your Lordship clearly 

36l®DSbei^8.‘i88U ® actually 

put on the market, if necessary, in order to make up 
the grant of that amount, or the re-^raut of lapses to the Public Works Depart- 
ment. We are also aware that hitherto lapses have usually been re-granted. 
But this may not cover the whole case. It is easy to suppose occasions when 
the balances might he strong enough in one year to render the full loan unneces- 
sary, and so weak in the next year as to he unable to hear the re-giant of a lapse 
which had occurred in the former. 

We need not enlarge upon the evils attendant upon uncertainty as to re- 
grant of lapses, and the absolute diminution of the amount available fox railway 
construction in the event of the withdrawal of the option, which has hitherto 
^ibted, of borrowing above the fixed limit (when otherwise unobjectionable), i 
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order to compensate for times of borro'^rjg beW it. We see room for leason- 
abte doubt whether Your Lordship, in directing this limit of boirowing to be 
absolute, contemplated the reveisal of the pievious orders in this respect, and 
we think it our duty to point out what may be the effect of the present restric- 
tion, so as to clear up the point and make sure that the effect was fully fore- 
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Total works not commenced • . . 7,49,4!4-,000 ... 749^ 
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No. 112 (Financial), dated SOth April 1885. 

From — ^The Secretary of State for India, 

To— The Government of India. 

I have considered in Council Your Excellency’s letter, dated the 3rd of 
March, No. 35 (Railway), in reply to the despatch of the 27th of November 
1884, No. 148 (Railway), conveying to you my decision in Council that, for the 
extension of railways in India, whether designed to strengthen your military 
position, to protect the country from the effects of famine, or to increase the 
facilities of commerce, the amount to be borrowed annually for public works 
might be enlarged from 250 to 350 lakhs ; and that this was the extreme limit 
to which I considei ed it prudent to pledge the revenues of India for such pur- 
poses in any one year. 

2. There has, I think, been some misapprehension on the ^art of your Gov- 
ernment as to the main considei ations that influenced me in adopting this 
decision. I did not fail to appreciate the importance of authorising as large an 
expenditure on the construction of railways as the financial position would 
justify ; but I had to weigh seriously the question to what extent it was prudent 
to continue to incur debt year after year for this object ; and, on a very careful 
review of the whole matter, I came to the conclusion that the limit which I 
have prescribed could not be safely exceeded. 

3. In reply to my remark that, as the amount actually borrowed in the last 
five years had averaged 257 lakhs a year, the power of borrowing 350 lakhs 
would enable you, if you found it really necessary, to add to your funds for 
public works, from borrowed money, very nearly a crore of rupees in each year, 
you state that this calculation is inaccurate ; and that, as the sums required for 
the East Indian and Eastern Bengal Railways were outside the 250 lakhs 
hitherto annually borrowed, if these sums aie to be provided in fntuie from the 
350 lakhs which you are now authorised to borrow, the net sum available for 
construction will be very much diminished. 

4. But, as my statement had in view a comparison of the actual sum bor- 
rowed in the past with that authorised for the futuie, it was not inaccurate. 
The amount borrowed during the last five years for all purposes has, on the 
average, been less than the amount which you are now authorised to borrow, 
by 93 lakhs a year ; and the total amount of 2,174 lakhs, which included 
the extra outlay needed on the open lines, and which in that despatch I showed 
to be the extreme sum admissible as a charge upon borrowed funds, is very 
nearly met by the permission to borrow 2,100 lakhs in six years. 

6. In summarising, in the 4th paragraph of your letter, the conclusions of 
my despatch. Tour Excellency seems to have fallen into an error of some im- 
portance. The 4th clause of that summary says that “In addition to the 350 
lakhs which may thus be borrowed for Public Works,” I impressed on you “ the 
necessity for regarding any available surplus of revenue over the ordinary expend- 
iture,” or “ revenue available after meeting other essential charges of adminis- 
tration,” as being primarily “applicable to meeting the exceptional charges 
which your Government is now called upon to hear,” The reference is to the 
9th and 15th paragraphs of my despatch; and Your Excellency will observe 
that there are no words there implying that the outlay from revenue which I 
was impressing on your Government was to be in addition to the 350 lakhs 
that might be boi rowed. In the 9th paragraph I stated that “ the frontier com- 
munications should be completed with the utmost speed consistent with eco- 
nomy of construction; that, as far as possible, their cost should be provided 
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from revenue; but that, whea tbe revenue available after meeting o(ber essen- 
tial charges of administration is exhausted, your Government should not allow 
the proposed works to be retarded but should prosecute them with borrowed 
money.** In the 16th paragraph I impressed upon you “ the necessity for ro- 
gai ding any available surplus of revenue over the ordinary expenditure as 
being primaiily applicable to meeting the exceptional chaiges ’* arising fiom the 
frontier railways and roads, or, in other words, for the purpose of avoiding 
the incurring of debt for them ; and I therefore enjoined “ the utmost economy ** 
in all branches of expenditure, in order that “ the unavoidable demands upon 
your Government for services which cannot be postponed may, when they arise, 
he met as far as possible from the revenues of the year, and the necessity for 
adding to the debt may be to the same extent avoided.” ^'he outlay from 
Revenue here mentioned was to be in place of, and not in addition to, any 
outlay that might otherwise have been provided from borrowed monej. In no 
other sense did I suggest any interference with the discretion which the 
Government of India has always been at liberty to exercise, as to the amount 
of ordinary revenue which, on a due consideration of the various requirements 
of the year, it can allot for the construction of railways, in addition to the 
sums appropriated from borrowed money ; and I do not understand bow my 
words can have been regarded, as they seem to have been, as an instruction that 
any surplus revenue was to be primarily applicable for the prosecution of public 
works, in addition to the full amount that might be borrowed. 

6. For the purpose of the forecast, you have assumed that there will bo an 
annual grant of 50 lakhs from Revenue, — an arrangement to which I make no 
objection, provided that the revenues will admit of it ; but you state tliat, in 
the event of economies being rendered imperative by unforeseen ciroumstances, 
these annual grants should, in your opinion, be considered of the nature of a 
preference charge in relation to other reductions. In this suggestion, which is 
directly opposed to the instruction contained in the 39th paragraph of rny de- 
spatch of the 7th of August last, No. 237, I am quite unable to acquiesce. It 
can scarcely be necessary for me to remind Your Excellency that it is the d\ity 
of tbe Government of India to judge each year what are the branches of ad- 
ministration most needing attention, and in what manner the revenues can be 
disposed of to tbe best advantage ; and it would be contrary, in my opinion, to 
sound principle, and indeed impracticable, to resolve beforehand that when a 
restriction of expenditure became necessary, the operations of any particular 
department should be entitled to special exenoption from curtailme 7 )t. 

7. In paragraph 13 it is remarked that difficulty may be anticipated, in 
practice, in deciding what (to use the expressions adopted in paragraphs 16 and 
9 of my despatch) should be considered “ ordinary expenditure” or “ ossential 
charges of administration,** and what surplus is « available ;** and that you 
fear that the latter may be seriously reduced, both by current annual expendi- 
ture for civil and military establishments, and by abnormal capital outlay on 
such works as harbour defences. This opinion appears to have its origin in 
erroneous views such as those to which I have already adverted in this de- 
spatch, and of which I had occasion to speak in tbe paragraph above mentioned 
of my despatch of tbe 7th of August 1884, advocating the specific allocation of 
portions of the general fund available for the service of the Government to the 
use and control of the Public Works Department. I need only say further on 
this point that the Government of India, as a whole, must be the judge, from 
time to time, bow the available funds at its disposal shall be applied, subject to 
the control of the Secretary of State, and with careful regard for the general 
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stability of your finances, the demands of no one department being allowed to 
have undue weight. 

8. Of a similar character must be my reply to the question raised in your 
12th paragraph, whether the surplus revenue actually realised in a past year is 
only available for the prosecution of public works, or whether it may be used 
for the remission or readjustment of taxation, the reduction of debt, or the 
diminution of the amount to be b urowed in the coming year. The question is 
put with special reference to the 4th paragraph of the Marquis of Hartington’s 
despatch of the 6th of January 1881, No. 1, in which, subject to the condition 
that the surplus was actually realised, and was not merely estimated, the 
Government of India were then authorised to dispose of it in the manner that 
they might deem best. I see no reason to modify the instructions then given, 
A realised surplus represents actual cash in the balances, and your Government 
must determine the best method of using it in the event of the amount being 
in excess of current or anticipated requirements. It may be of importance to 
reduce the amount of the annual loan, in which case the money can be allotted 
to the Public Works Department as a portion of the 350 lakhs, which otherwise 
might be supplied by loan in any year ; or it may be practicable with the money 
in your balances to reduce sterling debt, as was done in 1883 out of funds 
provided by the Protective Grant, while raising the full loan in India. Again, 
it may be needed for some financial refoim, and not be available for Public 
Works ; or, on the other band, it may be practicable to make a special grant for 
railways, in addition to the amount otherwise provided. Of its proper disposal 
the Government of India must judge, on a careful consideration of all the cir- 
cumstances of the time. 

9. In the 8th paragraph of yonr letter, you give a forecast, showing the 
division between general and frontier railways of the amount that will be at 
your disposal, which, as a rule, will be 380 lakhs, — that is, I presume, 280 
lakhs fiom borrowed money, 60 from the Protective Grant, and 50 which it is 
assumed that it will he practicable to allot from ordinary revenue. In this 
manner you consider that it will be possible to complete within six years the 
operations that you have in view, although any accidental failure in the arrange- 
ments may prevent this expectation from being fulfilled~-a risk which you con- 
sider too seiious to he passed over without notice. On this point I must observe 
that I am aware of no absolute necessity for executing the whole scheme within 
six years, if financial or other difficulties should arise. It is true that the 
Select Committee of the House of Commons expressed an opinion that your 
proposals for outlay during the next six years were moderate, and that the 
annual limit of borrowing previously in force might safely be enlarged. But 
they held that the full responsibility of deciding on the amount to be borrowed 
must rest with the Secretary of State in Council ; and I must remind Your 
Excellency that the position is materially affected by the decision to construct 
forthwith, at a cost of some five millions, the works for improving the frontier 
communications, the scheme for which had not been submitted by the Govern- 
ment of India at the time that the Committee made its report. 

10. In order to enable you to adhere as closely as possible to the forecast, 
you ask that lapses in one year may be again granted in the next, and that you 
may be permitted, in any year when the anticipated grant from revenue cannot 
be sanctioned, to make up the deficiency by loan. I am unable, for the reason 
already stated, to depart from the decision which was carefully expressed in the 
10th paragraph of my despatch of the 27th of November 1884, that no larger 
amount than 350 lakhs must be borrowed in any one year, and that lapses can 
only be made good if the state of the balances admits of it. 
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11. You further observe, in the 6th paragraph of your letter, that you con- 
clude that there will be no objection to the re-grant of tho sums laid out on the 
Nagpore-Bengal Railway and the Bhopal system whenever they shall be re- 
ceived from the companies which it is hoped may undertake those works. If 
the money be subscribed in England on the terms offered, it will involve for 
several years the payment of 4 per cent, interest, in this country, and will there- 
fore be an ejtpensive method of borrowing; it is therefore cssenlial that, if in 
any year the companies shall be permitted to raise more than they ro(iuire to 
spend in that year, the normal loan shall be reduced b}' a sum equivalent to the 
excess so raised. The expenditure, indeed, which will have to bo incurred by the 
companies within the year (which will include in the first year of their formation 
the repayment of the amount a.lready spent by you) is distinct from that for 
which you are authorised to borrow 350 lakhs. So far as it takes place in Eng- 
land, it will be met from the funds received from the companies ; and so far as 
it takes place in India, the money will have to be advanced by your Govern- 
ment, the drawings on India being reduced to a corresponding extent. 

12. Such an arrangement is, I admit, contrary to that proposed by the 
Government of India in regard to the Southern Mahratta Railway, in their 
letter of the 24th of June 1882, No. 186, and assented to in Lord liavtington^s 
despatch of the 7th of September 1882, No, 27.9, under which it was intended 
that the sterling debt should be reduced, and the rupee debt increased, by the 
amount of the capital subscribed by the company. So long, however, as your 
Governmetit is unable to raise in India the usual loan for public works, there is 
no hope of carrying this intention into effect. 

13. To the extent, then, of the sums required for disbursement by the 
companies in excess of receipts from them in the same year, it may become 
necessary to borrow beyond the limit which I have laid down ; and this contin- 
gency makes it of the mme importance to act on my injunctions that general 
economy may be practised, and that, as stated at the close of tho 10th para- 
graph of my former despatch, “no resort must be had to borrowing unless the 
amount cannot he provided from revenue.** 

14. I notice that, in your second paragraph, Your Excellency speaks of tho 
arrangements with the two companies as bcung “ practically concluded,** and 
that, in the sixth paragraph, you refer to the concession to them as “ immi- 
nent.*’ I informed you, in my despatch of the 12th of March, No. 27 (Rail- 
way), of the progress of the negotiations with the promoters of those two 
undertakings ; and I have at present nothing to add on the subject, beyond 
saying, as yon were informed in my telegram of the 13tk of March, that, in tho 
present aspect of affairs, there is no hope of either company being able to issue 
their shares. 


Note by His Excellency the Viceroy, dated tho 22nd April 1885. 

In view of the heavy expenditure already incurred by our military prepara- 
tions, and of the possibility of a war with Russia, it is incumbei\t on the Govern- 
ment of India at once to take whatever measures are possible to reduce expendi- 
ture in every branch of the public service. It will also be necessary to address 
the Local Governments on the subject. 

In order to arrive at the object we have in view as quickly as possible, I 
request my colleague in the Financial Department to prepare at once a note for 
the consideration of myself and the Council, stating what are the recommenda- 
tions which he would be disposed to make in the above-mentioned dii'cctioii. 
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Extract, paragraphs 7 to 9, of a Note hy the Hon. T. 0. Hope, dated 6th 
May 1885. 

7 . In considering this head it must be distinctly ho me in mind that, owing 
to the Secretary of State’s action in respect of the companies, already alluded 
to, and to the telegram consequently received on 14th March, it became 
necessary to cut about 70 lakhs out of the forecast which had been sent home 
with our Despatch No. 35 of 3rd March, and to reduce grants in the 
final Budget accordingly. Our Despatch No. 46 R. of 31st March conse- 
quently reported an allotment of only 438i lakhs, which may he thus sum- 


marised — 

Lakhs. 

A— Frontier Railways 184^ 

B — Open Lines Capital 116 

C— Establishment, exclusive of A and B * . . • 15^ 

D — ^English outlay do. do. • . • • 44J 

E— Indian outlay on lines other than A and B . • • 77f 


Total . 438| 

The first item cannot, of course, be touched in any way. The second 
underwent two revisions, in February and March, and cannot, from its 
nature, be got any lower. The third may admit of trifling modification by dis- 
pensing with temporary engineers, but our establishments were reduced by above 
half a million in 1878-79, and the Frontier Railways are a considerable drain. 
The items D and E are thus the only ones upon which it is possible practically 
to operate, and in their case action is limited by the fact that some lines have 
been cut down already, that much of the English stores are already contracted 
for, and that operations in full progress in the field cannot he suddenly suspended 
without considerable loss both to works and in compensation. 

8. After careful examination in conference with the Secretary, Director 
General of Railways, and Accountant General, I find that there is a possibility 
of the following reductions ; — 


Eailway, 

English Outlay. 

Indian outlay. 

Total. 





B 


R 

Cawnpore-Kalpi , 





2,68,000 

... 

2,68.000 

Jhansi'Manickpore 





6,10,000 


6,10,000 

W''ardha Coal 





2,16,000 

49,000 

2,66,000 

Kanban Bridge 





1,25,000 

1,26,000 

Burma Hallways . 





60,000 

1,65,000 

2,16,000 

Northern Bengal , 





1,00,000 

87,600 

1,37,600 

Cawnpore-Acbnera 





1,00,000 

44,000 

1.44,000 

Dacca-Mymensliing , 





1,60,000 

6,00,000 

1,60,000 

Assam- Bebar . 





... 

6,00,000 

Amntsar-Patbankot 





... 

60,000 

60,000 

Rajputana-Malwa . 





... 

1,80,0 U 0 

1,80,000 

Bellary-Kistna 
Cuddapab-Nellore . 





j 12,00,000 

20,00,000 

32,00,000 


. Total 

26,69,000 

31,76,600 

58,44,500 


The full realisation of the English items depends, of course, on the contracts not 
having been let subsequently to the latest advices. The Madras Railways being 
the only large item left in the Budget, the leduction necessarily falls heavily 
upon them, and will practically leave little beyond what is required for winding 
up current works and engagements. It will be understood that I do not at all 
concur in the prudence of stopping protective railways at a risk far outweighing, 

i> 
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in my opinion, the small pecuniarj relief to be gained, but merely put the 

They must be to some extent figures forward in loyal compliance with what is de- 

Btopped if more is to be spent Considering the present political and finau- 

on Frontier Railways, and a . j. j. i 

fixed sum adhered to for total cial circumstances, tne time aoos not seem to me to 

outlay. ^ ^ arrived when such extreme measures are called 

for, or when it is necessary to depart from the precedent of the last Afghan war, 

which is described in Colonel Filgate’s note of 19th March 1885, of which a 

copy is appended. 

9. In the event of the large reductions to which the preceding paragraph 
relates being decided on, and affecting the grant from revenue, I of course look 
This has, of course, been to the redemption of the pledge that in the event 
proposairoT23r^dA%ll!^ economies being rendered imperative by unforeseen 

A. C. circumstances, they (grants to the Public Works De- 
partment) should be considered of the nature of a preference charge in their 
relation to other reductions.” ( Despatch No. 35 R. of 3i’d March 1885, para- 
graph 7.) In any case, other departments should bear a full share of the gene- 
ral burden. 


Note by Colonel A. J. Piloatb, Accountant General, Public Works Dopartmont, 
dated 19th March 1885. 


vioua fiye years was as uu* 
der;- 

£ 

1874-76 . . 4 , 249,671 


Although a general curtailment Jof Productive Public Works outlay was 
♦ The outlay of the pro- initiated in 1879, no reduction of the grants for this 
class of outlay was made on account of the war. Prior 
to 1879-80 no absolute limit for Capital outlay on 
Productive Public Works was fixed, but the outlay* 
as a rule fell short of the grants. Early in 1879 it 
was decided that the outlay during 1879-80 should 
be curtailed and limited, and it was then ruled that the outlay during 1879-80 
should be limited to £3,500,000, and that in 1880-81 and [future years the 
limit should be £2,500,000, plus the unexpended grants of previous years, 
During the Afghan war the following amounts were expended as a charge to 
Revenue in addition to the Railway grants under Productive Public Works : — 


1876-70 

1876 - 77 

1877 - 78 

1878 - 79 


4 , 270,639 

3 , 809,284 

4 , 791,062 

4 , 122,642 


1878-79. B 

Salt Branckes, Punjab NorthemiRailway and 

Eajpntana-Malwa Railway . . , 11,21,010 

Frontier Railways 29,970 


1879-80. 

Salt Branches, Punjab Northern Railway and 

Rajpntana-Malwa Railway. . . . 9,79,750 

Punjab Northern Railway, Jhelum to Rawal- 

pMi 33,67,700 

Frontier Railways 1,23,43,500 


1880-81. 
Frontier Railways . 

1881-82. 

Frontier Railways . 


R 


11,50,980 


17690950 

2,29,36,150 

82,06,690 


Total 


4,99,84,770 
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Telegram, No. 803 (Pinancial ) dated llth May 1885. 

Prom— Viceroy, Simla, 

To— Secretary of State for India. 

We can make reduction of 58^ lakhs under Railways and 18|- lakhs under 
Irrigation (Capital Expenditure) ; but of this probably 60 lakhs will be needed 
for increased grant during the year to Frontier Railways, and therefore cannot 
be made available for your Lordship’s drawings. We wish to point out that this 
involves the withdrawal of 32 lakhs from Famine Railways in Madras ; but 
under Your Lordship’s instructions we presume that this is incumbent on us • 
We will telegraph again when we receive information as to amount of Provincial 
economies. Government of India reductions (Revenue) will not probably exceed 
in all £170,000. 


Note hy His Excellency the Viceroy, dated 25tli May 1885. 

Having received a private acknowledgment from the Secretary of State of 
our telegram, Financial, of the 1 1th May, in which we announced to him the 
proposed temporary and partial suspension of the Madras famine lines with the 
view of effecting a saving of 32 lakhs, and His Lordship not having made any 
allusion to the part of the telegram dealing with this special point, we must, I 
think, consider that he is not prepared to modify his previous instructions in 
the matter. Under these circumstances orders should be issued at once in ac- 
cordance with the decision arrived at in Council in reference to the partial sus- 
pension of work upon these lines. 


Extract, paragraphs 1 to 12, 15, 16, and 22 » from the Despatch from the Government 
of India, to the Secretary of State for India,— No. 112, dated 10th July 1885 
(Confidential). 

We have the honour to forward, for the consideration of Her Majesty’s Gov- 

Prom President. Defence ®nment. papers regarding the measures to be taien 
Committee, No. 160, dated for the defence of the North- West Frontier of India, 
sure. ihese papers comprise a report by the Defence Com- 

mittee embodying their proposals on the subject, and 
a forwarding letter by the Commander-in-Chief, their President. 

2. The proposals of the Defence Committee fall under the two heads of 
Communications and Defensive Works, which may conveniently be dealt with 
separately. 

3. First, as regards Communications. The Committee point out that the 

♦ Despatch No, 148 (jRaii- Part of the new communications necessary for 

November the object in view have already been sanctioned by the 
Secretary of State for India.* These are : — 

(1) The^ completion of the Sind-Pishin Railway. The sanctions already 

given provide also for extensions from Quetta to the head of the 
Bolan Pass, 25 miles, and from Shebo to the foot of the Amran 
Range, as also for the storage of a sufficiency of permanent-way 
materials on the hither side of the Amran Range to admit of the 
extension of the railway to Kandahar should circumstances render 
such an operation desirable. 

(2) The construction of a broad-gauge line from Lala Musa, on the Punjab 

Northern Railway, to Shere Shah, opposite Multan, with a branch 
to the Indus, opposite Dera Ghazi Khan, and ferries over the In- 
dus and Chenab. 

p 2 
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(3) The bridgii^ of the Sutlej at Ferozeporo. This bridge is to bo for the 

broad gauge. 

(4) Tbe construction of a road from Dora Gbazi Khan to Piabin to cover 

tbe Sind-Pisbin Railway. 

(5) Tbe construction of a road on tbe rii^bt bank of tbo Indus from Dora 

Ismail Kbau to Kusbali-arb vid llannu and Tvobat. 

These works, as bas been above remarked, bave already beiui sanctioned, and 
it is intended to complete them by tbe end ol ISSy-tSS at a total cost wbich is 
now estimated at about six and a balf millions. 

4. Tbe Defence Committee suggest tbe following modifications or extensions 
of tbe geneial project as abeady sanctioned. 

5. In extension of tbe Pisbin Railway, they recommend tbe immediate 
construction of a tunnel tbrougb tbe Amran Range, xjrovided tbat an allernativo 
surface line cannot be found, wbicb would turn tbo mountains further to tbe 
south. This part of tbe country has not yet been thoroughly surveyed, and we 
bave therefore made anangements for the survey being nndcrl alien at once. We 
beg to record our opinion tbat it is unquestionably necessary to l>i‘ ready to take 
tbe railway either round or tbri^agb the Amran Range, so tbat it may be in our 
power to carry out tbe extension of tbe line to Kandahar in tbo event of circum- 
stances calling for such a measure. We desire, therefore, tbat we may receive 
authority to at once set about making tbe tunnel or tbo alternative line above 
leferred to. Tbe Amran Range once crossed, the extension of tbo line to Kan- 
dahar would be a woik free from much engineering difficulty, wbicb could be 
very rapidly executed. But tbe Committee estimate tbat tbo constriudion of a 
tunnel would probably occupy at least four years. It is tboreforo important 
tbat this should be undertaken without delay, if it is to be undertaken at all. 

6. Tbe sanction for tbe Sind-Pisbin Railway, we bave stated, includes tbe 
branch from Quetta to tbe bead of tbe Bolan Pass. But besides this a tempo- 
rary line is now being constructed under Lord Kimberley’s authority from 
Eindli upwards tbrougb tbe pass itself. This is being constructed, not so much 
with a view to its permanent utility as for immediate use in tbe ovout of war* 
pending tbe completion of tbe Sind-Pisbin Railway via Harnai, to admit of 
supplie-^ being pushed up rapidly and with economy tbrougb this desert tract, 
and also, wbicb is a subsidiary but iTupoitant object, to facilitate tbo supply of 
permanent- way material to tbe Pisbin plateau at an earlier date than it could bo 
carried up along tbe Harnai lino itself. Tbe Defence Committee recommend 
tbat this temporary line should be converted into a permanent one. Wo think 
it^ expedient that this measure should be adopted, provided tbat on further exa- 
mination tbe project is found to be practicable within a reasonable limit of coat. 
In view of tbe extreme importance of having secure railway conjmuni<'ation with 
tbispart of the frontier, and of tbe heavy gradients on tbe Pind-Pisbin line, 
and its liability to damage by floods, tbe provision of an alternative road by the 
Bolan is, we think, not more than a reasonable precaution ; it would give a double 
line tbrougb tbe worst parts of tbe country, and in case of pressure would ad- 
mit of tbe up traffic going by one line and tbe down by another. Tbe gradients 
on parts of both these lines being very heavy, the advantage of having double 
lines over tbe steepest parts would be tbat tbe same amount of traffic could then 
be carried over the steep as over tbe easier parts, so tbat tbe whole system as 
one line would be worked in tbe most economical manner. We may further 
observe that the connecting link wbicb we now propose conditionally for sanc- 
tion, from Rindli to Darwaza at tbe top of tbe Bolan Pass, is only 60 miles long. 
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!k>v npwavds of 50 miles of wMch the gradient is fairly good, the remaining 
mileage alone forming the difficult portion. 

7. We should explain, however, that whereas the Committee speak of the 
conversion of the present temporary line into a permanent one, what may leally 
be to a gieat extent necessary will be to construct an entirely new line on such 
alignment and with such embankments as experience and careful survey may 
show to be required for the purpose. The present temporary line is being laid 
down in tbe bed of the pass, and a large portion of it may prove to be not sus- 
cej)tible of conversion into a peimanent line. 

8. The Defence Committee further point out that the portion of the Indus 
Valley line between Jacohahad and Sibi needs to be improved by the provision of 
additional crossings. These are now being put in band. 

9. Taking the works dealt with by the Committee in geographical order, the 
next is the load, already sanctioned, from Dera Ghazi Khan to Pishin to cover 
the Sind-Pishin Railway. The report of Colonel Sandford, R.E., Deputy 
Quarter Master General, who was deputed to determine the alignment of this 
road, has lately been received, and will be shortly forwarded. He recommends 
that the alignment should run through the Suleiman Range by Fort Munro, 
through the Doii Valley, to Kot and Pishin. We have approved of his pro- 
posals, and arrangements are now being made for the immediate prosecution of 
the work. 

10. A road already exists of a more or less perfect kind along the right bank 
of the Indus from Kushalgurh as far as Dera Ghazi Khan, the improvement of 
which will now be undertaken through the agency of the Punjab Government. 

11. As regards the Lala Musa and Multan Railway, the Defence Committee 
recommend that the alignment should be such as to stiike tbe Indus at Mian- 
wali opposite Bannu, or else, if that he not approved, the provi^-ion of a branch 
to Mianwali. In view of the urgency of a settlement of this point, we should be 
glad to receive Your Lordship’s sanction to our now definitively carrying out the 
latter alternative, as the alignment which has been found more suitable on 
other grounds passes through Wanhhacharan and Kandian within about 12 miles 
of Mianwali. 

12. The Defence Committee strongly recommend the extension of the new 
State Railway, which has now been completed to Fazilka, down the left hank of 
the Sutlej to Bahawalpur. This line is, however, a narrow-gauge one, and, in 
foi’warding their report, the Commander-in-Chief observes that it would be more 
equitable in his opinion to treat the cost as a charge against Reproductive Pub- 
lic Works. Although all railway extension in this part of the country strength- 
ens the military position, and any line down the left bank of the Sutlej would 
possess strategical value in the event of invasion or for the movement of troops 
in case of internal disturbance, still we do not consider that a narrow-gauge line 
from Fazilka to Bahawalpur would be of sufiicient additional value to justify its 
construction on purely military grounds. As regards its construction as a Pro- 
ductive work, we feel considerable doubts whether its probable ti*affic would be 
such as to bring it within that category. Nearly the whole of the line, how- 
ever, lies within the territory of the Nawab of Bahawalpur, and it is possible 
that its construction may prove feasible with the aid of that Chief, and in con- 
junction with an extension of the broad-gauge Patiala State Rail wav to the 
westward, which has been for some time under consideration. Upon this sub- 
ject we shall hereafter address Your Lordship separately in the Public Works 
Department. 
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15. One work of communication has not been referred to by the Com- 

mittee, without which the system of communications with the frontier cannot 
be regarded as complete. A glance at the map will show how coinplcicly the 
IndusValley system of railways is separated from the other Indian railways by 
the Sind desert. At present troops from Bombay or the south of India going 
to Pishin must either travel by sea route from Pomhay to K.aracdii, and thence 
up the Indus Valley, or else make a circuitous journey by Pcllii and Lahore, and 
thence through Multan to Sukkur. We consider, therefore, tlmt tlu‘ construc- 
tion of some cross line of railway connecting the Ujijpulana systcun with the 
Indus Valley system is much to be desired. Without expressing a d(‘lini(ivc 
opinion at this stage of the case before full survey has been inadi', we shouhl ho 
disposed to give the preference to the construction of a line from or 

Sambhar, through Nagore and Bikanir, to Bahawalpur. Siieh a line would pre- 
sent the advantage of some aid fiom the Native States traversed, and portions of 
it might prove fairly remunerative. 

16. The very steep gradients on the Punjab Northern lino Ix'twocn Jhelum 
and Rawalpindi are a gieat impediment to the proper working of heavy trafiic. 
We are now considering how far it may be practicable to improve tluun. 

^ ^ * 'Xc 

22. The extension of the railway from Peshawar to the proposed entixmched 
position at the mouth of the Khybcr will obviously bo a necessary addition to 
the latter work, and we would ask for formal sanction to it as part of the 
scheme. 


No. 26-1 i(Pmanoial), dated 22nd Soptembor, 1885. 

Prom-— The Govommont of India, 

To — The Secretary of State for India. 

In our Despatch No. 234 of the 22nd August last, to Your Lordslii]>, we ex- 
plained that we had limited ourselves to the consideration of the measiiri's 
necessary to strengthen our revenues in view of the proj)OHod inciv'ase to our 
military expenditure. We deferred to a later period tlio rcoomincndations 
which we have to make in regard to the steps necessary to provide funds I’or 
defensive fortifications, whether frontier or harbour, concuvrontly witli tboso 
which are requisite for the completion of our system of Internal and of hVontier 
Railways. We have now the honour, in addressing Your Lordship on this 
subject, to bring to a close the series of administrative and financial proposals 
regarding the measures required to strengthen our military ])OHition, which 
commenced with our Despatch No. 112 of 10th July 1886. 

2. The problem which we have had to consider in regard to the financial 
aspect of the matter has been to ascertain in what way we could most effectively 
and economically harmonise the conflicting claims of the several ohiHsos of works 
of which the construction is urgently necessary. It is desirable to review, more 
or less briefly, the considerations which have led us at different times to recom- 
mend the several classes of works in question. 

3. A Scheme of Internal Railways was sanctioned no later than last year, of 
which the object is to mitigate the severity of famines. The importance of this 
scheme increases with the lapse of time, since with each successive year the day 
inevitably draws nearer when famine will recur. The project was prepared by 
us in pursuance of the policy recommended by tbe Pamiae Commission, and 
approved by this Government and by Your Lordship's predecessor. It was in 
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consequence of the measures recommended by this Commission that the scheme 
of insurance against the cost of famine which oiiginated in 1877-78 was modi- 
fied, and a sum of £500,000 was from the year 1881 annually devoted from the 
insurance revenues to the construction of railways. It was found necessary, 
however, in order to give full effect to the recommendations of the Pamiue Com- 
mission, that we should supplement our means by borrowing on a scale more 
extensive than that which had hitherto been sanctioned. The works which were 
undertaken for the protection of the country and for the assistance of the Gov- 
ernment in the event of famine are still far from completion. Recognising as 
we do the vital importance of these works, we are of opinion that it is impera- 
tive upon us to find funds with which we may continue them, in as short a time 

as may be, to completion. In our de- 
No. dated July ^ 188U spatehes margmaUjr noted we have ex- 

„ 269, „ 24ith September „ pressed our deep conviction of the neces- 

sity of these railways. We have never 
ceased to urge the responsibility which 
lies on us to complete these lines, both as the one sure means of saving life and 
as greatly diminishing the cost of meeting famines. The Parliamentary Rail- 
wsiy Commission of last year summed up the situation in paragraph 17 of their 
Report, and the consideration to which we refer furnished evidently the main 
ground on which they based their decision, recommending consideiable railway 
extension. If when famine comes it is found that we have postponed these lines 
indefinitely, and are unprepared with that means of defence on which we and 
all parties have persistently relied as the one effectual way of meeting it, we 
shall have much difficulty in replying to those who will hold us responsible not 
only for tbe preventible loss of life, but for the financial difficulties in which we 
shall be entangled. Yet we cannot but feel that there is great danger of the 
urgency of these works being lost sight of in the presence of the other projects 
with which we have been recently occupied. Apart from the consideiation that 
the more important of the famine lines are already considerably advanced, and 
that whoUy to discontinue them now in their present unremunerative state 
would he a costly and indefensible policy, the necessity for their construction is 
obviously in no way lessened by the need which has arisen for other classes of 
works. We therefore consider it essential that we should endeavour to combine 
the execution of this class of railways with that of the military railways, and of 
our proposed defence works ; and that, notwithstanding tbe fresh obligations 
forced upon us, we should not allow ourselves to be deterred from the policy re- 
commended by the Famine and the Parliamentary (Commissions, and deliberate- 
ly adopted by us and by Tour Lordship’s predecessor. From the proposals con- 
tained in this despatch, Youu Lordship will see that we believe we have the 
means of meeting within the next five years our various requirements at a total 
cost but little exceeding that which is at present sanctioned for our annual 
capital expenditure. 

4. The next portion of our scheme consists of Military Railways. We have 
recently explained to Your Lordship, in our Despatch No. 112 of 10th July, our 
views on the subject of these railways. Some of the works referred to in that 
despatch had been sanctioned when it was written ; the remainder are as 
follows : — 

(а) The improvement of the gradients of the Punjab Northern Railway. 

(б) The construction of a line crossing the Amran Range to the frontier, or 

of a tunnel through the range. 

(c) The permanent construction of a railway in the Rolan. 


„ 27, „ 29th January 1884, 

„ Ifio E., „ 29th Soptemher „ 

„ 35 h., „ Srd Maich 1885. 
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{d) The construction of a line from Peshawar to the mouth of the Zhyber. 
(e) The construction of the British section of the Patiala and Bhawalpur 
line. 

The necessity of these works was fully explained in the despatch of July 
10th, which is at present under Your Lordship’s consideration, and it seems un- 
necessary to repeat what was then put forward. The projected construction of 
the Ajmere-Bhawalpur line, or of some other line to connect the Rajputana with 
the Indus Valley system, and the possible extension at a future time of the 
Pishin Railway to Kandahar, were also mentioned in that despatch as works of 
which the construction may have to be eventually undertaken. 

5. Finally, we have before us, as yet only partially sanctioned, a scheme of 
Frontier and Coast Defences. This scheme also has been fully reported upon in 
our despatch of July 10th, and the uigency of the several works of which it is 
composed has been explained. 

6. We will next gather np into a single statement the several groups com- 
posing the combined scheme of works to he executed by State Agency, exhibit- 
ing in each group the projects of which it is composed, and the total cost re- 
maining to he met from the commencement of 1886-87 



Expenditure 
in lakhs 
remaming 
after com- 
mencement 
of 1886-87. 


INTERNAL RAILWAYS. 

<3FR0irP A,— Protective Lines in rbogbbss. 


'' Katni-ITmaria Section' of Bilaspur- 

Etawah. 

k Katni-IJmaria Colliery 

) Bellary-Kistna .... 

' Cuddapah-Nellore .... 

J fl. Muzaftarpnr-Hajipur 

/Assam- J2. SonepTir-Hajipur . ( 

Behar. j3. Jhinjarpur-rinajpur . f * 

^ (4. Munihari-Branoh . J 


Protective Lines 

IN PROGRESS. 


Total of Group A— Protective Lines in progress 
GROUP B.— Protective Lines not commenced. 


Hindupnr Extension (Bellary-Kistna 
Railway). 

Kadiri Extension (Cuddapah-Nellore 
Railway). 

Damalchera-Villuparam . 

Minor Famine Lines 
KonterarPooree .... 
Kaunia-Phuhri (Assam-Behar Rail- 
way). 


Protective Lines not com- 
menced. 


Total of Group B— Protective Lines not commenced 
QROTJP 0.— Lines under Agreement. 


Lines under Agreement 


f Bezwaxa to Frontier 
* IWarora-Chanda 


Total of Group 0— Lines under Agreement 
Carried over 
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Designation of Railway. 

Expenditure 
in lakhs 
remaining 
after com- 
mencement 
of 1886-87. 

Brought forward . 

971i 

MILITARY RAILWAYS. 


GROUP D.— Frontier Lines in progress. 


/ Sind-Pishin . 

1 Sind-Sagar 

\ Sutlej Bride, Ferozepore 

Feontme Lines jBolan EaUway, tei^oraxy 

INEBOSBESS. ! ! ! ! 

J Kandahar Reserve, permanent-way 
f Rnkh-Rindli line, improvements 
\ Reserve Locomotives 

46i 

172i 

27 

mi 

Nil 

20 

10 

Nil 

14 

Total of Group P. — ^Frontier Lines in progress 

289^ 

GROUP F.— Frontier Lines proposed, not yet sanotionei). 


^Pnnjah Northern, ^adients improvements , . 

; : : 

PROPOSED. 1 Peshawar to mouth of Khyber .... 

C Patiala-Bhawalpur, British Section 

10 

80 

50 

12 

50 

Total of Group E— Frontier Lines proposed* not yet sanctioned 

202 

GROUP F.—Frontier and Coast Defences. 


Frontier Defences 

Coast do. 

155 

m 

Total of Group F.— Frontier and Coast Defences 

1971 

GBOTTP G.— 


Stores and Working Capital .... 

Open Line Capital 

75 

410 

Grand Total 

2,145| 


7. Apart from tlie above works to be directly executed by the State, however, 
there remain the important projects of the Nagpur-Bengal Railway and the 
Bilaspur-Etawah from Umaria to Bilaspur, both of which we have proposed to 
Your Lordship’s predecessor to make over to companies. Our liability during 
the next five years in regard to these railways is restricted to the finding of the 
net interest on the capital expended, a forecast of which was submitted by us 
in paragraph 35 of our Despatch No, 29 of 23rd January 1883, and again in the 
third enclosure of our Railway Despatch No. 150, dated 29th September 1884. 
The necessity for the construction of these railways, and especially of the for- 
mer, has been insisted upon by us in successive despatches. The Nagpur- 
Bengal Railway is the backbone of our whole protective system, as it taps the 
country which produces the largest and the most reliable surplus of grain in 
India, is centrically situated, and, when the system is complete, will be connected 
by radiating lines with every province of India. The construction of this line 
is essential to the scheme of famine protection. Similarly, the completion of 
the Katni-Umaria-Bilaspur section of the Etawah-Bilaspur line, and its connec- 





38 


BAILWAY POLICY. 


tion with. Baipur, is necessary to the utilisation of the Indian Midland as a 
"Famine Railway. We trust, therefore, that Your Lordship will facilitate, as 
far as ma^ he possible, the early launching of these railways by companies. 
The important results, both commercially and in regard to protection against 
famine, which this would secure have already been explained. We may add that 
we shall thus also obtain a refund of 85 lakhs from the former and of 37i lakhs 
from the latter of these lines. 

8. Before we proceed to explain our recommendations in regal d to the mode 
of meeting the expenditure on the State lines, we desire to urge upon Your 
Lordship a reconsideration of the decision hy which the capitalisation of any 
part of the Famine Fund was negatived. We are aware that the Parliamentary 
Commission disapproved last year of the employment of any part of the Famine 
Fund for the purpose of providing interest on the capital expended by companies 
during construction; hut since their report was presented circumstances have 
greatly changed. Much additional expenditure has been forced upon us, impos- 
ing a considerable burden on our revenues, in the form of interest on loans. We 
have further been obliged to recommend a very onerous increase to our normal 
military expenditure. It is necessary, if the equilibrium of our budget is to be 
maintained, that we should utilise all the resources at our command in the man- 
ner most suited to meet our increased requirements. It would, on the other 
hand, so far as we can at present see, he impossible that, with so many addi- 
tional burdens thrown upon us, we should undertake to meet, from our ordinary 
revenue, the charge for interest on the lines to be made over to companies* 
But the necessity for those lines, in order to complete our Famine System, re- 
mains, as we have shown, unchanged. We think that these considerations justify 
us in again soliciting Your Lordship to sanction our capitalising, during the 
next five years, so much of the Railway share of the Protective Famine grant as 
is necessary to meet the interest on the lines conceded, or to be conceded, to 
companies. As this, however, reduces the sum annually available for constiuc- 
tion of railways, we propose temporarily to devote to railway construction from 
the capital grant for Irrigation a sum equivalent to that which is required to 
meet the interest on lines conceded to companies, so that our annual resources 
available for the purpose will continue, as at present, to be 280 lakhs, plus 60, 
or 330. 

In the event, liowever, of Your Lordship continuing unwilling to sanction 
the capitalisation of the Famine grant, even to the limited extent proposed, we 
beg to recommend, as an alternative, that the net interest charge on the lines 
conceded to companies be met out of the sum we at present propose, in accord- 
ance with paragraph 7 of Lord Kimberley’s Railway Despatch No. 148, dated 


* tn . TV .L XT XX ^ , 27th November 1884, to devote out of 

• Foreign Despatch. No. 25 (Secret), dated ... , , . * . , 

22nd September 1884, paragraphs 6 and 8 (a). revenue tO the Completion 01 the Front- 

Military Koads.* The roads might 
be, to that extent, provided for out of 
the normal annual grant of 350 lakhs, an equivalent amount out of the Irriga- 
tion share of that grant being annually applied to Railways, as in the capitali- 
sation proposal. 


9. With these remarks, we proceed to explain in what manner we propose 


Railway Despatch No. 97, dated 17tli July 
1885 (Assam-Behar Railway). 

Railway Despatches, No. 132, dated 18th 
August 1883; No. 17. “ZP:’* .Tn 

1884 ; No. 191, dated 9tt !)■ Jt'i.'..* i-- 1 . > 

77, dated 12th June 1:55 
Railway), 


to arrange for the funds necessary for 
the construction of the several works in- 
dicated in paragraph 5. The funds ac- 
tually at our disposal for railway con- 
struction we take at 280, plus 60, or 
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Railway Despateh No, 83, dated 2nd Jane 
1883, et seq. (Katni-Bilaspur Railway). 

Telegram dated 17th July 1885 (Sindia 
Railway), 

Foreign Bespatch No. 130, dated 24ith July 
1886 (Mysore Railway) j Secret. 

nies for the transfer of the Assam- 1 


330 lakhs. But, in the communications 
marginally noted, and elsewhere, we 
have pressed upon Your Lordship the 
expediency of negotiating with oompa- 
lar, the Nagpur-Bengal, the Katni-Bilas- 


pur, Sindia, and the Mysore Kailways. Should these transfers he arranged, as 
we earnestly trust that at the earliest possible date they may he, the following 
refunds will approximately he available : — 


Lakhs. 


Assam-Behar (including Tirhoot Hnes) . . . 253 

Nagpur-Bengal 85 

Katni-Bilaspur 37§ 

Sindia Railway ........ 95 

Mysore Railway ^ 


Or a total of . 634| 


To these may he added the 60 lakhs to be repaid us by the Indian Midland 
Railway Company, making a total contemplated refund of 594| lakhs. 

10. We shall thus have a total of 330 X 5 = l,6o0, plus 594|, or 2,244f 
lakhs, against a total estimated expenditure of 2,145i-, or 99^ lakhs in excess of 
what is req_uired to work the whole scheme. But we have entered 170 lakhs for 
the construction by the State, during the above term, of the remainder of the 
Assam-Behar Railway. Should the line be conceded to a company, as we 
strongly recommend, we shall he relieved of this sum, and may look for a refund 
of the 253 lakhs already spent ; so that the total surplus on the whole account 
would be not less than 269i- lakhs. 

11. We propose to give the prior claim on our funds to the lines in Groups 
A, C, and D, to so much of Group E as concerns the Punjab Northern gradients 
and the Amran Range project, and to Group F, with the exception of 17 lakhs 
on account of certain works at Sukkur, Bahawalpur. and Multan, which our 
Military colleagues consider can he left over to later years. To the above works, 
as of course to Group G [the open line expenditure and to the expenditure on 
account of stores and working capital], we desire to assign priority in the dis- 
tribution of the regular annual grant of 330. We propose also to allot to cer- 
tain projects in Groups A and D, in addition to the existing grants, the refund 
of 60 lakhs, from the Indian Midland Railway, which we hope to receive this 
year. We have calculatedthe grants in the first appendix to our despatch on 
this basis. 

12. It is desirable to add a few words to show why we have given priority 
to the railways comprised in the several groups indicated in the last paragraph 
On the Bellary-Kistna line, some 10 \ lakhs will have already been spent by the 
end of this year, and it will still require 120f lakhs more to he spent before it 
can either he utilised for famine protection or earn any interest on the outlay. 
We need not remind Your Lordship of the excessive liability to famine of the 
tract which this line is designed to protect. Its annual rainfall is always small 
and to a marked degree precarious. It suffered pre-eminently in 1877, and is 
from the latest accounts in imminent danger of a similar visitation this year. 
The Madras Government, telegraphing on the 10th instant, report the condition 
of the ryots in Bellary as very critical, and add that if early amendment is not 
reported, it will he necessary to reopen work on the Hindupur Extension Rail- 
way to provide means of subsistence for them. For this line the grant in the 
present year was originally 50 lakhs, reduced afterwards to 40 and then to 22 
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lakhs. This reduction, however indispensable, has postponed the opening for a 
year of the first section of 90 miles which was almost ready, and would have 
been invaluable from a famine point of view, involving not only loss of revenue 
on that section, but further postponing for at least a similar period the comple- 
tion of the entire line, and the through traffic that might be exj)ected, and leav- 
ing all the money hitherto spent j^ro tctnio unproductive. 

Similar remarks apply, though in a lesser degiee, to the Ctiddapah-Nellore 
line, on which 28 lakhs will have been spent by the end of this year, requiring 
at least a similar amount to complete it. 

On the Assam-Behar line 77 lakhs will have been spent by the end of this 
year, but it will remain to a great extent unproductive, and, in case of famine, 
useless, till funds can be supplied to fill in the broken links. By completing the 
Uundak bridge and extending from Jhinjarpur to the Kosi the western branch 
of this line might be made complete in itself, and would he both useful and 
remunerative. A separate eastern brjmch, not connected with the western, hut 
still protective and remunerative, might he provided by completing the branch 
from the Ganges to Purneah and thence to Dinajpur and the Noithern Ben- 
gal system. The whole Assam-Behar project, however, cannot attain its proper 
measure of development until the link between Kauiiia and Dhubri on the 
Brahmaputra has been completed also. 

With regard to the lines entered in Group B, it is sufficient to refer Your 
Lordship to paragraph 14 of our Despatch No. 27 of 29th January 1884 for 
those lines that belong to the Madras Presidency, and to paragraph 7 of our 
Despatch No. 150 B. of 29th September 1884, regarding the Koiitera-Pooree 
line. The Madras Government began operations, as a relief woik, on the Hin- 
dupur Extension in January last, and are now, as above explained, proposing to 
go on with it for the same purpose. All this group of famine lines are of im- 
mense importance for the protection of districts of the Madras Presidency which 
suffered so severely in 1877, and though we postpone them in favour of the 
lines which have been already begun, we think it of great importance that tliey 
should as soon as possible he completed. 

The works in Groups D and P have formed so recently the subject of commu- 
nication to Your Lordship that we think it unnecessary to do more at present 
than refer to our despatch of July 10th, to which was appended the Report of 
the Commission appointed to examine into the matter, and in which our own 
conclusions were carefully summed up. The annual grants for the railways in 
Group D and the defence works in Group P have been entered in the first ap- 
pendix to this despatch in accordance with the recommendation of His Excel- 
lency the Commandev-in-Chief, and of our honourable Military colleagues, arrived 
at in view of their relative urgency. An extract from the papers containing 
their recommendations will be found in the second appendix to this despatch. 

13, Your Lordship will observe that, except in the year 1886-87, the total 
annual expenditure will in no case exceed the sanctioned limit of 330 lakhs. The 
gross amount shown against 1886-87 is 600| lakhs, or 170|- lakhs in excess of the 
normal grant. But of this sum 61 lakhs is to he expended on replacing rails for 
the Kandahar lines already ordered but which we desire to divert to the prosecu- 
tion this year of the Sind-Sagar Railway and for the supply of further materials 
urgently needed for that line ; and this expenditure we propose bo make contingent 
on the refund next year of 64lakbs which we anticipate on account of Mysore Rail- 
way or on any other refund which may first accrue. The net excess is therefore 
an additional expenditure of 109| lakhs only, over the whole term of five years, 
and for the construction of the entire system of works. This excess, moreover, 
is attributable solely to the cost of Frontier and Coast Defence works, amounting 
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to 197| lakhs, being debited to tbe normal grant of borrowed money, wbicb has 
hitherto not been available for such objects, but reserved for railways and irri- 
gation alone. 

14. Your Lordship will observe that certain lines in Group E, while entered 
in paragraph 6 of this despatch, have no allotments assigned to them in the 
scheduled forecast of Appendix I. The reason is that these lines must await for 
the present the result of the enquiries and estimates in progress concerning them, 
as well as the completion of the transfers to companies which we contemplate 
the lines are as follows : — 

Lakhs. 

Bolan Eailway, making permanent .... 80 

Line from Peshawar to the mouth of the Khyber . 12 

Patiala-Bahawalpur, British Section ... 50 

Total . 142 

Should the arrangements for the transfer of the lines indicated in paragraph 
9 he carried out, it will, in our opinion, be most desirable that the proceeds of 
all refunds accruing after the first (which will he allotted as proposed in para- 
graph 13) should he held piimaiily available for the completion of the lines in 
Group B aud Group E, in such proportions as may appear at the time to be 
most convenient. The sooner the railways in Group B are completed, the 
sooner will the objects of the Famine Fund have been fulfilled, and tbe sooner 
will the fund itself revert to our disposal ; while tbe secuiity given to tbe country 
will be an all-important insurance to us in respect of expenditure on the next 
occurrence of famine. 

36. Our conclusions, finally, on the whole matter may be briefly stated as 
follows : — 

(i) It IS essential that the important Famine Protective Railways should be 

carried on at a fair speed, irrespective of the additional demands that 
have been thrown on our fiuances by tbe necessity of constructing 
additional Frontier Railways and Frontier and Coast Defences. 
With a view of obtaining this end, we propose to utilise the present 
Railway grant of 280 lakhs of borrowed money and 50 lakhs of the 
Famine Insurance grant for the prosecution of Famine Protective 
Railways, Frontier Railways, and Frontier and Coast Defences, until 
these works are completed. 

(ii) We propose to supplement the existing grants for outlay on the above 

objects this year by 60 lakhs from the refund anticipated from th 
Indian Midland Railway Company. This additional grant will be 


utilised somewhat as under : — 

Lakhs. 

Sind-Sagar Eailway • • 

. . . . 25 

Bellary-Eistna Eailway . . 

. . . . 15 

Cuddapah-Nellore Eailway 

• • • * 1 

}• 20 

a * • . J 

Assam-Behar Eailway • 


Total • 60 


(iii) In the year 1886-87 we consider that the fixed grant of borrowed 
money of 350 lakhs should he increased for this year only by 109}, 
and that a farther sum of 61 lakhs from the refund anticipated on 
account of the Mysore Railway, or such other refund that may be 
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first secured, should be added to the grant made to the Sind-Sagar 
Eailway to allow of the purchase of materials urgently needed. On 
this being determined, we intend to utilise a portion of the materials 
under supply for the Kandahar Reserve on the Siud-Sagar Railway, 
and to replace them next year out of the special grant of 61 lakhs 
above alluded to. 

(iv) We propose that subsequent to 1886-87 the normal rate of borrowing 

should be reverted to, but that the balance of the refunds anticipated 
from Companies alluded to in paragraph 9 should be made available 
for prosecuting the raRwayslin Groups B and E, as may be found 
most advantageous. 

(v) We desire that a portion of the Famine Insurance grant should be tem- 

porarily diverted to the payment of the interest on the Capital of the 
following Railways : — 

Indian-Midland, 1 Bengal-Nagpur, 

Bilaspur-Katnij 

the funds needed for this purpose to be obtained by reducing the 
Capital outlay on Irrigation works ; or if this procedure should not 
be approved, that the cost of the Frontier Military Roads should be 
made a charge against the fixed grant of 350 lakhs of borrowed 
money, the proportion of this grant now allotted for outlay on 
Irrigation works being reduced 'pro tanto, and the net charge 
for interest on the Capital of the Companies met from Reserve in 
ordinary course. 

(vi) We are strongly of opinion that endeavours should be made to launch 

the Bengal-Nagpur Railway Company at the earliest possible date^ 
and that the construction of the Bilaspur-Katni Railway be made 
over, as soon as this can be arranged on similar terms, to that Com- 
pany, or to a new Company, with the option of taking over the 
Umaria-Katui Eailway within a fixed period. 



Fobecasts of Railway and Militaey Defences, Consteuction and Outlay, 1884-85 to 1890-91. 
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Feoniibb Lines peopobbd. ~ 

Punjab Northern, gradients improvements , . , 10,00,000 

Crossing Amran to Frontier 60,00,000 
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Total Protective Lines in progress . , , , , 1 602 | 



RAILWAY POLICY 


45 



lakhs have been added 
for the Sind, Punjab and 
Delhi Railway. But the 
item IS lutiinsically an 
uncertain one. 



Forecasts ofSaUtoay anA Military Frfences, Construction and Outlay, l88i-83 to ISPO-PI— concluded, 


46 


KAILWAY POLICY, 


1 

tS 

M 

PI 

I 

In 1880.87, 01 lakhs to be 
pionded from the Jlysore 
or other refund next ac* 
Cluing, leaving 109| to 
be met from loan funds. 

P* 

O 

ta 

Pi 

g 

ta 

rt ® 
O P 

O 

S 

9^ 

o 

1 

o 

§ 

*— f 

S ‘ ^ 

<?a 

g 

CO 

- OO i 

1 : 

€=> 

03 

1 

03 

CXS 

OO 

o 

O GQ 

CO 

O 

: §5 

: 

OS 

OO 

OO 

ca 

OO 

ao 

OS 

^ CO 

t>. US 

c<» 

o 

g§ 

: 

GO 

OO 

1 

s 

QQ 

o 

GO ^ 

r4l« rt(e» 

i s 

CO 

1 

: 

GO 

f 

OO 

o 

f 2 

w|.« 

C=l 

CO 

US 

«w 

1— t 

+ 

OQ 

W 

SQ 

-< 

s 

f 

g 

® ^ ' 


: 

= I 

Actuals. 

U3 

GO 

1 

*p Pt? : 


: 

: 

4* O ? 
g < 

531 

SI! 

a g*g 

5 O pu 

- i ! 


= 


Outlay to 
end of 
1883-84. 

OO : 


: 


Estimated 
cost by 
latest intor- 
matlon* 

<M PS5 • 

^ = 

1 

1 

i 

pd 

P4 

0 

1 

£i 

i 

w 

f=i 

I 

* ■ ■ i ■ 

• • - . II . 

4* 

• • • g . 

• • • • «Q . 

-K> 

r-l a ^ 

*3 S S o ^ 

0 Jl ^ 5 § 

tie 4 • 

1 ^ 1 S . 

So Sb 

'% i s - 

« « 'B ^ 

§ ^ 1*3 ' 

s 2 sji 

OQ Pm O 


EAIIWAT POLICY. 


47 


Extract, paragraphs 46 and 51 to 54, from the Despatch from the Secretary of State 

for India, to the Government of India, — Ko. 239 (Financial), dated 27th August 

1885. 

46. From this review of the present financial position, it is apparent that the 
estimates for the current year showed a bare equilibiium, and that this has 
already been converted into a serious deficit, while it will certainly be necessaiy 
in the ensuing year to provide for a material increase in the regular expenditure 
on the Army, as well as further outlay on frontier defences and probably a laiger 
charge under Exchange. I trust, therefore, that Your Excellency will forthwith 
take into your seriousconsideration the measures which }0U may deem most suit- 
able for adoption, with a view to meeting the present and prospective state of the 
finances. Some improvement may, perhaps, be anticipated in the Revenue by 
larger sales of opium, as the reserve will have been greatly stre ngthened in con- 
seq^uence of the abundance of the last two crops. But, unless you are prepared 
to take other measures to enlarge the Revenue, it wiU, in my opinion, be essential 
to consider whether, apart from other possible economies, the outlay on Public 
Works, other than those required for the defence of the frontier, is not greater 
than your financial condition wiU permit. The following amounts are given in 
the Estimates as intended to be spent on the construction of State Railways 
(including the East Indian and Eastern Bengal lines) and Irrigation Works 
duiing the last and current years, irrespective of the sums that are being 
expended by the various Railway Companies, and in addition to the outlay on 
Civil Buildings and Roads, to which I shall refer hereafter— 




1884-85. 

1885-86. 




S 

From borrowed Money — 




Railways . 

• 

. 3,681,990 

3,382,700 

Irrigation Works 

. 

. 760,356 

819,700 


4,442,346 4,202,400 


From Revenue — 



Railways: Protective • 

. 898,100 

500,000 

Frontier . 

140,015 

500,000 

Other Lines . 

191,100 

398,000 

Irrigation: Protective 

270,600 

287,300 

Other Works ; say 

200,000 

200,000 


1,699,815 

1,885,300 

Total 

. 6,142,161 

6,087,700 

^ ^ * 


# 


61. It is, in my opinion, most important that the Provincial Governments 
should not be allowed to overdraw their balances. The arrangements made in 
1882 required that they should not look to the Imperial Government for assist- 
ance until the whole of their resources are exhausted ; and, if they are permitted 
to draw their balances below the required minimum, it is evident that they will 
not be in a condition to meet a sudden demand, as was intended. The actual 
circumstauces of the present time indicate that those arrangements were more 
liberal than a prudent policy should have contemplated as likely to be maintained 
without interruption ; and I am of opinion that your Government should consult 
with the Provincial Governments as to whether the financial pressure which has 

:e2 
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arisen ought not to be borne in part by the Provincial resomces, and whether tlie 

reduction of the outlay of 610, 400^. which you have boon able to onsnre ought 

not to be regarded as a contribution towards the present extraordinary demands 
which cannot be added to Provincial balances available for expenditure iu future 
years, and which will consequently go towards the reduction of the year’s 
deficit. 

52. I desire to express my hearty approval of the measures taheu by you, and 
by the Local Governments acting iu accordance witli your Pcsolutiou of the 20tb 
of April, to effect without loss of time all possible economy in the culinary 
expenditure which had been contemxdated and sanctioned. Greatly as I regret 
the necessity which has arisen for enforcing a redaction of a late of outlay which 


* Total Debt, 31st March 1875 
Capital outlay at that date 

Diffeience • being Ordinary 
portion of Debt 

Total Debt, 31st March 1S8S . 
Capital outlay to 3lst B 
March 1884 , 68,605,623 

Add outlay iu 1884-86 6,732,400 


& 

118,446,091 

16,223,068 

102,223,933 

162,464,748 


under more favourahle circumstances would have been iinexceptioniible, I Teel 
convinced that the Local Governments will be the first to recognise the duty of 
co-()peratiTig in the retrenchmeut necessary for a re-estahlishmont of the equi- 
librium of the general finances. 

53. In another respect I think that some relief may ho obtained, as a tom- 
poiviry measure. The main object of the scheme for Kamino Insurance was to 
provide the means of reducing the Debt, in prosperous times, at tlio rate ol‘ 
15,000,000^. in ten years ; so that, if that sum should have to be boi rowed 
during the decade for the purpose of relieving distress, the aggregate amount of 
the Debt would at the eud of the time not liavo boon increased in conseqtionce 

of Painine llelief. I find that* between 
the 1st of April 1875 and the 31st of 
March 1885 the Ordinary Debt ba,s been 
reduced, by discharge or by transfers to 
the Productive Works portion ot the 
Debt, by about 14, 000, 000/.'* At the 
same time the net chaige for the Rail- 
ways and Irrigation Woiks, including 
the interest on the portion oL* the debt 
charged against those works, as well as 
the charge on account of (‘xchange, has 
been reduced from 2,068,000/. in 1874-75 to 1,100,000/. in 1884-85. Thorefuro 
the object of the Famine Insurance arrangement has in fact been attained, 
though no doubt not wholly through the operation of the moasuics directly 
taken for that object. In this view of the matter, and in consideration of the 
urgent necessity that has arisen for incurring a large outlay for the protection 
of the frontier, which at present is more pressing than that for making further 
provision against famine, it appears to me that, subject to mooting the actual 
cost of famine relief, the arrangement for making a yearly grant of 1 J millions 
as Famine Insurance may for the present be suspended, and the money thereby 
set free be made available for meeting the additional charges that have now 
arisen. I am hardly able to see bow, without some such temporary diversion of 
the grant, the imposition of considerable fresh taxation can be avoided. 

54. Experience, in my opinion, fairly justifies the anticipation that, if a strict 
watch is maintained in preventing the growth of charges for administration and 
ordinary Public Works for a comparatively short term of years, the natural 
expansion of the revenues will supply the means of meeting all increases of 
expenditure properly chargeable on the annual income, that are likely to be 
required in the immediate future, of maintaining a sufficient surplus to restore 
the annual provision for insurance against famine, and to guarantee the general 
fi,nancial position, I greatly regret the necessity of interrupting for a time the 


Difference, being Ordmaiy 
portion of Debt 

Beduction in ten years . , 


74,238,023 


88,216,736 

14,007,208 
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operation of a system so essential to the security of the finances as that which 
has been successfully established for meeting the liabilities arising from di ought 
and famine. I recognise the duty of the Government to provide for those 
liabilities among the ordinary charges of the year ; but, under present circum- 
stances, it is wiser to make some temporary, and I hope not serious, sacrifice of 
future advantage, than to resort to the extreme measure of replacing any of 
those burdens on the people which were so lately removed. 


No. 1237 (Financial), dated 27th August 1885. 

From—The Secretary of State for India, 

To— The Government of India. 

In your Excellency’s letter, dated the 21st of April, No. 106, reference was 
made to instructions which you anticipate, in respect to the changes in the form 
of general account in connection with the new Railway policy. 

2. In the second paragraph of my Despatch of the 27th of August, No. 239, 
I have alluded to the substitution of the title “ Capital Expenditure on Railways 
and Irrigation Works not charged against Revenue” for that of “ Expenditure 
on Productive Public Works (Capital Account).” 

3. It will, however, I think, be necessary to make some changes in other 
parts of the Accounts. The Earl of Kimberley’s Despatch, dated the 14th of 
August 1884, No. 89 (Railway), informed your Government that he concurred 
in the general recommendations of the Select Committee of the House of Com- 
mons on Railway Communications in India, of which one was that the rigid 
technical distinction between productive and protective lines could not he main- 
tained ; and another was that the principle of raising funds only in India for 
Public Works should be abandoned, and that money required for schemes that 
had received the approval of the Secretary of State in Council should he bor- 
rowed in England when circumstances seemed to render that course desirable, 

4. Such a decision makes it no longer necessary, if indeed it would he prac- 
ticable, to retain, in the main Accounts of Revenue and Expenditure, separate 
groups showing the financial result of the works technically admitted as pro- 
ductive, and the receipts and charges attributable to works not admitted into 
that class. It will, in my opinion, be better to have one group for the charges 
on account of railways, another for irrigation, and a third for military and civi^ 
buildings and roads- 

5. Further, I deem it desirable that the capital outlay on railways and 
irrigation woiks, even when chargeable against revenue, should be clearly dis- 
tinguished from the expenditure comprised in the working expenses, interest, 
and similar charges. The amount allotted to Protective Works from the grant 
for Famine Relief and Insurance will continue to be shown as at present ; and 
the further capital outlay may he arranged in a separate group. 



60 


RAILWAY POLICY. 


No, 275. dated 6th Octoher 1S85. 

From — The Government of India, 

To— The Secretary of State for India. 

We have had the honour to receive Your Lordship’s Financial Despatch 
No. 239, dated the 27th August. We propose hereafter to reply to so much as 
may in ordinary course require explanatiou from us, but we observe that towards 
its close the despatch deals with important questions of finance, the decision in 
regal d to which must determine the policy to be adopted in respect to the c<m- 
struction of the railway and other works which form the subject of our Despatch 
No. 264 of the 22nd September. We think it, therefore, desirable to dispose at 
once of this part of the subject, in order that, when taking into consiJeiation 
our communication of the 22nd September, Your Lordship may have before you 
our views upon the whole matter. 

2. Yoar Lordship observes, in the 46th paragraph of the despaUdi, that, 
from a review of the present financial position, it is apparent that the estimates 
for the current year show a bare equilibrium ; that this has already been con- 
verted into a serious deficit ; and that it will certainly be necessary in the ensu- 
ing year to provide for a mateiial increase in the regular expenditiivo on the 
Army, as well as for further outlay on frontier defences, and probably for ix 
laiger charge under^ Exchange. Your Loidship desires us to take forthwith into 
our serious consideration the measures which we may deem most suitable for 
adoption, with a view to meeting the present and prospective state of the fi* 
nances, It is pointed out that, after making allowance for larger sales of opiutn, 
it will be essential, unless we are prepared to take other measures to enlarge the 
revenue, to consider whether, apart from other possible economies, the outlay on 
Public Works, other than those required for the defence of the frontier, is not 
greater than our financial position will permit. Your Lordship further desires, 
in the 51st paragraph of your despatch, that we should consult with tho Pro- 
vincial Governments as to whether the financial pressure which has arisen 
ought not to he borne in part by them, and whether the reduction of the outlay 
of £610,400, which we have been able to ensure, ought not to be regarded as a 
contribution towards the present extraordinary demands, which cannot be added 
to Provincial balances available for expenditure in future years, and which will 
consequently go towards the reduction of the year’s deficit. Your Lordship 
adds, — 

Greatly as I regret the necessity which has arisen for enforcing a reduction 
of a rate of outlay which, under more favourable circumstances, would havo 
been unexceptionable, X feel convinced that the Local GoVommonts will bo tho first 
to recognise the duty of co-operating in tho rotronchmont necessary for a re- 
establishment of the eqnilihrium of the general finances.” 

Finally, in the 63rd and o4th paragraphs of the despatch, Your Lordship 
observes that the main object of the scheme for famine insurance was to pro- 
vide means for reducing the Debt in prosperous times, at the rate of fifteen 
millions in ten years, so that if that sum should have to he borrowed during 
the decade foi the purpose of relieving distress, the aggregate amount of the 
Debt would at the end of the time not have been increased in consequence of 
famine relief. Your Lordship quotes certain figures to show that the object of 
the Famine Insurance arrangement had, in fact been attained, though not 
wholly through the operation of the measures directly taken for that object. 
In this view of the matter, and in consideration of the urgent necessity that 
has aiiseu for incurring a large outlay for the protection of the frontier, which 
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at present is more pressing than that for mating further provision against 
famine, it appears to Your Lordship that, subject to meeting the annual cost of 
famine relief, the arrangement for making a yearly grant of one and a half 
millions as famine insurance may for the present be suspended, and the money 
thereby set free be made available ,for meeting the additional charges that 
have now arisen. Your Lordship concludes,— 

“ I greatly regret the necessity for internipting for a time the operation of a 
system! so essential to the security of the finances as that which has been success- 
fully established for meeting the liahilities arising from drought and famine. I 
recognise the duty of the Government to provide for these liabilities among the 
ordinary charges of the year ; hut under present circumstances it is wiser to make 
some temporary and, I hope, not serious sacrifice of future advantage, than to resort 
to the extreme measure of replacing any of those burdens on the people which were 
so lately removed.” 

3. The pi'oposals contained in the above paragraphs, if we understand them 
lightly, are threefold. First, it is suggested that we should appropriate the 
£610,4,00, which the Provincial Governments, at our request, have placed this 
year at our disposal ; secondly, that we should credit ourselves with an equal 
sum in the ensuing year ; thirdly, that we should temporarily divert the Famine 
Insurance grant from the purposes for which it has been hitherto assigned, and 
devote the money so acquired to outlay on frontier railways and defence works. 
Your Lordship bases the recommendations you mahe to ns under these heads on 
the necessity of maintaining the equilibrium of our finances, without reimposing 
on the people any of the burdens which have been so lately removed from^ them. 

4. We propose to examine, severally. Your Lordship s recommendations in 
their relation, primarily, to the engagements by which we are bound, whether to 
the Provincial Governments or to the public, and, in the next place, in con- 
nection with our financial position. We shall them be in a position to ascertain 
how far the coarse which Your Lordship has presented to our consideration is 
consistent with the conclusions to which such au examination may lead us. 

5. First with regard to Provincial contracts. When, in the course of the 
current year, we called upon the Local Governments to assist us hy placing at 
our disposal what economies they could effect temporarily in theii* expenditure, 
they responded loyally to the invitation. We gave them at that time no reason 
to believe that, unless the probabilities of war jncreased, we should call upon them 
for further sacrifices ; and we cannot but feel that, in the turn affairs have 
taken, to exact from them as a retrenchment what was asked for as atempoiaiy 
sacrifice is a measure which requires the very strongest justification. Your 
Lordship is aware that the contracts expire in ordinary course at the close of 
the ensuing financial year, so that the question as regards the future narrows 
itself to the relief required by the Imperial revenues during the ensuing year 
only. These considerations carry greater weight when we find that the pledges 
given with regard to the Provincial contracts have been extremely explicit, and 
justly calculated to give to the Governments the utmost confidence^ that, except 
in the circumstances indicated in the assurances proffered at various times by 
this Government, no interference should take place with their engagements, 

6. Apart, therefore, from these special circumstances, namely the brief 
period during which the contracts have yet to run, and the conditions under 
which the Provincial Governments were invited to assist us this year, it is 
desirable to examine briefly what, at different times, has been by us declared to 
be the general nature of onr engagements towards Provincial Governments. 
The words of Lord Mayo’s Resolution of 14th December 1870, inauguiating 
the system of Provincial powers and responsibility will be iu Your Lordship s 
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recollection : Unless some fiscal misfortune, sucIl as a heavy loss in the opium 
revenue, or national disaster, such as war or severe famine, occurs, the Governor 
General in Council will maintain, for the future, (the assignments for ‘ Provincial 
Services * at the amounts now fixed. They will not, in any case, be reduced 
without previous consultation with the Government.*’ The substance of this 
declaration Las been repeated on the successive occasions on wLich fresh con- 
tracts have been entered into. In 1879, inits Resolution No. 410, dated the 
1st May of that year, the Government of India spoke as follows ; — 

The poHcy of maintaining Provincial responsibility for the management of 
Provincial finances, inaugurated by the Government of India in December 1870, has 
now been in course of development for nine years with a success which has 
equalled the most sanguine expectations of its authors. It has led to greatly 
increased efficiency in many of the chief branches of the public service, to the 
development of the revenues without addition to the public burdens, and to economy 
in expenditure. It was one important object of that policy that the normal and 
obligatory administration of the country should he, as far as possible, shielded from 
the effects of ordinary vicissitudes affecting the Imperial finances ; and during the 
last nine years, notwithstanding the serious financial pressure that has often been 
experienced, — as, for example, that caused by the famine in Bengal in 1874, by the 
famine in the Madras and Bombay Presidencies in 1876 and 1877, and by the present 
war on the frontier the Governor General in Council has left at the disposal of the 
Provincial Governments, without diminution, the whole of the resources assigned 
to them.” 

When the contracts were about to he revised, the Government of India, in its 
Resolution No. 3353, dated 30th September 1881, wrote 

''Another important change which is contemplated requires somewhat fuller 
explanation. In the Resolution No. 8334, dated 14th December 1870, the Imperial 
Government, speaking broadly, announced a policy of divesting itself of both re- 
sponsibility and control within certain limits ; but a reservation was made (para- 
graph 17) of power to modify the resources granted in the event of ' some fiscal mis- 
fortune, such as a heavy loss in the opium revenue, or national disaster, such as 
war or severe famine.’ On two occasions already within a decade this reservation 
has been acted on. On the occasion of the great famine of 1876-77 in Western and 
Southern India, the Supreme Government necessarily came to the rescue of the 
Local Governments in meeting the enormous outlay involved ; hut it directed that all 
Provincial and Local resources must be exhausted before Imperial aid could be 
supplied. This decisiou was unexceptionable in the sense in which it was meant ; 
hut it may* have led to developments which were not altogether intended. Tho 
second occasion on which the reservation has been acted on is that of the Afghan 
war. The Local Governments ware called upon during tho years 1879-80 and 1880-81 
to contribute ^867 0,000 from the resources made their own by the decentralisation 
policy ; and in the Financial Statement of 1880-81 (paragraph 170) the hope was ex- 
pressed that they had been able ' to afford this timely help to the general finances 
with little apparent difficulty.’ The circumstances of the time were, without doubt, 
peculiar, and the strain upon the finances was undoubtedly severe. But the sudden 
suspension of improvements in progress, the starvation of Public Works, and the 
discouragement of care and economy by requiring a surrender of their results, could 
not, in themselves, he otherwise than prejudicial. 

In modification, therefore, of the reservation hitherto in force, it is proposed 
to declare, on the one hand, that the Local Governments must look for no special 
aid from the Imperial Government except in the case of severe famine (and then only 
within Hmits to wHoh allusion wiU presently he made) ; and, on the other, that the 
Imperial Government will make no demand on them except m the c ase of disaster so 
abnormal as to exhaust the Imperial reserves and resources, and to necessitate a 
suspension of the entire machinery of public improvement throughout the Empire.” 

In the correspondence between the Government of India and the Secretary 
of State which followed this Resolution, the latter observed that he thought it 
would be sufficient to state that the Local Governments would not be called 
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upon to surrender any portion of tlieir revenues unless the Government of India 
saw no alternative between sucli a course and the imposition of taxation wbicK 
it would not be deemed expedient to undei-take. Eventually, however, in his 
Despatch No. 208, dated the 6tli July 1882, the Secretary of State wrote as 
follows : — 

“ The first point to which your letter refers is the suggestion which I made re- 
garding the assistance to be rendered by the Local Administrations to the Central 
Government in the case of an abnormal strain on its resources. Tour proposal was 
to declare that such assistance would not he required, unless the Imperial reserves 
should he exhausted and a suspension of the entire machinery of public improvement 
throughout the Empire were rendered necessary. As I thought it not desirable that 
your Government should have to prove the existence of such al state of affairs be- 
fore requiring the assistance of the Local Administrations, I suggested that it would 
be sufficient to undertake not to call on them to surrender a portion of their reve- 
nues, unless you saw no other alternative than the imposition of taxes which were 
not considered expedient. To this Your Excellency replied that my despatch reached 
you too late to admit of your proposing such a condition pending the preliminary 
negotiations ; and you enquire whether I still desire it to be promulgated, observing 
that you consider it highly inexpedient, somewhere absolutely unavoidable, to 
change any of the conditions on which the contracts with the Local Governments 
were concluded. You express an opinion that, though theoretically open to the 
objection taken to it, the origmal condition is not, in practice, likely to cause incon- 
venience ; and I am willing accordingly to waive the question for the present, though 
I should desire to have it home in mind when the time arrives for the next revision 
of the contracts, and that an explanation of this view should be given to the Provin- 
cial Governments.” 

7. It will be seen, on review of the above passages, that the reserves which, 
from time to time, have been made by the Government of India, are based on a 
condition of affairs so serious as to leave to it no alternative but taxation of an 
inexpedient nature, deficit, or a recourse to Provincial resouices. Your Lordship 
will learn from this despatch what we consider our financial position to be ; hut 
meanwhile we desire to express our entire concurrence in the principle upon 
which the policy is based, and on which successive Governments have acted, and 
to repeat that it is unquestionable that the success of the system of Provincial 
contracts depends mainly on the confidence felt by the Provincial Governments 
in the judicious and temperate exercise of the discretion reserved to the Govern- 
ment of India. Nothing can be more disheartening to the Local Governments, 
and nothing, therefore, can be so provocative of extravagance, as the feeling that 
the engagements entered into with them are liable to interruption on occasions 
other than those detei mined by the Government of India. On two occasions, 
as stated in the Resolution of 1883, the Government of India has unhappily 
been compelled to intervene : once in the great famine of 1876-77, and once in 
the Afghan war of 1879-80-81. Whatever anxieties we may feel with regard 
to the ultimate burden to he placed upon us by military expenditure, we are not 
at present likely, so far as we can foresee, to he called upon to undergo an abnor- 
mal strain on our resources corresponding to those which we have cited. Cir- 
cumstances, it is true, have lately compelled us to review our financial position, 
and to examine it thoroughly with the object of ascertaining how far our re- 
sources are capable of meeting the increased military expenditure which is likely 
to be placed upon them. With the design of strengthening our resources, in 
order to meet such addition to our estimates, we have further proposed to Your 
Lordship an expansion of direct taxation. But our proposals on this head con- 
template the carrying out of a measure which, as Tour Lordship is aware, has 
been constantly before our eyes of late years, on the ground of the more equit- 
able distribution of taxation, irrespectively of financial necessities. In these 
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circiimstances we feel no he&itationin deciding that extension of tbe present 
system of direct taxation is a lesser evil than interference with the Provincial 
contracts. Sir Evelyn Baring, in his Minute of the 11th August 1883, for- 
warded to Your Lordship with our Despatch No. 234 of the 4th idem, speaking 
of the sum of £670,000 which during the Afghan war was taken by the Im- 
perial fiom the Provincial Governments in order to help towards paying the ex- 
penses of that war, wrote : “ This money was given back to the Provincial 
Governments in 1881 ; and I may say that there is no act with which I have 
been connected since I have been in India to which I look back with greater 
pleasure than the repayment of this money. If it had not been repaid, a fatal 
blow would have been struck at the Provincial system of finance.” The strong 
sense entertained by our late financial Member, of the necessity of maintaining 
the credit of this Government, is shared by us all. As the contracts are now 
drawing to a close, we shall, however, instruct the Local Governments to enter, 
in the ensuing year, into no fresh arrangements having for their object the con- 
struction of works, or the carrying into effect of measures, which may engage 
their resources duiing the approaching i^niuquennial term. We shall also inti- 
mate to them the probability of our being compelled to reduce the revenues which 
during the last contract were assigned to them ; for, although we are opposed to 
any present interference with those resources, we fully recognise that, when the 
Government of India is called upon permanently to meet a large increase of ex- 
penditure, the Local Governments, on the occasion of a revision of contract, must 
contribute towards Imperial necessities, and must so reduce their own scale of 
expenditure as to furnish their share to the common burden. We, therefore, 
think that both in the spirit and by the express terms of the contracts we are 
bound to restore to the Provincial Governments, during the ensuing year, with 
the warning which we have above indicated, the sums which they placed at our 
disposal ; but we shall be careful that the minimum balance of each Government 
is maintained, subject to the conditions prescribed in Tour Lordship’s Despatch 
No. 183, dated 28th June 1883, at the respective figuies recorded in paragraph 
109 of the Financial Statement for 1884-85. In no case does the balance now at 
the credit of any of the Local Governments or Administrations, after taking into 
account the recent retrenchments and expenditure, fall short of the minimum 
prescribed ; while in most cases it is considerably greater. 

8. We proceed now to the question of the Famine Insurance Scheme, which 
we observe has been declared, on the one band, to have been to all intents and 
purposes swallowed up, and, on the other, to have so far attained its object as 
to admit of its being for the present suspended. The objects of that scheme 
were fully stated in Sir John Straohey’s speech of the 9th February 1878 on the 
Northern India License Bill ; and it will be convenient to repeat here so much 
of his remarks as is necessary for the purposes of this despatch, and to review 
as briefly as may be the subsequent changes introduced into the fund. Sir John 
Strachey, in the course of that speech, said — 

“ As I previously explained, we start with the hypothesis that in every ten years 
the Government of India will have to spend .£15,000,000 on the relief of famine. 
The case will he put into its simplest form, if we assume that the whole of the 
£15,000,000 will have to be spent at once at the end of this period, and the argu- 
ments lam about to use will not he in any w'ay invalidated by this assumption, though 
it be not strictly true. Now, as the very foundation of our policy is the resolution 
not to pernut this expenditure to create a constantly increasing charge for interest, 
the expedient of simply borrowing when the occasion occurs, and thus increasing the 
annual charges on account of debt, say, by £600,000 in oaoh poiiod of ton years 
must, of course, be set aside ; and it follows that wo can only obtain the £15,000,000 



RAILWAY POLICY. 


65 


tvHdi we req.uire "by saving up an equivalent sum in years of prosperity. If wo 
provide for this purpose a hond fide surplus of o61,50Q,000 a year for ten years, we 
shall have obtained our ^815, 000,000. 

“ As we cannot keep our annual savings locked up in a separate box, it is inevi- 
table that when the actual necessity for spending the .£15,000,000 arrives, we shall 
have to borrow the money, so that what we have practically to do is this * we must 
reduce our debt by d£l,500,000 year by year during the whole period, or by 
.£15,000,000 in the ten years, thereby reducing the yearly charge for interest at the 
end of that time by £600,000. Then, when the necessity for spending the 
£15,000,000 arrives, we can borrow that amount and incur a fresh charge for interest 
of £600,000 a year, and be no worse off than we were ten years before. This pro- 
cess, by which in periods of prosperity the charge for interest on debt is gradually 
reduced, thus constantly restoring the exhausted power of borrowing without in- 
creased taxation, is what the Government virtually proposes to adopt. 

‘‘ In India, however, the policy has been deliberately and wisely accepted, of bor- 
rowing every year large sums of money for the construction of the railways and 
canals which it is absolutely necessary that the country should possess, if its material 
advancement is not to be arrested. Even if the financial consequences of this policy 
had been less satisfactory than they have been, it might still have been our duty to 
persevere in it, though it should have called for increased sacrifices from the country 
in the forms of taxation. But experience has shown beyond the shadow of a doubt 
that, looking at the matter even from a purely financial point of view, we could have 
done nothing wiser and more profitable than go on investing capital in these under- 
takings ; and that, so long as these investments are prudently limited, as they have 
been up to the present time, so that the growing income derived from the works 
keeps pace with the charge for interest on the borrowed funds, they may be conti- 
nued with complete financial safety. 

We assume, therefore, that the Government will continue to borrow money on 
these principles for such productive works. 

“ Now, it would be obviously absurd to pay off every year debt to the amount of 
£1,500,000 and simultaneously to incur fresh debt to the same extent. What, there- 
fore, we have to do, in the actual circumstances of the case, is, by, applying to the 
construction of these woiks the proceeds of the new taxes, to reduce by £1,500,000 a 
year the sum which we might otherwise have borrowed. The ultimate financial re- 
sult of this, as will readily be seen, will be practically the same as that which would 
have followed if we had devoted every year £l,5u0, 000 to the actual repayment of 
debt ; for, returning to our former hypothesis, we shall, at the end of our ten years, 
thus have prevented borrowing to the extent of £15,000,000, and onr annual charge 
for interest will then be loss by £600,000 a year than ifc would otherwise have been. 
We could, therefore, if occasion required, borrow £15,000,000 for the relief of 
famine, and be in no worse a financial position than we were at the beginning of the 
period of ten years. 

“ The soundness of this argument depends, of course, on the assumption that the 
works which are constructed from our annual contribution of £1,500,000 from the 
public revenues will be really reproductive ; that is, that they will at the end of the 
ten years produce an income at least equal to the interest which we should have to 
pay if we had then to replace by borrowing a sum equal to that furnished from the 
new taxes for their construction. This assumption, however, has no special or 
peculiar significance in connection with these new arrangementsi; it is (as I have 
just explained) the justification of our whole policy of borrowing money for works 
of public improvement. Whether we construct our railways and canals with borrow- 
ed capital or pay for them out of this Famine Insurance Fund, we equally assume 
that they will eventually give us a return of more than the ordinary charge for 
interest on the outlay ; and to repeat what I have said before, experience has now 
been sufficiently prolonged to show conclusively that, notwithstanding all the mis- 
takes that have been made, the gradual growth of the income of the productive 
public works has been sufficient to protect the Imperial Treasury against any in- 
crease to the actual charge for interest on debt. This explanation will show the 
Council how, either by the direct charge of debt or by the investment of money in 
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productive \ 7 orks, if tlie circumstances of the time should render that course more siiit- 
ahle, charges on the revenue may be extinguished^ or new income created, which 
shall enable the Government to borrow in the future to the full extent to which the 
proceeds of the new taxes are applied, and that a true Famine Insurance Fund will 
thus have been created.” 

In our Eesolution of the Government of India, No. 1911, of the 18th March 
1878, the method in which the scheme of Famine Insuiancc was to be put into 
operation was thus defined : — 

'^It will manifestly be a necessary condition of success,’’ it was observed,'*' 

carrying out such a policy that the works undertaken 
♦ Paragraphs 76-77-78. produce the growing income from which to 

meet the gradual increase of interest charge ; and it therefore becomes essential to 
examine very strictly the character of all pro]ects brought forward for execution, so 
that borrowed capital shall not, under any circumstances, he supplied for any work 
of which it cannot reasonably he anticipated that it will in a definite period of 
time produce a net income at least as great as the interest on the capital outlay 
upon it. Further, the same limitation that it is thus necessary to apply to tho grant 
of borrowed money to these worhs must also he applied to tho grant of all funds tho 
expenditure of which does not appear as a direct charge against the rovonnes of tho 
year, under which will he included the new resources lately specially created to pro- 
vide a surplus from which to meet charges on account of the relief or prevention of 
famine.” . . , 

The justification for granting, for productive works, funds from tho surplus 
revenue which might otherwise he applied to the extinction of debt is that, so far as 
it prevents an increase of debt, it wiU be virtually equivalent to a corresponding 
discharge of debt — a condition, however, that cannot be fulfilled unless tho works are 
properly remunerative.” 

In Despatch No. 62 of the 20fch February 1879, from the Secretary of Stale, 
the arrangement indicated by Sir John Strachey, in the te^'ms which wc have 
above quoted, was so far modified that, while ib was hold that a first claim on tho 
receipts from special taxation being that of the Home Government for tho re- 
payment of debt already incurred on account of famine, £750,000 should he hold 
available for remittance to England on that account, consent was givcm to the 
annual appropriation of the remainder of the fund at the discretion of tho Gov- 
ernment of India to the extinction of the debt, to the relief of famine, or to the 
construction of protective works not necessarily directly remunerative, but ob- 
viously productive in the sense of guarding against a probable future outlay in 
the relief of the population. These arrangements, however, hjid scarct'ly heen 
formulated when two impoitant elements of disturbance entered into tho general 
finances, —namely, the fall of silver and the Afghan war. It was ihevtdbrc 
argued in some quarters that whatever good had been done by the Famine In- 
surance Taxation had heen undone, and more than undone, by tliese new charges, 
and that the pohey had to he begun again. Sir John Strachey, in his Financial 
Statement, made on the 24th February 1880, fully met suoli objections. Tho 
Government of India, in their Despatch No. 30 (Financial) of 2ud February 
1881, stated that the general policy of the Famine Insurance scheme liad “ mot 
with general approval in 1877, and indeed, so far as we arc aware, has never 
been impugned;” and that *‘if the pohey is to bo continued, as wo think it 
should, it will be advisable to give some additional security to the tax-payers 
that £1,500,000 a year wiU be applied either to the direct relief of famine or to 
providing an insurance against famine in future years.” Tho result of the dis- 
Seoretary of State’s No. 185 emission was a decision that no connection should be 
(Fiaanciai) of 14th April recognised between the famine insurance outlay and 
the license tax and cesses originally imposed to meet 
it, but tbat the former should be treated as a charge only, and invariably pro- 
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vided for in the Budget Estimate, up to the full amount of £1,500,000. In the 
Financial Statement of 1881-82, it was announced that the sum of £15,000,000 
to he provided annually as an insurance against famine, instead of being con- 
sidered, as heretofore, to be a surplus receipt for subsequent appropriation, would 
he treated as a fixed portion of the normal expenditure of each year. At the 
same time the Government of India reaffirmed its applicability to the extinc- 
tion of debt, the relief of famine, or the construction of protective works, not 
necessarily remuneiative, but obviously protective in the sense of guarding 
against a probable future outlay in the relief of the population. It was also 
pointed out that the amount to be provided as an insurance against famine was 
only so far dependent upon the receipts from the License Tax and the Public 
Works cesses that those receipts go to swell the general revenue, and by so much 
facilitate the execution of the policy under discussion ; that the aim of the Gov- 
ernment was to apply annually a specified sum from the geneial revenue in order 
to provide an insurance against famine ; that there was no special connection 
between the amount so provided and the amount received from the License Tax 
or the Public Woiks cesses ; and that those taxes had never yielded so large a 
sum as £1,500,000 in any one year. Subsequerrtly, in Government of India 
Resolution No. 683, dated the 3rd Pebruaiy 1882, it was laid dow that the 
relief of actual fiimine would be a first charge upon the whole million and a half 
annually provided as expenditure ; that protective works would be the next 
charge, but orrly to the extent of three quarters of a million, or such portion of 
that sum, if any, as may remain after all necessary relief of actual famine has 
been afforded ; and that the remaining three quarters of a million should be 
assigned to i eduction of debt, except so far as all or any portion of it may he 
needed for relief of actual famine. The arrangement then laid down has continued 
in foice up to the present time ; and of the sum of £750,000 to be annually spent 
upon protective works, £500,000 has been allotted to railways and £250,000 to 
works of ii ligation. 

9. Having thus given the history of the design and application of the 
Famine Insurance scheme, we proceed to consider whether it can he said either 
to have fulfilled its object, or to have been defeated and rendered inoperative 
by suhseqnent financial exigencies. 

10. Your Lor<lBhip states in the present despatch that the ordinary debt has 
been reduced by £14,000,000 during the last ten years, and, therefore, that the 
object of the Famine Insurance arrangement has in fact been attained, though, 
no doubt, not wholly through the operation of the measures directly taken for 
that object. The operation of the Famine Insurance scheme, it must be observed, 
did not commence till 1878. We observed, also, that credit cannot be taken for 
so large a figure as £14,000,000. The total debt of India on the 31st March 
1875, according to the Finance and Revenue Accounts presented to Parliament, 
is shown to be £118,446,992, The reduction of £14,000,000 on this figure is 
subject, however, to the following deductions. In the first place, we must take 
out the outlay provided for from the ordinary revenues previous to 1875-7 6 j 
hut which was subsequently transferred to debt : — 

£ £ 

Irrigation 5,308,367 

Railways 256,499 

5,564,866 


This amount being deducted from the sum of 
£14,007,208, the reduction of debt becomes 8,442,342 
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Further, by the operation of the Sinking Fund the debt incurred for the 
Eabt Indian Railway has been reduced — 

£ £ 

To end of 1883-84. . . 108,305 

Estimate 1884-85 , • . 40,000 ... 

140,305 

140,305 


The actual reduction therefore is 8,302,037 


If, on the other hand, we take as our starting-point April Lst, 1878, from 
which date the operation of the famine insurance sclieme may be said to have 
begun, the following are the results of the operation of the scheme up to the 
commencement of 1885-86 * 

£ 

Total debt on 1st April 1878 134,031,553 

Capital expenditure on productive Public Works to 
that date 29,091,023 


Difference 105,537,530 


Ordinary debt on 31st March 1885 • • * . 88,210,725 


Net reduction of ordinary debt 17,320,805 

Deduct on account of outlay provided for from ordinary 
revenue previous to 1878-79 (inclusive of East Indian 

Railway Sinlong Fund) 5,971,025 

Actual reduction in the 7 years 11,319,780-* 

Had there been, however, the usual loan in 1884-85, the reduction of ordi- 
nary debt would have been less by millions. The loans of the present and 
ensuing year, in consequence of there having been no loan in 1884-85, must be 
materially in excess of what would otherwise have been the case, thus consider- 
ably diminishing in the course of the current decade the probable reduction. 
The proportion, therefore, of the ordinary debt reduced in the first seven years 
of the current decade is not likely to he maintained during its remaining torin. 

11. Although, further, as Your Lordship states, the net charges for Rail- 
ways and Irrigation Works may have decreased from JS2,U68,000 to cLl, 100,000, 
and our general position have been thereby improved to that extent, we cannot 
credit the Famine Insurance scheme with this result, as the works which have 
yielded it were only in part executed by the aid of that scheme. 

12. If the actual reduction of debt under the operation of tho Famine In- 
surance scheme has thus not been such as to warrant the conclusion that tho 
object of the latter has been attained, still less can such a conclusion ho admitted 
so long as a very large proportion of the Railway and Irrigation Works which 
have been accepted as necessary for the reasonable security of the country against 
famine remain uncompleted. It was recognised, as we have seen, in 1870 that 
the fund might be appiopriated to the construction of protective works not 
necessarily directly remunerative, hut obviously protective in the sense of guard- 
ing against probable future outlay in the relief of the population. We cannot 
admit that we should abandon our efforts to carry out this portion of tho scheme, 
which has for its object the carrying to completion of works which are product- 
ive in the sense that they lessen, on the recurrence of famine, tho cost to which 
we must unavoidably be put. We stated in our despatch of the 22nd September 
the considerations which lead us to believe that this latter object is as yet far 
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from being attained. We may point out here that the Famine Commission in 
their Eeport, writing in 1880, contemplated an extension of the railway system 
then existing by a length of 10,000 miles in the course of the next 25 years ; 
but they regarded the completion of one half of this amount, or 6,000 miles, as 
more m’gent in its nature; saying that this mileage, addition to the existing 
lines, would go far to remove all future risk of serious difficulty in supplying 
food to any part of any district in the whole country.” Up to the present time 
only 2,900 miles of railway, other than frontier railway, have been completed. 
Until, therefore, we have completed the works indispensable to the protection of 
the countiy from the effects of famine, we are unable, except under pressure of 
absolute necessity, to assent to the diversion of the revenues raised under the 
scheme from the objects with which the scheme was started. Although this 
may expose ns to the criticism that by this use of the Famine Insurance grant 
we run the risk of iiicuiring a deficit, and thereby adding to, in lieu of reducing, 
our debt, we beb'eve that our justification will he found in the leply that the 
ah indonment of the protective scheme now before Your Lordship will expose us 
eventually to greater financial loss than any deficit likely to be iuourred (abnor- 
mal disaster apart) dniing the peiiod of construction. We are aware that there 
Is no special connection between the amount annually provided from the general 
revenues in order to provide an insurance against famine and the amount annu- 
ally received from the License Tax or the Public Works cesses. But in strength- 
ening our revenue the Government of India, beyond all doubt, has deliberately 
affirmed the policy of utilising the increased resources placed at its disposal for 
the purposes to which we have referred ; and unless it can be shown that finan- 
cial pressure compels us to alter our pohcy, we consider that those purposes 
should be maintained, and that it would at present be wholly premature to affirm 
that the object of the Famine Insurance arrangement has been attained. We 
may again quote Sir John Strachey’s words in the course of the speech we have 
already referred to, as completely expressing our own views : “ So iar, however, as 
we can now speak for the future, the Government of India intends to keep this 
million and a half as an insurance against famine alone. . . . We consider that 
the estimates of every year ought to make provision for religiously applying the 
sum I have mentioned to this sole purpose ; and I hope that no desire to carry 
ont any administrative improvement, however urgent, or any fiscal refoim, 
however wise, will tempt the Government to neglect this sacred trust.” In the 
debate which followed Sir John Strachey’s speech. Lord Ljtton emphatically 
pledged the Government to the execution of the necessary works from the in- 
creased revenues raised under the name of the Famine scheme, His Excellency 
anticipated the objection that ** the current claims upon the activities and re- 
sources of the Government of India are so numerous, so pressing, so important, 
official forces and imperial funds so necessarily limited, that whenever the daily 
hourly strain of a great famine has been removed from a wearied administra- 
tion and impoverished treasury, its fearful warnings are soon forgotten ; its 
disquieting ghosts are quickly exorcised by the conventional declaration of some 
unexceptionable principle ; its bitter memories decently interred beneath the 
dull hie jaccf of a blue-hook ; and there, for all practical purposes, is an end of 
the matter,” Lord Lytton declared that the Government was not open to this 
customary criticism ; that it promised nothing which it had not provided itself 
with the means of performing ; that it spoke of what it could and would do ; 
and that it was a policy on which all our plans, and all our hopes for steady 
improvement in the financial, social, and administrative condition of this Em- 
pire, are necessarily dependent.” The proposals which we have submitted to 
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Your Lordship in regard to the partial capitalisation of the resources raised 
under the Famine scheme have, in effect, for their object the strengthening of 
our revenues ; we believe this proposal to be consistent with the objects for 
which the scheme was created ; but bejond this, we feel that we are not justified 
in proposing any application of those resources differing from that to what they 
are at present devoted. 

13. We may now sum up our remarks on the Famine Insurance scheme. 
We have seen that its object was to ensure such a surplus of ordinary revenue 
over ordinary expenditure as would suffice to cover within each decade the outlay 
on relief of actual famine which might he expected to occur during that period- 
The method of carrying out the scheme was varied in view of experience and 
criticism, that finally adopted and now in force being that a certain poition of 
the suiplus should he devoted annually to the direct reduction of debt, or to the 
avoidance of debt, which must otherwise be incurred, and that the remainder 
should he spent on railways and irrigational works likely either to avert or 
mitigate famine. The result of the former allotment is to save interest, simple 
and compound, and thus to place the Government, when the necessity of a loan 
for famine relief arises, in a better position for borrowing, both as to terms and 
amount, than it would otherwise have been. The result of -the latter is two-fold ; 
whatever return the works may produce is, on the one hand, a set-off against 
the interest of such a loan ; while, on the other, the actual amount needed for 
famine relief, and therefore of the loan, is lessened by the existence and opera- 
tion of the works. The effect of the scheme, from a purely financial point of 
view, has so far been that, but for its application, our. position would have been 
worse than it now is by any interest yielded by the works carried out through 
the agency of that fund, by the amount of debt redeemed, and by the sums 
which we have annually devoted to lessen our borrowings. 

14. If the i*eturns from the works or the saving of interest by the discharge 
of debt should happen to he appropriated to new expenditure, ordinary or extra- 
ordinary, the operation of the scheme remains unaffected, because, but for its 
existence, new taxation would have been unavoidable to meet the new expendi- 
ture. Such taxation the scheme defers until the day when a famine loan is 
indispensable, or, if there should then be a surplus independently of it, it fur- 
nishes the means of avoiding taxation altogether. Thus, in view both of the 
works which have been and are being executed through their agency, aiid of the 
actual reductions of debt, or avoidance of fresh debt, and the saving of interest 
on the same, which have been and are being secured, it does not appear to us to 
be precisely accurate to describe the funds provided under the Famine scheme 
as having been swallowed up. Nor can the object of the scheme be described as 
having been attained, as long as either the admittedly most important protective 
works are incomplete, or as the necessity for outlay on actual relief in time of 
famine remains. 

15. It is, at the same time, obvious that the effect of the protective works 
must be to diminish the outlay on actual relief, and we therefore consider that 
the total capital sum which the scheme is calculated to provide should be subject 
to periodical revision. Such a revision might well take place in the year 1890- 
91, by which date we have estimated, in our Financial Despatch, No. 264 of the 
22Qd ultimo, that all the protective works of major importance will be finished; 
or, in the event of our obtaining the refunds for which we hope as a part of the 
arrangement therein proposed, it might be effected a year or two earlier. On 
the occasion of such a revision, we should be enabled, if necessary, to assign to 
ordinary purposes so much of the present Famine Insurance grant as is not 
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required to countervail whatever may be the new amount then fixed as the prob- 
able average outlav on actual relief in the new decade. 

16. We have thus concluded our examination of the circumstances in which 


we stand with regard to the Provincial contracts and the Famine Insurance 
scheme. We have shown that the former has been repeatedly declared to be 
only liable to appropiation as a source of Imperial revenue in the event of ex- 
treme calamity. We have sought to prove, under the same reserve, the neces- 
sity for the continued application of so much of the Famine Iiisuiance grant as 
remains to us after devotion of £750, dOO to diminish hoirowing. We now pro- 
ceed to examine our financial situation with a view of ascertaining whether our 
circumstances are indeed such as to compel us to have recouise, either to inter- 
fering with the Provincial contracts, or to a temporary diversion of the Famiue 
Insurance grant, or to both of these measures. 

17. In our Despatch No. 234, dated 22nd August 1885, we indicated the 
sources from which we propose to meet the additional military expenditure 
which is about to he imposed upon us We confined ourselves, as will have been 
apparent to Your Loidship, in that despatch to a consideration of the annual 


sum by which our revenue was to be increased, in order to meet a specific charge 
about to be imposed upon it ; but we refrained from any such general review of 
our position as lay outside the question immediately before us. It is necessary 
now, however, to enter more fully into our general situation, and to show why, 
in our opinion, there is no necessity at present for interfering either with the 
Provincial contracts or with the Famine Insurance Fund, We may take as our 
point of departure the Budget of the current year, which, as we are aware, 
and as Your Lordship states, exhibited a bare equilibrium. The Budget of 
1885-86, however, must, in certain important respects, he regarded as abnor- 
mal The railway receipts were taken at an exceptionally low figure, owing to 
the depression existing at that time in the export trade. The estimate of opium 
receipts was also reduced, owing to the necessity which at that time existed for 
increasing our reserve. As we stated in our despatch of the 22nd August, we 
devoted in that Budget, from Revenue, with your predecessor’s approval, the 
sum of £585,000 for Railways and Defence Works. But the export trade is 
reviving ; the comparative exports of wheat for the 
first seven months of 1883, 1884, and 1885, aie given 
in the maigin ; the export of oilseeds is assuming in- 
creasing and very considerable dimensions ; and in 
we expect to be able to take credit for a sum of 
£500,000 on account of net Railway receipts in excess of the sum which at the 
time of the Budget we thought it prudent to accept. Should exchange remain 
at about its present rate, we consider that it will be safe to maintain that figure 
in 1886-87. We shall be enabled next season to put upon the market a larger 
amount of opium than has been possible during the last two years, and we may 
take the increase to our revenue thereby obtainable at a figure not less than 

£300,000. The figures mar- 
ginally noted give the net 
revenue, the number of chests 
sold, and the amount of 
opium in reserve during the 
last four years, together with 
the reserve for 1886-87, and they will enable Your Lordship to judge of the 
moderateness of the sum of £300,000 which we assume as an addition to next 
year’s estimates. The £585,000 assigned in this year’s Budget to Railway and 

F 


18S3 

1834 

1885 


Cvrt. 

14,343,243 

7,931,059 

11,501,512 


our half-yearly estimates 


1882- 83 . 

1883- 84 . 

1884- 85 . 

1885- 86 . 

1886- 87 (Estimated) 


Net On 31st Reserve* 
Cb.ests sold. Revenae. Decern- (Chests) 
her. 

R 

7.21.68.000 

7.70.18.000 

6.89.02.000 

6.54.73.000 

6.84.73.000 


66.400 

64.400 
46,698 
60,994 
64,000 


1882 

1883 

1884 

1885 

1886 


12,713 

11,632 

2,296 

18,290 

29,220 
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Defence Works are in future, in view of the urgency of our situation, to be 
devoted to ordinary expenditure, and the charge for which this sum was to serve 
is to be debited to loan. We further expect that the extension of direct taxa- 
tion will yield us £700,000 additional. The decrease in the non-effective 
charges during the ensuing year may be set down at £150,000 ; and, apart 
from lailway receipts, the annual increment of our revenue may also be taken 
at £150,000. The minimum increase, therefore, to our revenue over the Budget 
of the present year will be, so far as, on what appear to ns cautious and reason- 
able calculations, we can estimate £2,385,000. We arrive at this estimate 
without taking into calculation any reductions that we may effect ; and on the 
assumption that our railway receipts in 1886-87 will he no greater than in the 
year 1883-84, although in 1886-87 we shall have more than 1,000 miles of rail- 
way open in excess of 1883-84. The rice trade shows every symptom of revival ; 
the customs have yielded this year, to the end of August, R46,92,000 against a 
total estimate of 53 lakhs, being for the five months R7,37,C()0 in excess of the 
corresponding period of last year. The rains, on the whole, have been sufficient, 
and the prospect before us for the ensuing year may be regarded with satisfaction. 
On the other hand, we must prepare for an addition next year of one million to 
our Military Estimates, and of £880,000 on acconut of Exchange, on the 
assumption that in the Budget of the ensuing year the rupee will be taken at 1^. 
Qd. To this we may add £100,000 on account of increased charge for interest? 
making a total of £1,980,000, and leaving a surplus of £405,000, which appears 
to us a reasonable expectation. Should Exchange prove even somewhat more 
adverse than we anticipate, it may be expected, on the other hand, that our rail- 
way receipts will be increased by the stimulus given to exports, and that the 
figure of £500,000 based on the estimates of 1883-84, which we have taken as 
our estimate for the receipts of uQxt year, will he considerably exceeded. At the 
close of the ensuing year the Provincial contracts expire, and we shall be enablod 
to strengthen our revenue by whatever sum is obtainable on a revision of those 
contracts. Yiewing, meanwhile, the general situation of our revenues, we see 
at present no reason to doubt that they will prove equal next year to the 
expenditure to be placed upon them. 

18. It will he apparent to Your Lordship from the above remarks that we 
are not prepared to recommend, at present, the measures indicated to us in Your 
Lordship s despatch. The choice before us, in truth, lies between strengthening 
our budgetory surplus by £750,000, acquired at the cost of putting a complete 
stop, for the next four or five years, to works designed to protect us and the 
people from the effects of famine ; or pushing the works to completion as rapidly 
as may be with the aid of the Famine Insurance surplus, and exposing ourselves 
to the risk during that term of what at the worst, unless circumstances very 
greatly alter, will he hut an inconsiderable deficit. We cannot hut think that 
the employment of the Famine Insurance surplus for the completion of the 
scheme of work on which we are engaged is a more economical and a more suit- 
able use of it than its temporary utilisation as an addition to the surplus 
revenues exhibited in our accounts. We believe that during the comparatively 
short term required to carry out the great projects on which we are engaged, we 
should he prepared to accept a risk of temporary difficulties in respect of the 
absolute equilibrium of our finances greater than any we can at present fore_ 
see, in the assurance that when the projects now in hand are completed, a 
stability will have been given to our finances which they could not otherwise 
have attained. The proposal which we have made to Your Lordship in respect 
of a partial capitalisation of the Famine Insurance grant is in effect an alterna- 
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tive to that whicli lias been placed before us. It amounts to a proposal to 
strengthen our revenues by the amount so capitalised ; the difference between 
our proposal and that submitted to us being, that instead of devoting that sum 
to an unappropriated surplus, we desire to assign it to the payment of interest 
on projects which are a part of the scheme itself, since they are essential to the 
protection of the country from famine, while they will assist the development of 
the export trade, on which our railway receipts so largely depend. We may add 
that in our despatch of September 22nd we have estimated the total charges for 
the purposes there described at 21j millions in the next five years, of which we 
have advised recovery, by arrangements with companies on account of lines 
now conceded or to be conceded, of £7,640,000, leaving 11^ to be raised in the 
market by loan for the purpose in the next five years, after deducting £2,500,000 
employed during those five years from the Famine grant. Inclusive of Irriga- 
tion capital, the total loan to be raised in the market in the five years will 
be fifteen millions, if our pioposals as to capitalising the Famine Fund are 
accepted. 

19. Apart, finally, from the considerations which, in the course of this de- 
spatch, we have urged upon Your Lordship’s attention, we cannot but feel that 
it would add greatly to our difficulties at the precise moment when we were 
about to impose a more extended scheme of direct taxation, if we laid ourselves 
open to attack in connection with the Provincial contracts or the Famine In- 
surance scheme. The latter subject, especially, is one on which in former times 
there have been much misapprehension and. considerable expression of public 
dissatisfaction, which have recently reappeared, and have been strenuously 
renewed on the occasion of the recent retrenchments. If our circumstances 
were such as to enable us to plead the justification of necessity, we should have 
no hesitation in adopting the policy suggested by Your Lordship ; but it is 
impossible not to apprehend that the plea of necessity would prove of questionable 
validity. Although we have no desire to speak with confidence of the future, 
we cannot but feel that our fin .ncial position is not at present such as to oblige 
us to resort to extreme measures, the result of which must he to put a summary 
stop to many works of great importance now in hand ; to cause thereby con- 
siderable ultimate loss to our revenues ; to expose us to greater risks in the 
event of famine ; and to disturb the confidence which at present exists between 
the Imperial and the Local Governments. We judge it more prudent to con- 
fine ourselves at present to the circumstances with which we have immediately 
to deal, leaving to a later period the consideration of the steps to he taken 
should unforeseen difficulties increase upon us. We propose, however, as we 
have stated, not only to take the measures necessary to prevent any increase to 
our own present expenditure, but to restrain the Local Governments from en- 
tering during the ensuing year upon fresh projects or engagements of a nature 
to tie up their revenues during the next teim of the Provincial contracts. 

20. It appears to us, to sum up, that our aim should he to carry out, with 
the utmost possible promptitude and in the most economical manner, the series 
of works embodied in our despatch of the 22nd September, so that on their com- 
pletion we may he in a position to reconsider the average annual sum to be set 
aside in order to countervail borrowing on the occurrence of actual famine, and 
thus to regain possession for ordinary purposes of so much of the present grant 
as may then be found to he no longer required. On the other hand, in the 
absence of any unforeseen calamity or disaster, we think that there is reasonable 
ground for feeling confidence in our ability to maintain, during the interval 
necessary for the construction of these works, the equilibrium of our finances, 

p 2 
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and tliat the time has not yet come when we should suspend, even partially, a 
portion of the Famine Insurance scheme or faU back upon the Provincial con- 
tracts, immediate recourse to which will, in our judgment, lead to difficulties 

greater than any which we are at present likely to encounter. Until the year 
draws nearer to a close, and the position of the silver market becomes more cer- 
tain, we shall not he in a position to pronounce finally on our actual position. 
Whatever steps may be dictated to us by necessity in regard to the Provincial 
contracts, we trust that we shall be enabled to meet our difficulties without 
being called upon to divert or suspend the present operation of the Pauiine 
Insurance scheme. 


Extract, paragraphs 1 to 7, of a Despatch from the Secretary of State for India, to 
the Government of India,— No. 271 (Military), dated 15th Octohor 1885, 

I have received and considered in Council Your Lordship’s Military letter 
of 10th July 1886, No. 112, forwarding, for the consideration of Her Majesty’s 
Government, papers regarding the measures to be taken for the defence of the 
North-West Frontier of India, with the recommendations of your Government 
thereon. 

2. With respect to the roads, railways, and bridge detailed in the 3rd para- 
graph of your letter and already sanctioned, 1 have only to express my earnest 
desire that they may be pressed forward with such energy as to ensure their 
completion within the period estimated by your Government, — the end of 
the year 1887-88. 

3. With regard to the proposed extension of the projects already sanctioned, 

I entiiely concur with your Government as to the desirability of extending the 
Pishin line to such a point beyond the Amran Range as will enable its further 
extension to Kandahar, in the event of circumstances calling for such a measure 
being undertaken without delay. 

4. I am very hopeful, however, that it will be found practicable to lay 
a surface line by whicn to turn the mountain further soutli, and tiie ex- 
perience gained in 1878, when heavy field artilleiy with elephant and bullock 
draught were successfully taken over the Gwaja Pass, alfords ground for believ- 
ing that no insupeiable engineering difficulties will be found on that line, tlierehy 
obviating the need for having recourse to the undesirable alternative of tuniiel- 
ling. 

6. T concur also with your Government in regard to the expediency of con- 
verting the temporary line sanctioned by Lord Kimberly from Uiudli tbrough 
the Bolan Pass to Darwaza into a permanent one, tliorehy providing an alter- 
native line to the Sind-Pisluii Railway ; and 1 shall be glad to learn that on 
your fuither examination of this project it is found to be practicable within a 
reasonable limit of cost. 

6. I sanction your carrying out the proposal to provide a branch of the Lala 
Musa and Multan Railway to Miauwali. 

7. With respect to the recommendation of the Defence Committee, that the 
new State Railway which has been completed to Pazilka shall be continued 
down the left hank of the Sutlej to Bahawulpur, I greatly prefer, from a strate- 
gical point of view, the scheme suggested by your Government for constructing 
some cross line of railway connecting the Rajputana system with the Indus 
Valley system. Some such measure is certainly needed to render the system of 
communications with the frontier complete, and is consequently to be desired* 
I await further communications from Your Lordship on both, these projects. 
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Ko. 367 (Financial), dated lOth December 18S5. 

From — ^The Secretary of State for India, 

To— The Government of India. 

I have considered in Council Your Excellency’s letters, dated the 22nd of 
August, No. 234 the 22nd of September, No. 264, the 29th cf September, 
No. 271, and the 6th of October, No. 275. 

2. In the first of these letters Your Excellency proposes that, in view of the 
increase of your permanent Military charges, estimated at 1,000,000^, in 1886-87, 
rising ultimately to l,o00,C00^, you should make no grant from revenue next year 
towards the cost of frontier railways and defences, the provision of the necessary 
funds being obtained by loan ; and that the License Tax should be modified in 
such a manner as to embrace the professional and official classes, and to assume 
the form of an income tax on all incomes of B2,000 a year and upwards, those 
deiived from land being, however, exempted, 

3. Your letter No. 264 deals with the subject of capital outlay on railways and 
defensive works, regarding which it is sufficient for the present to say that you 
propose to devote no revenue in 1886-87 towards this expenditure, except such 
as may be available from the Famine Insurance grant, the remainder being 
supplied by loan. 

4. The letter of the 29th of September, No. 271, reports that, owing to the 
necessity of making further grants during the present year, and to a miscalcu- 
lation as to the amount of savings, the reduction of expenditure in the present 
year on the public works contemplated in the Budget is less by about 24 lakhs 

. than had been previously anticipated. 

5. The letter No. 275, written on the receipt of my despatch of the 27th of 
August, No. 239, deprecates any interference during the coming year with the 
Provincial allotments or the Famine Insurance scheme, expresses your intention 
of restoring to the Local Governments in 1886-87 the sums temporarily withheld, 
and intimates a confident expectation that, with no further taxation than has been 
already recommended, you will he able to realise a surplus of 405, 000^., provided 
that the rate of exchange does not fall below Is. 6c^. the rupee, 

6. In regard to the question of taxation, I concur with Your Excellency in 
thinking that the alteration of the existing License Tax, so as to assess the 
official and professional classes, and to levy a rate of the nature of an income 
tax on incomes of and above B2,000 a year, is desirable ; and I observe with 
much pleasure your opinion that no further imposition of taxation will be 
necessary, I shall be glad to learn the details of the proposed measure when 
your Government have more fully considered them. 

7. In reference to the suggestions made by me regarding the Provincial 
contribntions, I need not say that it is only in the last resort, as an alternative 
to an increase of the taxes of the people, that I should wish in any manner to 
interfere with the working of the quinquennial arrangement made in 1882. 
The point which I desired to impress upon Your Excellency is one by no means 
inconsistent with the spirit of that arrangement, namely, that, on the occurrence 
of such an emergency as arose this year, it is the duty of all parts of the Indian 
Administration to unite in measures necessary for the common welfare, and that 
the Provincial Governments should he prepared to take their share of the bur- 
den. In the 52nd paragraph of my despatch of the 27th of August, I cordially 
recognised that the Provincial Governments had shown a readiness to effect the 
necessary measures of economy. It is for you to consider whether it is proper 
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that such measures should give merely temporary relief to the balances, and 
whether by promptly refunding the sums witheld from the Provincial Adminis- 
trations, the whole burden of the additional charges should be thrown on the 
limited portion of the revenues which is more immediately controlled by your 
Government, the result of which must be to compel you to meet the charge by 
loan, and, if Your Excellency should eventually find that the state ,of your 
resources admits of the replacement of this money at the disposal of the Local 
Governments, I will not withhold my assent from such a course, it being under- 
stood that, in the revision of the Provincial agreements in 1887, care will he 
taken to provide for such a contingency as has now arisen. 

8. I propose in another despatch to address Your Excellency in regard to 
the very urgent need which has, in my opinion, arisen, for exercising the greatest 
economy in all branches of the administration, and especially in the expenditure 
on ordinary public works. 

9. My observations respecting the disposal of the giant for Famine Insur- 
ance were actuated by motives somewhat similar to those whicli dictated my 
remarks on the Provincial contributions. It was to meet the eracrgoncy which 
has ari'^en that I intimated my view that, rather than resort to the imposiiion of 
considerable fiesh taxation, I should be prepared to sanction the diversion, for the 
time, of the grant for Famine Insurance, to works needed for tho protection of 
the country against the more pressing danger of war. 

10. On both these questions I am content to leave the decision in tho hands 
of Your Excellency, when the time comes for a final determination as to the 
financial measures of the ensuing year. 

11. I now come to the manner in which you propose to meet tho outlay on 
the railways and defensive works. In the tables appended to your letter 
No. 264, tbe total cost is given, as follows, in lakhs of rupees : — 


WOEKS, 

Spent to 
end of 
1884i-a6, 

1885-86. 

1886-87. 

1887-88 

1888-81). 

1880-00 

1 89(1-01 . 
orsuhso- 
qucukly 

Total 

(‘Sl l- 

Tniitcd 

cost. 

Frontier Lines in progress . 
Ditto, proposed . 

84^ 

826% 

21GJ 

26 

48% 

.86 

(say 47) 1 

142 

fsay 47) 

(Hiiy 4S) 

676% 

202 

Protecthe Lines in progress 

129 

115 

86% 

60% 

94 

4(1. i 

14 

538J 

Ditto, not commenced 
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103 

417% 

J i-npq Im/lai. ni.pnTvi rin-j- 



10 

ic 

19 ' 

10 


Gl" 

(•' M- r 1 . [ 

114% 

119% 

100 

100 

70 

70 

'70 

6 14 

Siores ana Wording Capital 

10 

10 

16 

20 

20 

75 

Total Biiilways . 

328 

661 

41G| 

269% 

321 

872 

845 

2,018% 

Frontier Defences 

... 

4 

89 

45 

44 


27 

159 

Coast Defences . 


7% 

16 

16% 

12 

(say 131) 

(say 181) 

50 

Gba.n3> Total 

828 

672% 

6001 

830 

877 

386% 

858% 

2,852% 


12, After the year 1886-87 it is your intention to spend 330 lakhs a ycarj 
namely, 280 lakhs of borrowed money and 50 lakhs of revenue from tho Famine 
Insurance grant, together with such sums as may be at your disposal through 
Laths. refunds anticipated from private companies. In 

Defences^ I 1 ^0’'^ev'er, you propose, including the irriga- 

70 works, to expend 596 lakhs,* although you are 

Famine lusurance 26 1^0 make any grant from revenue, except that 

~ which is provided under the head of Famine Insure 
•f Tji • T> T * therefore, if some 10 lakhs are reserved 

or amine e lef, and the remaining 140 lakhs taken for outlay on Protective 
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Works and in reduction o£ borrowng, there will remain 456 lakhs for rail- 
ways, iriigation, and defensive works, to he provided next year from loan, 

13. Large as is the amount of the expenditure thus contemplated in 
1886-87, I will not withhold my sanction from Your Excellency’s proposal to 
obtain the funds from borrowed money, such a course being in my opinion 
rendered necessary by the importance of rapidly completing the works already 
begun, especially those for the protection of the country against the risks of war 
or famine. At the same time, I rely on Your Excellency to take all possible 
care that the outlay shall not be allowed to exceed what is absolutely requisite 
for these important purposes. 

14. I do not deem it necessary, at present, to pronounce an opinion on the 
programme whichf you have laid before me, for years subsequent to 1886-87, as 
the rate at wi»ich progress cau be made must he ooutmgeut on many circum- 
stances on which no coufid<‘nt opinion can at present be formed. The disp')sal 
of sums obtained from private companies, in repayment of money previously 
laid out, will be considered from time to time as occasion arises. 

15. Great objection has been taken, both by former Secretaries of State and 
by the Select Committee of the House of Commons last year, to the proposal to 
appropriate as interest any portion of the Famine Insurance grant, the declared 
object of which was to keep down debt. I recognise, however, that the 
circumstances of the present time are of a special character, and could not have 
been contemplated either by my predecessors or by the Parliamentary Commit- 
tee ; and I do not interpret Your Excellency’s proposals as desiring to obtain a 
pledge as to the future sanction of outlay through the agency of Guaranteed 
Companies, which would naturally have to he obtained in each case in the usual 
manner, after careful consideration of the existing financial exigencies, 

16. Assuming that at any time it is determined to incur the liabilities in- 
volved in the grant of a guarantee to a Railway Company, it becomes little 
more than a question of account whether the interest payable in consequence is 
charged under the head of Famine Insurance or under that of Railways. I 
therefore authorise you to charge against the Famine Insurance grant the 
amount payable during the next five years as interest ou capital raised by com- 
panies for the purpose of constructing any of the lines which are mentioned by 
your Government as being, in your opinion, needed for the protection of the 
country against famine, but which you are not at present able to construcJt 
through State agency. 

17. In doing so, however, I am anxious that 1 may not be considered as in 
any way authorising, encouraging, or even suggesting, the policy of regarding 
the Famine Insurance grant as a fund which may be legitimately resorted to for 
the payment of interest on any large or novel Public Works expenditure. 

18. With reference to Your Excellency’s final suggestion regarding the 
Bengal-Nagpore Railway, I request to be informed what terms you would think 
it desirable to offer to a company, if one should be formed for its construction, 
hearing in mind that considerable difficulty has been this year experienced in 
launching a company for the construction of the Indiau Midland Railway, 
although a permanent guarantee of 4 per cent, iu sterling, and a fourth share 
in the surplus profits, were the not unattractive features of the scheme. 


Extract, paragraphs 35 and 39-52, from a letter from the Secretary of State for 
India, to the Government of India, — No. 216 (Financial), dated 29Lh July 1886. 

85. In the group of buildings and roads, the expenditure shows an increase of 
745, 191?., of which 168,547?. under Military Works arises chiefly from a pro- 
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vision of 150,000^. heinsr made for additional accommodation in consequence of 
the larger European force; while 586,644/. is for Civil works, and is due to 
special grants of 200,000/. for Frontier roads, and 100,000/. for Upper Burma, 
the remainder being for increased outlay by the Provincial Governments, parti- 
cularly in Bombay and Bengal. In the 8th paragraph of the despatch sent to Tour 
Excellency on the iOth of December 1885, No. 367, Lord Randolph Churchill 
expressed his intention of addressing you regarding the very urgent need of a 
reduction of expenditure, especially on the ordinary Public Works While such 
a despatch was being prepared, information was received of your intention to 

appoint a Committee in India to examine 
the subject ; and I therefore refrained 
from taking it up in the meantime. I 
desire, however, to draw Your Excel- 
lency *s attention to the table in the 
margin, taken from the Appendix to 

your Financial Statement, from which 

it will be seen how very largely the 
expenditure in this branch has increased 
during the currency of the existing 
Provincial agreements, and that even 
if allowance he made for the special 
grants above mentioned, the outlay proposed in the Budget is nearly 800,000/. 
greater than the average of the five years ending in 1881-82. This class of 

expenditure takes place almost entirely in India, and is therefore not exposed, 

as are so many of the other heads, to great increase owing to the fall in 
exchange. It is, indeed, peculiarly within the control of the various Administra- 
tions ; and I trust that stringent orders will be issued to carry yet further the 
reduction which I am glad to perceive has already been made, when compared 
with the charge of three or four years ago. 

39. The total expenditure. Imperial and Provincial, estimated for 1886-87, 
exceeds that of the Revised Estimate of 1885-86 by 252,770/. Last year, how- 
ever, it is expected that the allotments to the Provincial Governments will have 
exceeded their expenditure by 113,900/., while in 1886-87 they are to defray 
from their balances 575,400/. of the total outlay. Thus, the portion of the 
expenditure chargeable on the revenues of the year would be reduced by 
689,300/., aud, consequently, when the excess of 252, 770^. above mentioned is 
deducted, it would be less than in 1885-86 by 436,530/. As, however, it became 
apparent that this was insufficient to give the requisite equilibrium, the Local 
Governments were called upon to contribute to the Imperial Government a sum 
of 400, 000^. from their share of Land Revenue during the year, a measure by 
which the charge falling on them was raised to 975,400/., and the relief to your 
Govern meut, as compared with the Revised Estimate of 1886-86, was increased 
to 836,530/., the total expenditure chargeable on the revenue becoming 
75,616,500/., and a surplus of 182,200/. being shown. 

40. I approve of the action of your Government, so far as it went, especi- 
ally since you state that it leaves at the disposal of the Local Governments in 
the aggregate .the minimum balance which they are required to maintain. I 
must, however, express a hope that, in the new arrangements which will be 
made next year with the Local Governments, some means will be devised by 
wbicb, in the case of emergency, they may be called upon to contribute a pro- 
portionate share towards meeting the necessities of the Empire, according to 
some established principle. 


Expenditure on Euildmffs and, Eoads, 



Average of 


five years. 


£ £ 

1875-76 

. 4,683,930 

1876-77 

. 4,661,186 

'1877.78 

. 4,251,110'! 

1878-79 

. 4,341,669 / 

1879 80 

. 3,925,126 V 4,379,552 

1880-81 

. 4,431,685 V 

1881-82 

. 6,047,873 J 

1882-83 

. 6,331,281^ 

1883-84 

. 6,810,767 / 

1881-86 

, 6,009,277 (.5^260,706 

. 1885-86 

. 4,702,900 \ 

. 1886-87 

. 6,449.800j 
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41. I must also point out that it nas repeatedly been desired that a surplus 
of about 600,000L may be provided in the Budget, and that one of 182,200? is 
much smaller than is prudent. It was especially necessary this year to allow a 
larger margin of revenue over expenditure, ina^'miich as your Government were 
engaged in hostile operations, the cost of which it was very difficult to estimatei 
and a further fall in exchange was only too probable. 

42. The capital outlay not charged to Revenue shows an increase of 
352,8i)4?., the provision for Railways being less by 169,526?., and that for 
Iirigation Works greater by 80,630?., while a charge of 441,700?. for special 
Defence Works at Bombay and Aden is included in the Budget for 1886-87. 
In the despatch of the 10th of December 1885, No. 367, it was agreed tbat» 
owing to the importance oF rapidly completing the works already begun, especi- 
ally those for the piotection of the country against the risks of war or famine, 
the limit of 350 lakhs, which had been laid down as the maximum sura to be 


borrowed in any one year for the construction of Public Works, should be 
removed in the present year ; and you were authorised to provide from loan as 
much as 456 lakhs for railways, irrigation, and defensive works, on the under- 
standing that all possible care would be 
taken that the outlay should not be 
allowed to exceed what might be abso- 
lutely requisite for these important 
purposes. The amount now shown in 
the Budget as expenditure not charge- 
able to Revenue is 5,868,800?., which 
includes 651,700?. for Exchange, and an 
outlay of 749,000?. provided from the 
grant for the reduction of Debt. Omit- 
ting these two sums, the amount to be 
obtained by borrowing is shown to be 


[tin these figures Exchange is included } 
£ 

Sutlej Bridge . , . , , 

Smd-Sagar Railway . . , 

Sind-Pishm Railway , 

Bol.iu Railway .... 
Kandahar reserve material . . 

,1 „ rolling-stock . 

Reserves: - 

Kwaia-Araran Extension . 

Punjab Northern gradient impro- 
vemenrs .... 
Sind-Piahin, Northern Section , 
Crossing Amran to Frontier 
Bombay and Aden Defences . 


239 , 6.50 

1 , 127,678 

1 , 081,816 

4,600 

188,800 

486,400 

200,000 

40,000 

100,000 

150,(100 

441,700 


4 , 060,444 


4,468,100?., — that is, about 448 lakhs, or rather less than the sum sanctioned. 

43. Of the total of 687 lakhs, no less a sum than 406 lakhs, as shown in 
the margin, is for works in connection with the scheme of frontier and coast 
defences. The allotments to railway construction, from all sources, amount to 
6474 lakhs, as shown in the following table ; — 


Capital outlay on State Railways : 

Charged to Revenue ; 

Protective : construction 500,000 

„ interest on Indian Midland Railway capital 138,700 

Provincial 109,200 

Grant for reduction of Debt 749,000 


Not charged to Revenue : 
Ordinary loan 
Special addition 
Exchange 


1,496,900 

. 2,800,000 
. 1,327,100 
. 600,000 


4,727,100 

Less provision from grant for reduction of Debt . 749,000 

3,978,100 


Total . . . 6,476,000 

On other railways than those for the defence of the frontier, the principal 
outlay is expected to take place on the Punjab Northern system, the East 
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Indian, Eastern Bengal, Cuddapah-Nellore, and Bellary-Kistna Railways, and 
on the Lncknow-Sitapur-Kheri line, which is being constructed from Provincial 
revenues. 

44. The total expenditure on the construction of Irrigation and N'avigvdion 
Works, from revenue and loan, is estimated at 811, 300^., the chief outlay being 
on the Lower Ganges, Sirhind, Chenab, and Orissa Canals. 

45. The allotment for Special Defence Works is 441,700^., or, omitting ex- 
change, 390,000/, of which 155,000/. is to be spent in England, 85,000/. by the 
Bombay Government, 17,500/. in Lower Burma, and 132,600/. under the direct 
supervision of your Government. The difference between this sum of 39 lakhs 
and that of 54 lakhs named in the forecast which accompanied your letter of 
the 22nd of September 1885, No. 264, has been allotted to State Railways, and 
is included in the outlay thereon mentioned above. 

46. The sum of 4,844,200/. set down as Capital charge involved in the 
Redemption of Liabilities is approximately the amount of India Three and a 
half per cent Stock, to be issued to those shareholders of the Scinde, Punjab, 
and Delhi Railway Company who prefer to receive it rather than an annuity, 
as communicated to you in my despatch of the 31st of March last, No. 28 
(Railway). 

47. I now come to the question of Ways and Means. According to the 
Revised Estimate for 1885-86, as corrected in respect 
of transactions in England, — 

S 


Ways and Means. 


There was a deficit on the year’s Revenue and Ex- 
penditure of 2,852,404 

The capital outlay on Railways and Irrigation Works 
not charged against Revenue, including the ex- 
change thereon, was 5,515,096 

There was a further Capital charge involved in the 
Redemption of Liabilities, amounting to . . 1,086,045 

The balances were increased in England by 2,474,589 
hut reduced in India by 138,600 

2,335,980 


£ 

On the other hand— 

Permanent Debt wa^ raised in England, 

producing 4,064,831 

but reduced in India by 59,6 'JO 

The Unfunded Debt raised in India was . 653,800 

but reduced in England . 30,712 

The addition to the balances of Provincial Govern- 
ments was 

There was received from the Commission for Reduc- 
tion of Debt 

The net recoveries from Municipalities, Native States, 

&c., were 

The net receipts from Railway Companies were , 

And the net amount of Deposits, Advances, &o., re- 
ceived was 


11,790,434 


4,005,331 

623,088 

113,900 

673,400 

100,500 

3,922,337 

2,351,878 


11,790,434 
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48. In the Budget for 1886-87, the following are the figures : — 


Capital outlay on Railways, Irrigation Works, and 
Special Defence Works, including the exchange 

thereon 5,868,800 

Capital charge involved in Redemption of Liabilities . 4,844(,200 

Withdrawals from the Provincial Balances . . 975,400 

Loans to Municipalities, Native States, &c. . . 897,600 

Withdrawals of Capital "by Railway Companies . • 3,162,000 


To meet this amount there are the following sums 

Surplus of Revenue 

Permanent Debt to he incurred in England 
hut discharged in India 

Unfunded Debt to he incurred in India 

Receipt from the Commission for Reduction of Debt 

Other Deposits and Remittances 

Reduction of balances in India .... 

and in England • • 


15,748,000 


£ 

182,200 

£ 

9.434.500 
19,100 

9,415,400 

. . 478,200 

748,500 
. 825,000 

£ 

1.784.500 
2,314,200 


4,098,700 

15,748.000 


49. It thus appears that it is contemplated to spend in the current year 
6,868, 800L on Public Works constructed by the State, 3,162,0002^. on Railways 
undertaken by companies under a guarantee of interest, and 897,600?. on ad- 
vances to Municipalities, &c., or altogether 9,928,400? To meet this expendi- 
ture 748,500?, has been provided from the Famine Insurance grant, and 
182,200?. by surplus of Revenue. Assuming, then, that the expectations of the 
Budget were to be fulfilled, it would follow that 8,997,700?. is being spent 
during the year from money obtained by borrowing in some form or other. 

60. However important it is to develops the resources of the country, I 
cannot think it desirable, in present circumstances, that the credit of the State 
should be so largely used for promoting objects not of absolute or urgent neces- 
sity ; and it is especially necessary to be cautious in incurring permanent liabi- 
lities, when borrowing in rupee securities is so difficult, and the continued fall 
in exchange has so greatly enhanced the burden of sterling obligations. In the 
tables which accompanied your letter of the 22nd of September 1885, No. 264, 

it was shown that after the year 1886-87 you proposed to limit the direct out- 
lay by the State on the construction of railways and defensive works to 
280 lakhs of borrowed money in each year (which, with the addition of exchange, 
may be taken as involving an actual outlay of about 340 lakhs), besides the 
amount that might be at your disposal from revenue or through refunds by 
private companies. I observe also that, so far as estimates have yet been sanc- 
tioned, it is anticipated that only 375 lakhs will remain unspent after the 31st 
of March 1887. Doubtless this sum may be somewhat increased, as in one or 
two oases the sanctioned outlay has already been exceeded ; but, speaking 
generally, it appear that there ought to he no difficulty in keeping the estimate 
for next year within the authorised limit, and I request that the Budget mqy 
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be prepared accordingly. I also desire to point out that to expend on fresh 
undertakings refunds by companies of the cost of works constructed by tlie 
State from borrowed money is virtually to borrow and spend the amount over 
again ; and that sums thus obtained must in future be applied in reduction of 
the authorised annual loan, and not as an addition to it. 

51. As regards the current year, I have, in my telegram of the 19th of 
June, impressed on Your Excellency the urgent necessity for taking prompt 
steps to adjust the finances in such a manner as to secure an oqnilibnum of re- 
venue and expenditure; and I have stated my inability to sanction further bor- 
rowing this year for Public Works. In your reply of the 30th of June, you 
refeired to a partial suspension of the Famine Insurance as a possible mode of 
piocuring the surplus which you admit to be essential, and you added that you 
did not propose any reduction of the expenditure on railways cluirgeable to 
Loan funds. You have, however, mentioned, in a telegram of the 2yth of May, 
that an extension of the Burma St.ite Railway to Mandalay was in contempla- 
tion ; and I must repeat the remark made in my telegram of the 19th of June, 
that if such a work be inevitable, on which point I give no opinion at present, 
it is most important that the funds for it should, if possible, bo found by the 
postponement of operations on other lines of railway, or of some other expendi- 
ture not equally urgent. 

62. From this review of the financial position, I much i egret to bo forced to 
the conclusion that it is far from satisfactory, and that the prospective liabilities 
of various descriptions that must be contemplated give cause for anxiety as to 
the means of securing a proper balance of income and expenditure in the imme- 
diate future. The uncertainties of the exchange are such that it is impossible to 
frame any really trustworthy forecast of the burdens it may throw upon us ; 
and, although the subject will continue to receive tlie serious consideration of 
the Secretary of State in Council, I am unable to see any present means of re- 
moving this difficulty, or of mitigating it. The obligation on Your Excellency's 
Government to enforce every practicable economy, and to avoid every fresh 
cause of expenditure that is not inevitable, is in these circumstances most press- 
ing. I confidently trust, therefore, that your Government will be able, before 
the commencement of the next financial year, in reviewing your position, to 
find the means of preparing the Estimates for that year on a basis that shall 
bring the expenditure satisfactorily within the available income, and leave a sub- 
stantial surplus, while the outlay of borrowed money is strictly limited to the 
amount which has been recognised as that beyond which this class of expendi- 
ture cannot he safely carried. 


Extract from the Proceedings of the Government of India in the Revenue and Agri- 
cultural Department (Famine),— Circular No. 57F.-11-1, dated 1st October 1886. 

Read the following papers : — 

Resolution of the Government of India in the Revenue and Agricultural 
Department, No. 44F., dated 9th June 1883, paragraph 24, and Chapter IV of 
the Provisional Famine Code. 

Resolution of the Government of India in the Finance Department, No. 3353F., 
dated 30th September 1881 (Financial), paragraph 8, relating to tho limits 
of Provincial responsibility for famine relief expenditure. 

Letters from Government of India in the Public Works Department, to tho 
Government of Bengal, Nos. 217 and 581 R.C., dated 14th March and 10th 
July 1884, relating to the commencement of a Railway between Mozuffer- 
pore and Sitamarhi as a Famine Relief Work. 
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Telegrams from the Government of India in the Revenne and Agricnltnral 
Department, to the Government of Madras, dated 28th January and 22nd 
September 1885, relating to the commencement of the earthwork for famine 
relief purposes on the Guntakul-Hindupur extension of the Bellaiy-Kistna 
Railway. 

Telegram from the Government of India in the Public Works Department, to 
the Government of Bengal, dated 6th November 1884, authorising the com- 
mencement of earthwork on the Banaghat-Bhugwangola Railway, if neces- 
sary for famine relief purposes 

Telegram from the Viceroy, to the lieutenant-Govemor of Bengal, dated 2nd 
October 1885, authorising resumption of work on the Ranaghat-Bhugwan- 
gola and Nagpur-Bengal Railways for famine relief purposes. 

Circular from the Government of India in the Public Works Department, No- 
17 (Railway), dated August 15th, 1883, pointing out that all railway projects 
must, under the orders of the Secretary of State, be submitted for previous 
sanction to the Government of India. 

Resolution! — Under the standing orders and codes relating to relief works 
in time of famine it is provided that a sanctioned progiamme of works suitable 
for relief shall be prepared and maintained by the Public Works Department, 
that the Local authorities may, in certain contingencies, authorise the commence- 
ment of “ Professional Agency Works,** and that the funds for relief expenditure 
shall, in the first instance and up to prescribed limits, be furnished from Pro- 
vincial resources. 

2. Doubts and difficulties having arisen in the practical application of these 
orders in the case of railways, His Excellency the Governor General in Council 
has been pleased to lay down the following instructions for general guidance 

(a) 1. Whenever it is considered that famine relief, suitable in kind and 

sufficient in proportion to justify the liability for the entire 
outlay, can be afforded by the construction of any railway, the 
necessary reconnaissances oi surveys should be undertaken, and 
tbe alignment submitted to the Government of India in the 
Public Works Department for approval, before the project is 
finally entered in the sanctioned programme of relief works. 

2. In the event of a railway which has not been so entered being 
unexpectedly deemed to be essential for relief during the actual 
pievalence of famine, full information as to the proposed align- 
ment, together with aU such other particulais as may at the 
time be available, should be submitted to the Government of 
India in the Department of Revenue and Agriculture, together 
with tile report refened to in clause (b). 

(b) Whenever it is, in the opinion of tbe Local Government, necessary 

for famine relief to undertake work on any railway, a report 
should, previous to the commencement of operations, be sub- 
mitted to the Government of India in the Department of 
Revenue and Agriculture describing the work, the nature and 
extent of relief which it is able and required to afford, the out- 
lay contemplited, and the extent to which the Provincial 
resources can (if at all) contribute towards it, together with any 
other information which may bear upon tbe subject. 

(c) The Department of Revenue and Agriculture wiU communicate 

with the Financial and Public Works Departments of the 
Government of India, and eventually issue such order, sanc- 
tioning the commencement of operations or otherwise, as may 
be deemed advisable. 
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Chief Commi 


In the event of such sanction being accorded, the Local Govern- 

No. 7 (Railway), dated 5th April 1878. should transmit punc- 

„ 40 „ „ 3id Dee. 1879. tuallj and regularlv to the 

,, 7 ,, ,, lOth. July 1882. j. ^ r j* • 

Government of India in the 
Public Works Department tbe ordinary monthly and quarterly 
“Narrative Progress Eeport,” together with a memorandum 
showing the maximum, minimum, and average number of 
labourers employed, and the total cash issues, during the month, 
and should also communicate with that Department upon all 
professional and engineering questions, and submit all the usual 
estimates, accounts, &c., as in the case of a railway in progtess 
under ordinary circumstances. 

Independently of the above, the Local Government should also 
transmit to the Government of India in the Revenue and Agri- 
cultural Department whatever returns and reports relating to 
the relief afforded by the work may he required undei the rules 
and regulations for the time being in force. 

OiiDEs.—OrJered that the 
above Resolution be communi- 
cated to tbe Local Governments 
and Administrations noted in the 
margin, for information and 
guidance. 

Oidered also that copies be 


(e) 


Government of Madras. 

,, BomlDay. 

„ Bengal. 

„ North-Western Provinces and Oudh. 

Punjab. 


lissioner, Central Provinces. 

Burma. 

Assam 
Coorg. 

A] mere. 

Secretary for Berar. 

Besideut, Hyderabad. 

forwarded to the Foreign, Finance and Commerce, Home, and Public Works 
Departments, for information and record. 


Extract, paragraphs 1 to 10, 12, 13, 15 Jast clause), 22 (part), and 32, of a confidential 

Despatch from the Government of India, MiHtary Department, to Her Majesty’s 

Secretary of State for India,--No. 156, dated 4th October 1886. 

Lord Randolph Chui chill’s Despatch No. 271, dated 15th October 1885, 
communicated the views of Her Majesty’s Government regarding the measures 
to be taken for the defence of the North-West Frontier of India as proposed in 
our Military letter No 112 of the 10th July 1885, We desire now to report to 
Your Lordship the steps which have been taken in pursuance of those in- 
structions. 

2. With certain exceptions, Her Majesty’s Government accepted our recom- 
mendations ; stress was laid on the desirability of carrying them into effect as 
rapidly as possible ; and the works in Pishin, at Sukkur, and at Multan were 
mentioned as those which should be the first to he put in hand. 

3. It is to be observed that the proposals submitted by the Defence Com- 
mittee last year, and adopted by us, were necessarily of a somewhat prelimi- 
nary and tentative character, and that to bring them into a practical form it has 
been necessary to devote much time and labour to a minute investigation of the 
several measures, and a careful examination of the sites selected for the pro- 
tective works. 

4. In order to place Her Majesty’s Government in possession of full infor- 
mation respecting the present state of this important question, we propose 
briefly to recapitulate tbe subheads of the general defensive scheme, indicating 
the conclusions arrived at and the action taken or contemplated, and then to 
advert to the points still calling for decision. The subdivision of the subject 
adopted in our previous letter will be adhered to. 
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In the map which accompanies this despatch will be found all the places 
mentioned in tlie following paragraphs. 

5. Turning first to communications, we have to state that the new roads and 
railways sanctioned by the Secretary of State for India in 1884 are in active 
progress, and that there is every reason to anticipate their completion within the 
period originally calculated. 

6. JSxiension of Sind-FisMn Bailway, — The extensions and modifications 
o£ the general project advocated by the Defence Committee comprise, first, the 
prolongation of the Sind-Pishin Railway to some suitable point beyond the 
Amran Range, by means either of a tunnel or of a surface line which shall turn 
the range to the southward. 

The question, which of these lines is most suitable, remains still undecided. 
An alternative alignment in the direction of Nushki has been reconnoitred to a 
certain extent, but a more complete survey may still be needed ; projects for 
crossing the range vid the Gwaja Pass and piercing it via the Sannal Pass 
have been prepared, and another for piercing it vid the Kojak Pass is under 
preparation. 

We shall submit the result of our further enquiries into this matter as soon 
as possible. 

7. JBolan Bailway,— Defence Committee recommended the conversion 
of the temporary line through the Bolan into a permanent one, and their views 
were generally accepted by the Government of India, who, however, inclined to 
the opinion that an entirely new alignment might be found necessary in view 
of the liability of the present tract to injury from floods. 

The proposal has been approved by the Secretary of State, provided that, on 
a further examination of the scheme, it be found practicable within a reason, 
able limit of cost. We understand that the project for a permanent Bolan Rail- 
way will soon be ready for our consideration. 

8. Boad between Dera GJiazi Khan and PisMn, — This road has already 
been sanctioned by Her Majesty’s Government ; it is merely necessary to 
remark that the needful steps aie being taken to carry out the project. 

The alignment of the entire length, except for a short distance between 
Rakni and Anambar, has now been decided on ; the estimates are in a forward 
state, and work on a portion of the road has been put in hand. 

As Your Lordship has already been informed in our despatch in the Public 
Works Department, No. 30 F. W., dated 18th June 1886, we have considered 
it necessary to construct a cross-road from Harnai to the new cantonment at 
Loralai in the Bori valley. 

9. Sind-Sagar Bailway, — The extension of the Sind-Sagar Railway to 
Mianwali, opposite Bannu, is being proceeded with rapidly. The conversion of 
the Salt Branch has been completed, and rails have been laid on 230 miles of 
the entire line, leaving 90 miles still to complete. 

10. Line across Bajputana desert, — With respect to the scheme for con- 
structing a cross line of railway to connect the Rajputana with the Indus Valley 
system, the preliminary survey of an alignment from Ajmere through Bikanir 
to Bahawalpur is now in progress. 

12. The last measure connected with communications, referred to in our 
previous letter as being under consideration, is the improvement of certain of the 
steep gradients of the North-Western Railway between Jhelum and Rawalpindi. 

An estimate for this work, which we regard as of a pressing nature, is under 
preparation ; we may remark here that, as the exceptional military traffic to be 
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provided for must necessarily run towards the frontier, only the gradients rising 
in that direction call urgently for improvement. 

13. One work in this connection has not been previously mentioned, the 
bridging of the Chenab at Shere Shah, near Multan, on the branch of the Sind- 
Sagar Railway from Shere Shah to the Indus at Kareshi Ghat. It has hitlierto 
been contemplated to arrange for the crossing of the Chenab at this point by 
means of a steam ferry. In view, however, of the inconvenience and delay 
likely to result from two breaks in the short line of communication betwe,en 
Multan and Dera Ghazi Khan, and in the absence of any serious engineering 
difficulty, we are of opinion that the desirability of bridging the Chenab should not 
be lost sight of, although the work is not looked upon as one of pressing urgency. 

15 (last clause). The importance in the event of hostilities of rapidly ex- 
tending the North-Western Railway from Peshawar to Jumrood should not be 
lost sight of, but we do not ask for the immediate construction of this line. 
***##*## 

22 (part.). As a pai’t of the road already under construction connection 
Khushalgarh, Kohat, Bannu, and Dera Ismail Khan, we propose to include a 
short branch road from Laki to a point on the Indus nearly opposite the Mian- 
wali sti^-tion of the Sind-Sagar Railway. 

Whether a convenient crossing can be made from this point to Mianwali 
direct, or a detour by Kalabagh would be preferable, is a question now under 
investigation. 

Trans-Indus railway communication between Bannu and either Isa Kheyl 
or Kalabagh is recommended by the Oommander-in-Chief ; and although for 
the present a good road between these points will perhaps suffice, it may even- 
tually be found desirable to adopt one of these two alternative alignments as a 
part of the Sind-Sagar Railway system. 

It seems not impossible that the eventual extension of the Sind-Sagar line 
beyond Mianwali, so as to join the Bawalpindi-Khushalgarh branch of the 
North-Western system, may be found to be expedient. 

32. The following statement furuishes a comparison of the approximate cost 
of the works for the protection of the North-West Frontier as originally pro- 
posed, and as now recommended. 

Expenditure on communications has not been included. The estimates of tlie 
cost of these roads, which, as stated in paragraph 25, will now he prepared, will 
be submitted hereafter for Your Lordship’s consideration and orders. The ex- 
penditure on this account will be chargeable to Revenue. 
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The cost of tiae armament for the proposed works is not comprised in the 
preceding estimate. We believe, however, that, allowing for a suitab le propor- 
tion of ammunition, it is not likely to exceed £150,000, raising the probable 
^ggi'egate expenditure to £1,060,000. 


No. 348 (Financial), dated 26fch October 1886. 

From — The Government of India, 

To— The Secretary of State for India. 

We have the honour to forward three Minutes, dated the 9th January 1886, 
the 14th March 1886, and the 2oth June 1886, by our honourable colleagues Sir 
T. 0. Hope and Sir A. Colvin on the financial principles to he followed by the 
Government of India in providing for Railway expenditure. 


Minute "by the Hon. Sir T. 0. Hope, K.C.S.I., C.I.E., dated 9th January 1886, 

On the 4th December last the Secretary of State telegraphed that he esti- 
® mated that the lapses on English outlay provided 
Fiontier^® . I .* railways in this year’s Budget would amount 

22 00 400 lakhs of rupees. The Public Works De- 

* ■ partment thereupon req[uested the Financial De- 
partment to endeavour to make special arrangements to secure, for the coming 
year, lapses of English outlay, so that the programme of construction for that 
year might not he disarranged. 

The Financial Department reply that they can do nothing to assure lapses, 
as they expect to find difficulty in providing even the year’s grants, but that as 
these, in their tarn, will probably not be worked up to, the matter will practically 
come all square in the end. 

2. It would appear that the prejudicial effect of uncertain supplies of either 
materials or funds upon not only the speedy but the economical construccion of 
onr Indian railways is not fully appreciated in either England or India, and that 
it is supposed that one or other may, without prejudice, be turned on and off as 
readily as water from a tap. 

3. As regards “materials,” including rolling-stock, the procedure on the 
sanction of a project is carefully to consider the practicable rate of progress, 
and to adapt thereto both the indents for bridge-work, permanent-way, and stock, 
and the Indian programme of operations, together with the Budget allotments for 
both. If the Store Department are dilatory, as too often happens, and the 
materials arrive late, or not at all, in the course of the year, lapses in India or 
England, or both, are the necessary result. If these lapses are not re-granted, 
then, in the next year, either funds designated for construction must he diverted 
to pay for the materials, or indents for materials needed in that year under the 
programme must be thrown forward if possible, construction in full swing must 
be suspended, and the case may often happen, as this year, of material arriving, 
but there being no money even to pay its railway freight to destination. Worse 
than this, the non-arrival of matenal indispensable for one urgent work neces- 
sitates the withdrawal of similar material from atiother, thus causing expense in 
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transfer, besides disorganisation, or lapse of grant, in the latter. We thus get 
into a vicious circle ; delay in indents disorganises work and causes lapses, which 
again react upon other indents and work, the only certainty being waste of time- 
and money in one quarter or another. 

4. When, however, uncertainty and variability in the annual grants them- 
selves are superadded to uncertainty of stores-supply, the result is confusion 
worse confounded. This uncertainty may be illustrated by the following 
facts 

{a) In February 1884, provision in the Budget of 1884-85 of R68,88,000 
of arrears of the Productive grant, which bad accrued, was refused. 
(5) In May 1884, 45 lakhs were granted for the Sind-Pishin Railway. 

(c) In June 1884, 10 lakhs out of item were granted. 

(d) In November 1884, another 5 lakhs were added to item (5). 

(e) In December 1884, 92 lakhs, including the balance of item (a), were- 

granted, 

(/) In January 1885, 33 lakhs out of item (6) were withdrawn. 

(^) In Fehrnary 1885, 51j lakhs of lapses, which had inevitably ac- 
crued from such large grants at such a late period of the year, 
were allowed by the Financial Department, and distributed in tho 
Budget of 1885-86. 

(A) On March 3rd, 1885, a forecast was sent to the Secretary of State, in 
which it was assumed that certain advances, amounting to 7o 
lakhs, would he refunded by companies, and available for outlay 
in the year. 

(i) On March 14th, 1885, these refunds were unexpectedly ruled not to 
he available, and operations on various lines were contracted in 
proportion. The Budget was finally framed on the above bases, 
and all executive arrangements were made accordingly. 

(y) In May 1886, 68| lakhs were withdrawn from the Railway grants ; 

the net reduction on Internal Railways being 44J lakhs. 

(^) In June 1885, the Secretary of State disallowed the Slf lakhs of 
item (y), but the reductions made in May rendered the enforce- 
ment of this in addition impossible. 

(l) In September 1885, Rs. 6,89,000 out of item (y ) were re-granted, as 

the Secretary of State failed to make his share of the reductions 
comprised in that item. 

[m) Further re-grants of the undermentioned amount have also been 

made, to meet outlay already incurred on various lines, and to pay 
for the carriage of stores lying at Howrah for want of funds to 
convey them to their destination 

B 

In July and August 1885 * , 8,15,000 

In September 1885 4,00,000 

(») In October 1885, the Secretary of State granted 60 lakhs (Indian 
Midland refund), out of which 36 have been allotted to the 
Protective Railways which bore the hulk of the reductions— item 

O'). 

(o) In December 1886, the Secretary of State informed u» of the lapse of 
the 22 lakhs which is referred to in paragraph 1. 

6. I trust that the mere statement of the above facts will suffice to show 
the enormous difficulties under which this Department is called upon to work. 
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To accommodate executive operations to such ever-varying resources, and fco 
utilise or to do without, as the ease may he, materials supplied with irregu- 
larity which can never be foreseen, is a task which can, at best, be performed 
but imperfectly, and which is inevitably costly. But for the loyal support and 
unwearying vigilance of Colonel Filgate, R.E., the Accountant General in this 
Department, we should have fallen far short even of such measure of success 
as has been attained. 

6. More serious than administrative difficulty is the waste involved in 
sudden contractions and expansions of work. The reductions of May last in 
Imperial and Provincial Public Works, for instance, have eei*tainly cost more 
than the interest on temporary accommodation for a twelvemonth on the whole 
sum suspended would have amounted to. Large works, such as railways, can- 
not profitably be executed by driblets. Once started, economy is best secured 
by keeping the establishments at their full working power, by supplying 
materials in a regular flow, at the times they are actually required, and by 
completing successive sections as an aid to the rest. Starting and stopping work 
from time to time spasmodically ; suddenly discharging labour carefully collected 
and trained, and as suddenly endeavouring to re-collect it ; keeping highly-paid 
staff partially or wholly unemployed for months; at one time sending out 
material which there are no funds for utilising, at another suspending field-work 
for want of material ; and operating throughout on uncertain and fluctuating 
resources ;-“this is a mode of business which no mercantile firm could pursue 
with impunity, or would even contemplate seriously. 

7. The waste and other evils attendant on such a system were long ago re» 
Government of India’s Ko. 819 of OotolDer cognised, and provided against, to a cer- 
tain extent, by the re-allotment of 
unspent balances, which became for some 

years the established practice. The question came prominently before the 

Select Committee of the House of Com- 
mons on Indian Railways in 1884, and 
the evidence recorded by them, to which 
references are given in the margin, led 
them to include in their report the following recommendation : — 


2nd, 1879. 

Secretary of State’s No. 485 of December 
11th, 1879. 


Appendix No, 1, page 522, 
Trevor, 1680-82. 

Dickens, 3048, 3131, 3304, 

C onway-Gordon, 3526. 

Waterfield, 6104, 6193-5, 63209-21, 


29. The attention of your Committee has been called to, the mischief occasioned 
hy constant fluctuations of policy in the construction of railways, fand they are of 
opinion that a careful forecast having been made of future requirements for public 
works over a considerable term of years, such a scale of expenditure upon railways 
should be adopted as can reasonably be mamtained.” 


8. Independently of the effects above mentioned, the system now in vogue 
obviously tends to reduce, ou an average of years, the grant of 350 lakhs per 
annum from borrowed money, which was recently assigned for railways and irri- 
gation. Such reduction must cause two evils — the giant, which has been some- 
what pointedly announced to Chambers of Commerce and the public, in reply to 
their representations, will not be worked up to, and the completion of the works 
will he delayed beyond the time contemplated in the forecast. The importance 
of the latter evil may he measured by the following orders in the Secretary of 
State*s Military Despatch, No. 271 of 15th October last : — 


“ 2. With respect to the roads, railways, and bridges detailed in the 3rd paragraph, 
of your letter and already sanctioned, I have only to express my earnest desire that 
they may be pressed forward with such energy as to ensure their completion within 
the period estimated by your Government, — via., the end of the year 1887^88.” 

G 2 
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If materials are not punctually sent out as required, and if allotments fall 
short, and are also irregular, no energy on the part of this Dej)artraeut can avail 
to fulfil His Lordship’s desires. 

9. In bringing this case, with the foregoing remarks, to the notice of His 
Excellency the Viceroy, it is not my object to revive past controversies in detail, 
to renew complaint against delays of the Store Department already brought to 
notice, or to enter into the question of how far the irregularity and unceitainty 
of money giants which have prevailed were preveutible. My sole desire is to 
promote such arrangements as shall ensure, as far as reasonably may be, that 
such evils shall not affect and nullify the new forecast, prepared in September 
last. This forecast I understand to have been generally approved of in the Secre- 
tary of State’s Einancial Despatch Ho. 367 of 10th December 1885, although 
His Lordship remarks that he does not deem it necessary to pronounce an 
opinion upon it for years subsequent to 1886-87, for which it is adopted, because 
“the rate at which progress can he made must be contingent on many circum- 
stances on which no confident opinion can at present be formed.” 

10. To secure the prompt and regular supply of materials upon indents sup- 
ported by allotment of funds, the co-operation of the Secretaiy of State alone is 
necessary, iu simplifying the official routine at the India Office, and insisting on 
immediate attention to requisitions intimated as urgent, or for compliance 
within a specified date. 

In order to provide funds as required, and to obviate entirely the difficulties 
regarding lapses, I would bring to notice a recommendation made by Colonel 
Eilgate, R.B., the Accountant Geneial in the Public Works Department, iu 
1883, that the whole amount required for the completion of the works in the 
progi amine should he secured by a single loan, to be paid up gradually by 
peiiodiral calls at intervals fixed, as far as circumstances admitted, in gon oval 
harmony with it. Such a loan would probably possess considerable attractions 
for certain classes of investors, while securing regular supplies on reasonable 
terms. 


Minute hy the How. Sib A. Oolviw, K.O.S.I., on the alleged uncertainty of 
Railway Gmnts,‘^daUd the 14ih March 1886* 

The proposal put forward by the Honourable Mr, Hope is, so far as I can 
judge, identical in aim with similar proposals which have, on previous occasions 
been negatived. It seeks to secure for the Railway Department an annual 
supply of funds which shall be independent of our general financial require- 
ments. The force of the objections previously taken seems to me to have 
greatly increased by the experience gained since they were made. Tho events of 
the last two years, in other words, have greatly strengthened the position that the 
supply of funds for our Railway needs 'is so bound up with the supply of funds 
for all other needs— that is to say, with our finances — that it cannot be treated 
independently, 

2. The suggestions now put before us are, apparently, based on the assump- 
tion that we are to carry out the whole of the works in our programme within 
a given term of years. This assumption, if I rightly understand the matter, is 
incorrect ; and in his last instructions the Secretary of State has declined to 
sanction any programme of annual work beyond that for the corning year. 
But, waiving this point, and assuming that we bound ourselves to take xip a 
certain amount of loan every year and devote it to Railways, we should, in the 
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event of war or famine, or other strain on our resources, such as experience shows 
to be frequent, and such as we have every ground at the present time for believ- 
ing imminent, find ourselves in very serious embanassment. If, on the other 
hand, it was optional with us, not imperative, to take up the annual loan 
requirements, or if we might devote them in case of need to other than railway 
expenditure, we certainly should, if in difficulties, exercise our discretion as to 
the mode of their employment. I do not see, in such case, how the uncertainty 
complained of as to the supply of funds for railway constructions would be 
lessened. Loans floated, moreover, on conditions such as those contemplated 
would prove, in my opinion, very unfavourable to us. 

I will not discuss the particular proposal now put before us at greater 
length, because, as I have said, the objections hitherto taken to the principle 
which it seeks to carry into practice, seem to me so fully confirmed by time and 
experience as to make further consideration, especially in our present financial 
circumstances, unnecessary. I wish to guard, however, against misconception 
which may be caused by what has been urged in regard to the uncertainty of 
supply which is put forward as the basis of the proposal. The illustrations 
given in this regard turn wholly on the operations of 1884 and 1885. In the 
first place, the sum of E68, 88,000, claimed in 1884-85, which forms the subject 
of the first seven illustrations given, was not what might be understood by the 
expression “ arrears of the Productive grant.** It was not a lapse. It was the 
unforeseen outcome of a variety of account operations of past years, which 
resulted towards the close of the financial year 1883-84 in rendering it possible 
for this Department to place the above sum at the disposal of the Department of 
Public Works (assuming that funds were forthcoming) without violating the 
orders of the Secietaiy of State as to the limits of the annual expenditure 
permissible from Capital. No promise was made to the Public Works Depart- 
ment as to when this extraordinary grant would he given them ; that Depart- 
ment, on the contrary, had every warning to arrange its operations on the 
assumption that the money would not be immediately forthcoming. When the 
Department of Public Works pressed us at the time the Budget for 1884-85 
was being prepared to make an allotment for the whole amount in that year, 
we were unable to promise any portion of the money within 1884-85, and merely 
iindertook to consider the question at a later date during that year, and to do 
what might then he found possible. The Department of Public Works were 
aware, from the first, that the grant of any portion of this extraordinary sum 
of 68i lakhs during 1884-85 was extremely uncertain ; and if they wished to 
secure certainty of supply they might have acted on this knowledge.^ Nothing 
in the proposal now put forwrad by the Honourable Mr. Hope would, 1 may 
add, by the way, have afiected this particular item. 

In regard to 1885, eight illustrations are giveu. In respect of the first two, 
the Government of India, in the Department of Public Works, had, in its 
anxiety possibly to push on work, assumed that certain companies would take 
up at once certain lines, and make certain consequent refunds in 1885 — antici- 
pations which, it was found when the estimates were being framed, could not be 
counted on, and the Public Works aiiangements suffered accordingly. The 


* I may note here that item (/) in paragraph 4 is erroneous. The 33 lakhs there mentioned 
were not viithdrawn, but were transferred m our accounts horn "Revenue to Capital." This 
transfer made no difference whatever m the actual expenditure of the Department of Public Works 

in 1884*86. 
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result, quoted as an illustration of uncertainty of supply, is, in my opinion, 
ratlier to be traced to a too sanguine view of possibilities taken in India. 

The withdrawal of the grants referred to in May 1885, whidi furnisb. the 
next five instances, was due to the war prepaiUitions, and was part of the general 
economies in all departments enjoined at that critical time. This illustration, 
again, is, therefore, obviously inapplicable as an illustration of normal practice. 
The money was re-granted later in the year. 

It will be seen, therefore, that the illustrations, both of 1884 and 1886, are 
drawn from wholly peculiar circumstances. To quote them as instances of the 
normal working of the departments, and to take them as the text for a new 
departure in financing our railways, seems to me inadmissible. Apart, however, 
from this, it is clear, as I have said, that if it was thought foimerly undesirable 
to bind ourselves to a fixed annual expenditure for railways, it is much more so 
now, when we are struggling with increasing financial difficulties. The remedy 
at any time, even assuming that great uncertainty as to grant of lapses had 
existed, but certainly the remedy at the present time, seems to lie in a cautious 
and model ate programme of outlay on railways, which will make us less depend- 
ent on such grants as this, than in projects for making railway finance independ- 
ent of the finances of the Empire. Such independence is, in my judgment* 
illusory. 

I have shown what was the nature of the transactions in 1884 and 1885. I 
put up a tabulated statement, to which I beg special attention, showing the 
grants of lapses which have been made between 1880-81 and 1885-86. They are 


as follows : — 

S 

1880- 81 424,110 

1881- 82 306,912 

1882- 83 648,951 

1883- 84 1,505,700 

1884- 85 980,900* 

1885- 86 667,614t 


So far as I am aware, in none of the four former years was there any diffi- 
culty about the re-grant of lapses. The exceptional circumstances connected 
with the grants of 1884-85 and 1885-86, which have been used as normal illus- 
trations, have been explained by me in this note. I ana not aware of other 
instances, except the 22 lakhs desired in the current year. Difficulty in provid- 
ing funds has increased, as it might be expected to increase, with the execution 
of the policy of devoting annually iaiger sums than in previous years were 
judged needful to railway construction. It is a difficulty inseparable from that 
policy. It may suggest doubts, especially in the present condition of silver, as 
to the expediency of the policy, but it cannot be disposed of by seeking to estab- 
lish distinctions between the financial requirements of the State as a whole, and 
the financial requirements of the Public Works as a Department of 'the State. 
Examination shows that our circumstances admit in practice of no such distinc- 
tion ; — 


* In addition to £688,800 granted towards the close of the year, though it was not, properly 
speaking, a lap'^e. 

t The re-grants of the lapses in 1886-86 do not eq^unl the total lapse of the previous year, because 
they were large special grants in 1886-86 which for es^ceeded the ungraute balance of the 
lapses. ^ 
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Further Minute hy the Hon. Sib Thbodoeb 0. Hope, K.C.S.I., C.I.E.,— JaM the 

25 th June 1886. 

Noesception 'being taken by my honourable colleagne Sir Auckland Colvin to 
xnj suggestions regarding a more prompt and regular compliance with indents, 
I trust that I have the advantage of his support in this matter. 

2. In opposition to the plan for diminishing the present uncertainty of rail- 
way grants, I understand him to argue that (1)' it is identical with previously 
negatived proposals seeking to establish a distinction between the financial 
requirements of the Public Works Department and those of the State as a 
whole ; (2) that the illustrations given in support of it are unfair, being drawn 
from an exceptional and not a normal state of things ; (3) that the old objec- 
tions which caused such proposals to be negatived have been, confirmed by the 
expeiience of the past two years, and the difficulty of finding funds has been 
enhanced by the policy of spending on railways larger annual sums than hereto- 
fore ; (4) that the true remedy for such difficulties as there may be lies in a 
more cautious and moderate programme of railway outlay, involving less depend- 
ance on grants of lapses. 

3. The first argument indicates, I venture to think, a misapprehension of 
the nature of my proposals. In 1883 I did, indeed, suggest that the Imperial 
Public Works Department should he placed on a quinquennial contract basis 
analogous to, and no more independent of the Imperial finances than, the con- 
tracts of Provincial Governments ; and experience has confiimed me in the 
belief that such an arrangement would have conduced to greater effioiciioy and 
economy. But what I have now put forward is quite different, and simply 
amounts to this, that individual State Railways, or a group of such, should be 
dealt with, when actually sanctioned, just as railways conceded to companies 
under a guarantee are dealt with — that is to say, tliat they should be prosecuted 
to completion with such speed and regularity as is consistent with economy of 
construction, instead of spasmodically, with uncertain and often fluctuating 
resources— “a mode of business which no mercantile firm could pursue with 
impunity, or would even contemplate seriously.” 

4. I wish that I could flatter myself that, as is next pleaded, my illustra- 
tions are drawn f ro-m a wholly peculiar period. My honourable colleague’s whole' 
argument would seem to depend rather upon a principle under which they are 
jnstifiable, and mnst necessarily become normally repeated, according to the 
policy, the predilections, or the panic of the hour. If my present proposal is 
inadmissible, because regularity of grants is impossible under financial consider- 
ation as a whole, then my illustrations are appropriate, but of an irremediable evil* 
If, however, this be not so, and the intention is that railway grants shall nor- 
mally, in the absence of political or financial cataclysm, be regular and reliable, 
then this proposal, providing effectively for the same intent, cannot reasonably 
be objected to. 

5. As to the third argument, resting on the alleged experience of the past 
two years, I would affirm that the hand-to-mouth system of financial supply 
prevailing in the period has not proved economical in any sense, hut wasteful, 
and that no real necessity for it existed. That money suddenly withdrawn was 
re-grauted shortly is no mitigation or defence of the evil, hut the rovei'se. 
Neither can a policy of larger annual railway grants be pleaded in extenuation, 
because such grants have been shown to be in theory, and found to be in practice, 
not materially larger than before. 
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6. The remedy suggested by my honourable colleague— a more cautious and 
moderate programme, less dependent on re-grants of lapses — does not seem to be 
either practical or applicable to the case. 

How could the withdrawals possible under the hand-to-mouth system be 
discounted beforehand in the programme ? Supposing we provided out of the 
annual loan grant an unallotted reserve to meet them, we should be raising 
money which could not be spent, and vastly .increasing the lapses of which the 
Secretary of State formerly complained. Be the programme of outlay for the 
year large or small, it ought evidently to be worked up to as closely as possible. 
Lapses should be minimised, and my present proposal would do so ; but to do 
away with them, or with the need for re-grants to counteract the mischief they 
cause, by any previous adaptation of programme, is impossible. 

7- In the ninth paragraph of my note of the 9th January last I explained 
that it was not my object, in bringing this matter forward, “ to revive past 
controversies in detail . . ., or to enter into the question of how far the 

irregularity and uncertainty of money grants which have prevailed were pre- 
ventible.” The fact that grants have been uncertain being undeniable, it 
seemed to me that a proposal for rendering them less so in future might well he 
discussed in and that such controversies possessed no necessary rele- 

vancy to it. As, however, my honourable colleague has judged otherwise, I 
presume that I have no alternative hut to reply to the criticisms which he has 
advanced relating to certain items in the fourth paragraph of my previous note^ 
and have accordingly done so in a memorandum appended. 

These points of detail might be pursued further did I deem it necessary or 
profitable to do so. They do not, in my opinion, affect the main question. 

8. The main question is simply this : Outlay on railways ought at all times> 
and especially in the present time of financial pressure, to be carried out as 
economically as possible, consistently with sound construction. 

The term of years fixed in any programme for constructing one o-r more rail- 
ways is simply the period in which the works once started can, with existing 
means, be most economically pushed to completion. 

Loss of economy cannot hut result whenever it becomes necessary to depart 
from such a programme, for the carrying out of which establishments have been 
formed, contracts entered into, and stores and labour collected: and departures. 
are inevitable when the supply of funds is a matter of uncertainty. The most 
favourable condition under which railways can he constructed is when the- 
capital required can he called up at will, so that the progress of work can be- 
adapted to fit with economy the supply of labour and the fluctuations in the 
price of materials and in exchange. I£ progress be checked by want of adequate 
funds, capital already spent remains for a longer time unproductive, and in the 
end the State is burdened with a permanently increased charge in the shape of 
interest on the more expensively constructed work. 

To set against this there is only the temporary deferment of a portion of the 
interest charge which must eventually he met. 

It is evident, therefore, that financial loss, in cost of both works and 
establishment and in leaving expended capital unproductive, is caused by 
uncertainty and sudden curtailment of funds. This loss, which is equal to, if 
not often greater than, any temporary gain in interest arising from the non- 
supply of such funds, does not appear to he sufficiently appreciated in either 
England or India, though it was recognised by the Parliamentary Committee 
of 1884. No mercantile undertaking would be so worked as to incur it. It is 
a permanent loss to the finances of the Empire and should be recognised as 
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such, not treated as if it were a mere loss or grievance o£ the Pnhlio Worts 
Department. 

9. I readily recognise that Sir A. Colvin has done the best he saw his way 
to under the present system, and has re-granted lapses, or made what, in another 
sense, are new grants, when the state of his balances allowed. But what is 
wanted is a change of that system. Let all due consideration precede the com- 
mencement of a State Railway or group of such railways. But when com- 
mencement has been determined on, let suitable financial arrangements be made 
for the entire capital being raised and subsequently forthcoming from time to 
time, as required. The State pursues this course in respect of the undertakings 
of Guaranteed Railway Companies ; why should it not do so in respect of its 
own? 

Octcher im, 1886. T. C, HOPE. 


Memormdu'ifru 

Item (a), E68,88,000. — This item is quite correctly described. Several items 
had been debited by the Financial Department to the Productive grant which 
the Public Works Department considered ought, under the orders of the Sec- 
retary of State, to he otherwise dealt with. After lengthened discussion the 
view of the Public Works Department was recognised as correct. They had no 
reason to suppose that the decision would not he acted upon as in analogous 
previous cases, or that anew system, contrary to the principle hitherto recog- 
nised in the granting of lapses, would be introduced. They knew that there 
was no substantial reason why the money should not be raised as a part of the 
annual loan, and they had no special warning that the grant of the item was 
uncertain. 

Items (y) and (A). — The anticipations of the Public Works Department 
cannot he ascribed with justice or accuracy as due to “a too sanguine view of 
possibilities taken in India.** In 1884 construction operations on the Bhopal- 
Cawnpore (now Indian Midland) and the Nagpore- Bengal Railway had been 
commenced, in anticipation of the cession of these lines to companies, under the 
formal sanction of the Secretary of State, and within the limits of grants 
approved by the Financial Department. The companies, when formed, were to 
refund the outlay thus advanced. On the 16th December 1884 the Secretary 
of State had telegraphed thus : — " Yours fifth. Negotiations in satisfactory 
progress with promoters, Bhopal-Cawnpore Railway, on basis of terms em- 
bodied in Southern Mahratta Railway contract. Negotiations with promoters, 
Nagpore- Bengal Railway, recently opened on the same basis.** Later private 
accounts confirmed these anticipations, and even as late as March 3rd, 1885, the 
Financial Department endorsed them by approving the forecast referred to in 
item (h) as sent to the Secretary of State, just as, only a month earlier, they 
had approved the distribution of lapses. 

Itemig ), — The Public Works Department had thus the highest authority 
for their expectations and arrangements, and the subsequent overthrow of both 
is a good illubtration of the uncertainty of supply. 

Item (y).— The statement that this withdrawal was due to war prepara- 
tions ia no way proves its unsuitability as an illustration of uncertainty of 
supply. The adoption of the^reoedent of 1878-79-80, when the normal grant 
was left untouched, would have been more economical than this withdrawal. 

Item (/).— This item also is quite correct. The “ Revenue” grant made in 
May 1885 was withdrawn to the extent of 38 lakhs. The fact that, owing to 
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the lapses necessarily resulting from tLe large grant (e) being made as late as 
December, the expenditure under it could be transferred to the head of ** Capital,** 
did not affect the alteration, and seems irrelevant. 


Defences of the North- 
Westein Frontier. 


Bolau Bailway. 


Extract, paragraphs 1 to 5, 7, 8, 10 (last clause), 17, and 26, from a Despatch to the 
Government of India,— No. 24, dated 27th January 1887. 

I have considered in Council your despatch, dated 4th October 1886, 
No. 156, reporting the steps which have been taken by 
your Government in connection with the defence of 
the North-West Frontier of India, and I now proceed 
to communicate to yon the views of Her Majesty’s Government on the subject. 
I forward a memorandum, drawn up by Colonel H. Schaw, R.E., Deputy 
Director of Fortifications, regarding the defence of the Pishin Frontier, which 
appears to me to contain very valuable suggestions. 

2. I trust that no time will he lost in carrying out the surveys necessary to 

enable you to amve at a satisfactory decision as to 
Smd-Pi6h.iii line will be most suitable for the prolongation 

of the Sind-Pishin Railway, and as to whether a surface 
line or a tunnel will he the best means of crossing the Amran Range in the direc- 
tion of Kandahar. 

3. Having regard to the liability to injury by floods of portions of the pre- 
sent temporary line through the Bolan Pass, I am of 
opinion that no effort should be spared in order to 

complete the line md Harnai, and I am glad to observe that vigorous action 
has been maintained upon it. 

At the same time the project for the permanent line through the Bolan 
Pass should he worked out as practicable. 

4. It is satisfactory to find that the preparations for the road between Dera 

Ghazi Khan and Pishin are in a forward condition, 
Khan and^pTstin.^^^^ ^ portion of the road has actually been 

commenced. 

I have already sanctioned the construction of the cross-road from Harnai to 
the new cantonment in the Bori Valley at Loralai. 

6. I await the preliminary survey which you state is now being prepared for 

a cross line of railway from Ajmere through Bikanir 
^^Dine across Eajputana De- Bahawalpur, to connect the Rajpntana system 
with the Indus Valley system. 

#*■•**#* 

7. I authorise the improvement of the steep gradients of the North- 
Improvement of gradients W^estern Railway between Jhelum and Rawalpindi, 

between JbftoSdtoS and I trust that the work will be pushed forward as 

Speedily as possible. 

8. I agree as to the eventual expediency of bridging the Chenab at Shere 
Shah, near Multan, on the branch of the Sind-Sagar 
Railway from Shere Shah to the Indus at Kareshi 
Ghat, instead of relying on a steam ferry as the sole 

means of crossing the former river. 

«**##### 

10 (last clause). The road between Peshawar and Landi Kotal must be kept 
in good order ; and the importance of being able rapidly to extend the railway 
from Peshawar to Jumrud should be borne in mind. 


■Bridging of the Chenab 
near Multan. 



88 


BA.I1WAT POLICY. 


17. I further sanction the construction of the short branch road from Lak 

^ ^ to a point on the Indus opposite the Mianwali station 

Defensive measures at . 


Banun. 


of the Sind-Sagar Eailway. 


I consider the recommendation of the Commander-in-Chief that Eannu be 
connected by rail with Isa Khel or Kalabagh is of great importance, and early 
enquiry should be made as to which of the two routes it is the more advisable 
to adopt. 

26. I find it difiicult to accept as adequate the reasons you give for the delay 
which has takeu place in carrying out the works previously sanctioned, and I 
desire to express the earnest hope of Her Majesty’s Government that the mea- 
sures to which sanction has been now accorded will be pushed forward to com, 
pletion with the least possible delay. 


Memorandum hy Colonel H. Schaw, R.E., Deputy Director of Fortifica- 
tions^ — dated War Office ^ the l?t7i Deceonher 1886, 

Inspector-General of Fortifications,— 

I have read carefully the reports by Major-General Sir C. M. MacGregor 
dated 9tb November 1885, and that from the Indian Government, dated Simla, 
4ith October 1886. In both of these reports the necessity is recognised of hold- 
ing the Amran Range, and there is perfect agreement as to the means to be 
adopted as regards the immediate defence of this advanced position. Both also 
agree in considering that the ultimate defence of the railway communications 
through the Bolan and Harnai Passes must be at the mouths of those passes at 
Balerai, Darwaza, and Gurkhai, with a connecting line in rear of the inaccessible 
ridge of Takbatu, which covers the communication, and it is evident that the 
railway connecting these two lines should be in rea/r, instead of in front, of the 
Takbatu ridge, as recommended hy Sir Charles MacGregor, and which, it is pre- 
sumed, therefore, offers no physical difficulty of sufficient importance to prevent 
it. 

The point on which a difference of opinion exists is as to whether the forti- 
fied pbsitiou, or entrenched camp, should be at the Takbatu position or at the 
advanced position of Syud Hamid. Sir F . Roberts recommends the former ; 
Sir C. MacGregor the latter. 

In order that a judgment may be formed as to the comparative merits of 
the two positions, it is advisable that they should be considered under two 
aspects — 

(a) Under the supposition that what appears to be our present policy 
in the event of war with Russia has been successfully carried 
out in its first step, — viz,, that a British army has advanced to 
Kandahar, and in the vicinity of that place has met a Russian 
army, and then that the British force has been defeated and has 
been forced to retire on Pishin. 

(5) That, owing to causes which need not be considered here, the above 
policy has not been carried out, but that it has been decided to 
fight the Russians at Pishin. 

Under the conditions assumed at (a), it would seem that a beaten army 
which had retreated through so difficult a countiy as that lying between Pishin 
and Kandahar would not be in a position to fight a successful defensive-offeu- 
61 ve battle in snch a position as that proposed at Syud Hamid, but that, after 
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deriving suoli succour as could be afforded by the garrison left at Pishin in 
holding the passes on the Amran Range, if forced to retire htill faither, it 
w OTild be obliged to take tip a purely defensive position until reinforced largely 
from the rear and reorganised, and that consequently the Takhatu position 
would be better than the Syud Hamid position, which latter, although ap- 
parently well adapted for an offensive-defensive action by a large army, well 
disciplined, well commanded and in good heart, seems liable to be turned and 
enveloped, particularly by a turning movement round the right, which would 
endanger its communications. Such a turning movement is guarded against in 
Sir Charles MacGregor’s proposal by works at the debouches of the passes to 
the north and east of Syud Hamid as far as Baishor and Bahzai. 

It is evident that, if an enemy is 'sufficiently numerous and powerful to hold 
the troops at Syud Hamid in front, and to penetrate as far as Bahzai to their 
right rear, the position at the Syud Hamid would be no longer tenable. If such 
a turning movement cannot he checked at some point further to the west on the 
high ground north of Syud Hamid, it appears to me that in any case that posi- 
tion has a serious defect, and in the particular case now under consideration* 
that of a beaten army, it would he inadmissible. 

(b) Let ns now consider the second case, that of an army holding the Amran 
Range as its first and outpost line against the Russian attack based on Kanda- 
har. It is obvious that a sufficient body of troops must be at hand to reinforce 
the troops holding the passes of the Amran, and the positions at Gulistan and 
Kila Abdulla are apparently most suitable for this purpose, hut, as before 
observed, it seems essential that the attempt to turn the right of this position by 
the Kadanai should be checked farther to the north-west than Barshor and 
liabzai. This appears to he difficult, as the distance at Kadanai is very consi- 
derable, and a detached foice there would, if attacked by supeiior forces, have a 
long and difficult retreat. Still this seems necessary to make the defence of the 
Amran position really strong, and if such an attempt were thus discovered and 
checked in time, no doubt a strong and most damaging flank attack from the 
Syud Hamid position could he made on an enemy committed to this movement ; 
such an active attack appears to me much preferable to the proposed forts along 
the line Barshor to Bahzai. 

To support the Gulistan-Kila Abdulla position a force wonld no doubt be 
collected at Syud Hamid, but I should be disposed to confine any permanent 
works which might erected here to one covering the main bridge at this 
point. Field works could be quickly thrown up by an army occupying the 
position to strengthen it. Roads and bridges should, no doubt, be created in 
peace time, as proposed. 

Under the above considerations, it seems to me that the principal permanent 
works should be on the Takhatu position, where in case of war the final stand 
must evidently he made, under whatever circumstances we may engage the Rus- 
sians at Pishin. This position, although in some degree abnormal, owing to its 
being[divided into two parts by the whole length of the Takhatu ridge, yet, if 
good rail and road communications be made, connecting the two positions in 
rear of this inaccessible ridge, it has the great advantage of obliging an enemy 
either to divide his forces by a very considerable distance if he attacks both 
positions, thus depriving himself of the power of reinforcing one wing at the 
expense of the other, or else of massing his attack on one of the positions 
under the observation of the defenders from the top of the ridge. The de- 
fenders could easily reinforce the wing attacked by means of their secure oom- 
muuicatious in rear of the ridge. For a purely defensive battle the Takhatu 
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has thus considerable advantages, and if the defenders were relatively strong 
enough they could also profit by the peculiarities of their position in making a 
counter-attack from the side which was less strongly attacked, all the advantage 
of observing the dispositions of the enemy being on their side. 

It must be conceded, however, that in giving up the Syud Hamid position 
the advantage of water-supply is resigned to the enemy, and there may be 
sanitary reasons for preferring to hold the more advanced position. Under the 
supposition (^), I have no doubt any General would elect to fight as far forward 
as possible, but that supposition presupposes some equality in the numbers Of 
powers of the contending armies, and in that case the less the British army is 
hampered by entrenchments the better. Under supposition (a) he would need 
all the aid that fortification can give him, both to resist direct attack and to 
preserve his communications, and such aid and security appears more easily and 
certainly to be attained in the more retired position. 

I recognise even in this Takhatn position a serious risk of a strong and 
enterprising enemy passing round the right flank to Kach, and so gaining the 
Harnai Pass. Against this danger Sir 0. MacGregor proposes to guard, in the 
case of the occupation of the Syud Hamid position, by the establishment of a 
fortified post at Balozai. Although this post seems too far in the rear of the 
Syud Hamid ‘position to he a satisfactory solution of the difficulty in case the 
army were posted so far forward, yet if the army were in the Takhatn position, 
it would seem to offer a very valuable support to the right flank, and to guard, 
as well as any fixed defence can guard, against the attack on Kach. 

The best safeguard, however, in such cases is undoubtedly a counterstroke, 
if the necessary foi'ce be available. 

If the above views be considered sound, — and they are offered with very 
great diffidence in the absence of any personal knowledge of the ground, — it 
would follow that the defensive measures proposed by Sir C. MacGregor would 
be adopted as regards the defence of tbe Amran Range and the Gulistan-Kila 
Abdula position, immediately in rear of, and supporting the defence of, the 
passes, but that the fortification of the proposed entrenched camp at Syud 
Hamid should not he carried out hy permanent works beyond whatever may be 
considered necessary to secure the passage of the Lora, while the main defence 
would he on the Takhatu position with a strong post at Balozai to guard 
against a turning movement to seize Kach. 

To guard against a similar turning movement on the right flank of the ad- 
vanced position, apparently it will be necessary to watch the roads from 
Kadanai, and how far any fortifications will assist in this duty I am unable to 
say. 

I should imagine that an army advancing from Kandahar and firmly 
opposed at the Amran position ought to be beaten, and that any attempt to 
turn this position either by its right or left ought to be at once detected and 
met with sufficient force hy an army in the Gulistan-Kila Abdulla position. A 
defeat here would no doubt mean destruction or a terrible disaster. 

Should the Russian army be, however, proportionately so strong that it 
could hold the British army in front, and work round its flank to tho rear of 
this advanced position, a retreat to the Takhatn position seems inevitable, and I 
do not see how an entrenched camp at Syud Hamid could be held for any length 
of time if its communications with India were in the possession of an enemy 
and, therefore, the construction of such entrenched camp would seem to me un» 
advisable. 

As regards the nature of the works to be constructed, modern experience 
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appears to point to tlie following departures from tlie types suggested in the 
report by Sir C. M acGregor 

1. The profile should not present any vertical wall to he breached by artil- 

lery, but only gentle earth slopes, on which artillery has no effect. 

2. The obstacles may be ditches with escarps “ en glacis^ so as to be com- 

manded by direct fire from the parapets, and well provided with ac- 
cessory obstacles, such as iron pallisades, wire entanglements, and 
land mines. Counterscarps may he used if desirable, 

3. For the complications of caponieis for fiank defence may very generally 

be substituted direct defence of musketry and machine guns. 

4. Bomb-proof shelter is most conveniently provided under barados, with 

gentle earth slopes which will deflect shells striking them. 

5. Artillery may very frequently he mounted more conveniently and 

advantageously in open batteries of siege type (the guns firing “ en 
larhette** or “overbank”) than in enclosed works. The batteries 
may be most securely placed in positions retired between the infantry 
redoubts when the form of the ground permits of such a disposition. 

6. The guns would command the distant approaches and converge their 

fire on those positions which would naturally be taken up by the at- 
tacking artillery. 

7 . For the actual defence of the redoubts, which form the tactical sup- 

ports of the troops occupying the position, infantry and machine guns 
are most suitable. 

8. In some cases, however, it is necessary to mount guns in redoubts, and 

in such cases it may be necessary to use flank defence, as direct 
defence from the parapets by musketry and machine guns becomes 
difiSoult, owing to the space taken up by the guns and traverses. 

9. Traverses are now of little use to protect guns from enfilade, owing to 

the accurate high-angle fire of howitzers. They are useful between 
guns directly counter-battered, as they restrict *the effect of bursting 
shells ; but they should not form honnettes higher than the parapet, 
as these mark the positions of the guns and catch and direct shells. 

10. Enclosed works should be as narrow as possible in the direction of the 

enemy’s fire. The deeper the work in this direction the better target 
it is for the enemy’s artillery. 

11. Direct musketry fire from trenches is the main element of passive de- 

fence and a clear field of fire is more important than obstacles. 

12. An enclosed work, liable to attack on all sides by siege artillery and 

infantry, and which would give efiBcient cover to its garrison and be 
defensible against such an attack, is now an almost impossible pro- 
blem, The more encircling the possible artillery attack, the more, 
difficult is the task of the engineer. If the site be considerably ele- 
vated, and there be no high ground within artillery range, a fairly 
solution may be obtained by means of parados. 

13. Field aiijillery giving full charges and giving a comparatively flat tra- 

jectory are much less formidable in the attack of entrenchments of any 
kind than howitzers, which throw their projectiles with curved trajecto- 
ries, and so search out the interior of enclosed work. The effect of field 
artillery on earthen parapets with gentle slopes is quite insignificant. 

14. In the case of detached works having no troops in support near them, 

and, therefore, liable to surprise at night, a well-flanked ditch appears 
still to be a necessity. 
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No. 58'(Pinanoial), dated lOtli February 1887. 
From— The Secretary of State for India, 
To— The Government of India. 


Your Excellency’s letter dated the 26th of October 1886, No. 348, forwarded 
Minutes by Sir Theodore Hope and Sir Auckland Colvin on the financial 
principles to be followed by your Government in providing for railway ex- 
penditure. In so doing. Your Excellency made no remarks on the subje-^t, 
and asked for no opinion upon it ; and I therefore consider it unnecessary 
to comment on the details of the dis^nssion. 

2. It is only necessary for me to observe generally that the responsibility 
rests with your Government, as a whole, for seeing that suitable arrangements 
are made for carrying on, in the most economical manner possible, the public 
works, sanctioned for the development of the country, both as regards the ex- 
tent to which new projects should be entered upon and the [appropriation of 
available funds to works in progress, subject to the limits prescribed and the 
rules laid down regarding expenditure on such objects, and specially to those 

general financial considerations which 
must always he paramount, and in re- 
ference to which the matured views of 
the Financial Member of your Council 
should obviously on all occasions carry 
special weight. I trust that the spirit of the instructions which have been 
from time to time given relative to the expenditure on public works, particular- 
ly in the despatches noted in the margin, will be cordially accepted by Your 
Excellency’s Government, and enforced in all departments of service. 


Despatches to India— 

7th August 1884, No. 237 F., para. 39. 
27th November 1884, No. 148 (Ry ), para. 
10 , 

30th April 1885, No. 112 F., paras. 7, 8, 
and 10. 

27th August 1885, No. 239 F., para 48. 


Minute the Hon. Sir Theodore Hoff, dated 21st April 1887. 

Secretary of State’s Despatch No. 68 (Financial), dated 10th February 1887. 

This despatch is up to a certain point quite satisfactory. 

It remarks that “the responsibility rests with your Government as a whole 
for seeing ” that public works are carried on in the most economical manner 
possible ; and that in reference to financial considerations “ the matured views 
of the Financial Member of your Council should obviously on all occasions 
carry special weight.” 

This is merely a recital of two well-known principles of the constitution of 
the Governor General in Council, ms?., that the responsibility for right action 
in any department rests ultimately with the whole Council, but that the views 
of the member in charge of each Department, be it Finance, Public Works? 
Military, Law, &c., should always carry special weight in matters concorniiig 
that department. 

It further states that general financial considerations must always be para- 
mount. This is indeed obvious, but its recognition is satisfactory in this .case, 
because the loss to the general finances from the existing system of supply of 
funds and stores for Public Works was the basis of the suggestions in my 
Minutes for the substitution of a better one. 

Having proceeded so far, however, the despatch ignores the loss in question 
and the suggestions made for removing it; it does not even allude to stores, and 
it enjoins, as regards funds, cordial acceptance and enforcement of certain past 
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orders wLicli only bear indirectly on the proposition I had made, and tend to 
perpetuate the loss. 

The fact of the loss on both counts is not, I believe, disputed, and could 
readily be established by overwhelming evidence if it were. In reference to it, 
“ the matured views ” of the Public Works Member of the Council which in such 
a matter " should obviously on all occasions carry special weight,” have been 
put forward. I have now discharged my duty in the matter. The respon- 
sibility for the annual loss which is incurred cannot be laid upon my adminis- 
tration. 


Minute ly the Hojsr, SiE A. Colvin, dated, 25th Ayril 1887, 

The particular recommendations put forward in the Minute of the Honour- 
able Department Public Works Member are, I understand, not accepted by Secre- 
tary of State ; and I don’t know that anything more is proposed to be done in 
the matter. The whole question of railway expenditure is under Secretary of 
Statens immediate consideration, and I have recently expressed my views on the 
subject. I do not know precisely the object with which these papers are now 
circulated : whether, that is, for information or otherwise. I do not think it 
necessary, therefore, to note on this despatch, further than to say that I desire 
to be understood as maintaining the views recorded in my Minute of 14th 
March 1886, in which I can fully examine the several illustrations put forward 
in my honourable colleague’s Minute in support of his proposals. 


Minute hy the Hon. J. B. Peile, dated 25th Ayril 1887, 

I agree with Sir Theodore Hope that it is very desirable to obviate the waste 
caused by uncertainty of supply in the construction of railways by adopting the 
mode of procedure which he advocates at the end Jof his Minute of January 
9th, 1886. When it is once decided that a railway can be undei taken, I do not 
see why there need be any obstacle in other financial requirements to providing 
the funds in that way. 


Minute hy the Hon. Liettt.-Geneeal G. Chesnet, dated BOthAyril 1887. 

I have for long been of opinion that it is very desirable to introduce greater 
fixity of procedure into the mode of allotting funds to the Public Works Depart- 
ment, especially for railways ; that such an arrangement would tend to economy, 
and that it might be carried out without inconvenience to the financial system. 
The army, the civil services, indeed almost every branch of the administration 
is carried on practically with fixed grants, and I have never heard of any suffi- 
cient reason why the same system should not be applied to railway administra- 
tion. The inconvenience of the present system is only mitigated in part by the 
habit of re-granting lapses. Of course grants to the railway or any other 
department cannot be made quite absolute : the pledge of the Government of the 
day to give a fixed sum for a term of years could not be binding on the Gov- 
ernment of the future, any more than a resolution of one Parliament can bind 
its successors. Ultimately the power which gives must always have also the 

H 
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powev to witbhold ; but it would be a great point gained if fixity and foreknow- 
ledge were to be tbe rule, and change and uncertainty the exception, and this I 
cannot but think to be quite practicable. 


Minute ly the Hon. Sib Thbodoee Hope, dated 1st July 1881, 

I certainly do not read the despatch as either rejecting my recommendations 
or the reverse. His Lordship says: — “ You have given no opinion, neither 
shall I ; this being so, of course existing orders must be loyally followed,'’ He 
adds some remarks of a general nature. 

The object of my note of 21st April is pretty plain, I think. It was to say 
that as I had made definite proposals, met effectively [the criticisms on them, 
and pointed out the loss which a continuance of the present system entailed, I 
had discharged my duty, and freed myself from responsibility in the matter. 

I am not called upon to say any more, unless it be in explanation of what I 
proposed. 


No. 47 (Financial), dated 22nd February 1887. 

From— The Government of India, 

To — The Secretary of State for India. 

In continuation of our Despatch No. 7, dated the 4th January 1887, for- 
warding the six months’ Estimates, and in reply to Your Lordship’s telegram of 
the 11th January, we have now the honour to communicate to Your Lordship 
our views in respect of the expediency of imposing fresh taxation in the ensuing 
year, should our estimated expenditure he in excess of our revenue. With regard 
to the present year, we understand that Your Lordship concurs in our view, no 
taxation is necessary, and that we may agree to some deficit on the accounts. 

2. We are not as yet in a position to say what will be the result of our esti- 
mates for the year 1887-88. These are now in course of preparation, and it is 
hazardous to express any definite opinion until they are more advanced. We 
are, however, informed by our colleague in the Financial Department that after 
taking credit for the temporary suspension of the Famine Insurance grant he 
does not, as at present informed, think it probable that, should we be able to 
take the rate of exchange at not less than the deficit on next year's esti- 

mates will amount to a considerable figure. Your Lordship will observe from a 
perusal of a Minute accompanying this despatch that in the opinion of some of 
our number the exhibition of a deficit may be avoided. Reserving, however, 
this point for the present, and on the assumption even that the deficit proves 
larger than at present contemplated, we are nevertheless of opinion that to meet 
it by an addition to our taxes would be impolitic. The present diflficulties of 
our financial position arise from the uncertainty attending exchange and the 
extra expenditure, whether Military or Civil, which we are compelled temporarily 
to incur in connection with the acquisition of Upper Burma. The first subject, 
which has been long before the Government of India, may be said now to have 
reached an acute stage. A Commission is sitting to enquire into questions of 
currency with especial reference to silver. We do not know what the recom- 
mendations of the Commission will be, but it may at least be expected that the 
decision taken upon them by Her Majesty’s Government will, in one or other 
direction, have an important effect upon the silver market. It is probable, 
therefore, that during the course of the coming financial year we shall be better 
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informed than for some time past has been possible in regard to onr prospects in 
respect of exchange. It is, then, premature at present to readjust our taxation 
on the assumption that the difficulties which now press upon us in this direction 
will necessarily become greater. We are opposed to taking at the present 
moment any action in the direction of further taxation so far as this class of 
difficulty is concerned ; and we desire to await the outcome of the enquiries now 
being pursued upon the subject by the Royal Commission. 

3. The same line of reasoning leads us to deprecate any increase of taxation 
on account of expenditure in Upper Burma. That expenditure, so far as it 
arises from the necessity of maintaining a considerably increased garrison in 
Upper Burma, will, there is every reason to suppose, prove of temporary dura- 
tion. Without proposing to commit ourselves to any forecast in the matter, we 
think it not unreasonable to expect that, hy the end of the ensuing financial 
year, a material further reduction of the garrison in Upper Burma may he 
effected. Similarly, for the moment, the revenue which we are receiving from 
Upper Burma is far below the standard which we may hope, apart from all 
further development of the country, to attain. The state of disorder still pre- 
vailing there prevents the due collection of revenue, but with the return of 
tranquillity it is to he expected that this difficulty will disappear. For some 
little time to come we shall doubtless be compelled to expend large sums in 
making roads knd in constructing barracks, whether for the troops or for the 
police, and in other civil buildings ; hut these are charges of a nature imposed 
upon as temporarily by the circumstances in which we find ourselves engaged, 
and in no way lead ns to anticipate excess of expenditure over revenue for any 
lengthened period. We are endeavouring, meanwhile, to strengthen our re- 
sources by the exercise of retrenchment and of economy in* all directions where 
we find that these can he judiciously enfoiced. But at a time of temporary 
pressure, however desirable it may be to postpone expenditure which can be 
reasonably avoided, the imposition of taxes in India, in view of the peculiar 
conditions inseparable from our rule in this country, appears to us to be uiide 
sirahle. 

4. Experience has sufficiently shown that, apart from the difficulties which 
at piesent surround us, there is nothing in the state of our revenues which indi- 
cates the necessity of resorting to measutes of taxation. If we compare with 
the time when we were in a state of equilibrium — such, for example, as the com- 
mencemeiitof the year 1885-86 — our present prospects, we find that our position 
now has been improved, in round figures, by £800,000 on account of income tax, 
hy £1,000,000 by increased net railway receipts, by not less than £600,000 by 
reduction of expenditure, and by £1,250,000 by the suspension of the Famine 
Insurance grant, or in all, by £3,650,000. On the other hand, we must debit 
ourselves with £1,500,000 on account of increased Military expenditure in 
1887-88 due to the carrying to completion the measures for strengthening our 
Military position in India, in accordance with the policy proposed by this Gov- 
ernment and approved by Your Lordship’s predecessors, with a further sum of 
£1,250,000 if we take the rate of exchange at Vlid. for the ensuing year, with 
possibly not less than £700,000 on account of increased Military expenditure in 
Burma during 1887-88, and a net deficit of, say, £500,000 on the Civil expendi- 
ture in Upper Burma, in that year, or in all with £3,950,000. The deficit on 
these figures is £400,000, but, setting aside the special extra expenditure con** 
nected with Burma there would remain an excess of receipts over expenditure 
of £800,000. This, it may be observed, is based ou the assumption of the sus- 
pension of the Famine Insurance grant ; but that measure having been sane- 
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tioned by Your Lordship may be taken into calculation when considering tho 
question of taxation. In giving the above figures we are well aware that there 
are other questions, such as those connected with opium, for example, which may 
in course of time become of importance in estimating our revenues, and that 
disturbing elements might be found in other directions. Eut at present 
these have not assumed a form suflScieutly definite to justify ns in taking them 
into serious consideration. Viewing our financial position as a whole by tbo 
light of the above remarks, we think it may be conceded that any deficit which 
may be found to exist will be the result of temporary embarrassments, to which 
we may either expect within a comparatively brief period to put an end, or of a 
kind which it would he injudicious to reckon at present as an element of con- 
stant disturbance. We conceive that it will he more conformable to sound 
policy and to precedent to submit, if necessary, to a temporary deficit, using 
every endeavour to put an end to the circumstances which are causing excep-^ 
tional expenditure, and exercising meanwhile a vigorous control over the finan- 
cial administration of the rest of the country. 

5. We have, however, to observe in this connection that one of Tonr Lord* 
ship’s predecessors has recently repeated the expression of the wish that a 
considerable surplus should be provided in the estimates. In Lord Kimberley's 
despatch of the 29tb July 1886 (paragraph 4) it is observed — “I must also 
point out that it has been repeatedly desired that a surplus of about £600,000 
may be provided in the Budget, that the one of £182,200 is much smaller than 
is prudent.” We are of opinion that while in normal circumstances a surplus- 
of £500,000 or tbei’eabouts may be desirable, it is not expedient at present, 
with especial reference to the position of the silver question, to budget for any 
such surplus. To do so would compel us to impose taxation which in the course 
of a few weeks may prove to have been unnecessary, in consequence of the oscil- 
lations of silver. We cannot, when the estimates are being prepared, frame any 
approximate calculation as to the amount which may be added to, or removed 
from, our expenditure by the course of exchange. We are now endeavouring to 
obtain from Her Majesty's Government their assent to the consideration of 
measures by which these sources of expenditures shall be rendered more liable 
to control. In the state of uncertainty in which we find ourselves we do not 
think it necessarily expedient that we should follow the rule which it would bo 
desirable to adopt if the factors in our calculations were stable. The arguments 
which we have employed against taxation with a view to preventing deficit, 
appear to ns a fortiori to apply to providing a surplus. Oar efforts should, in 
our opinion, be to attain or to keep as near to equilibrium as we may, by tbo 
exercise of economy and of prudence, hut to abstain, in the midst of an enquiry 
the practical issue of which we cannot at present foresee, from placing fresh 
burdens on the people, even though the result of such abstention should be tbo 
absence of a desirable surplus. Seeing that amongst the most disturbing ele- 
ments in the matter of expenditure is the increased loss by exchange, we are of 
opinion that, before imposing fresh taxation with a view of obtaining a surplus 
of £500,000, we should at least await the outcome of the deliberations of tho 
Eoyal Commission on silver. 

6. We submit the above remarks to Your Lordship on the assumption that a 
deficit in 1887-88 is possibly unavoidable. It has, however, been proposed for 
the consideration of this Government by our honourable colleague Sir Theodore 
Hope that we should so arrange our estimates as to avoid deficit arising from 
increased expenditure in Upper Burma. The views of Sir Theodore Hope and 
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of His Excellency tiie Commander-in-Cliief and Mr. Peile, wlio agree witli Hm, 
will be found in Minutes wbicb accompany this despatch. We are unable to 
concur in the recommendations which have been put before us by our honourable 
colleagues. The rule observed by us hitherto has been that unproductive outlay 
should ordinarily be charged to revenue ; only productive works, the receipts of 
which will presumably repay interest ontheir construction, being debited to loan. 
In England, where unproductive works have been in the first instance charged to 
loan, the ariangement was justified upon the ground that the obligation would 
be entirely discharged out of the revenues of the country within a limited 
time — a condition which, under present circumstances, we are not in a position 
to assert is likely to be fulfilled, still less to definitely undertake to fulfil. Since 
the decision taken in 1869-70 that the construction of military barracks should 
in future be wholly charged against revenue, it has been the rule in Icdia simi* 
larly to exhibit all analogous chaiges. The policy followed in this matter is in 
accordance with the principles laid down by Lord Kimberley in his despatch of 
the 27th November 1884, and Yonr Lordship will have observed that Lord Kim- 
berley, among other matters, questioned, in paragraph 7 of that despatch, the 
propriety of chaiging against borrowed money the proposed outlay on military 
roads, and desired that they should he debited to revenue. It has, on the other 
hand, been decided to charge the defence works and frontier railways, now in 
course of construction, to Capital, and to exclude them from the expenditure 
charged against revenue. We obseiwed that in 1878-79 the large expenditure on 
frontier railways was treated like other war charges and was charged against 
revenue, but we do not desire at present to question the expediency of the deci- 
sion adopted in 1885. It may he considered that such cliarges as defence works 
or frontier railways which lie outside the limits of civil expenditure may, on 
that account, be separately dealt with, hut the reasoning which may be held to 
apply to works of this nature dees not, we think, extend to charges necessary to 
meet the requirements of civil expenditure. But, however this may he, we 
cannot admit that, in the case of the financial tiansactions of a State, capital 
expenditure, as such, should he neglected in making up the account of our re- 
venue, and of the charges against it, though, in commercial transactions, where 
the object sought is to ascertain profit and loss, this must necessarily be done. 
We may exclude railways and canals which are calculated, in the nearer or 
more remote future, to bring in a revenue sufficient to meet the obligations cre- 
ated by present expenditure of capital ; but in the case of roads and buildings and 
similar expenditure, we have no choice between meeting the charge out of cur- 
rent revenue or creating a charge upon future revenue ; so that whether the 
existing revenue is, or is not, enough to meet the charges, we ought not, in our 
accounts, to represent them as if there were no obligation upon us to raise 
revenue, now or hereafter, to meet them. 

7. We are all agreed that the expenditure necessary for Upper Burma must 
be incurred, from revenue if available, and if revenue is not available, from 
borrowed funds, and that Upper Burma must be supplied with the, funds re- 
quired for such expenditure. But while the majority of us are of opinion that, 
so far as our revenues are unable to meet expenditure necessary for Upper 
Burma within limits of any given year, the amount so required should be raised 
by loan, they dissent from the proposal that the balance of expenditure over 
revenue thereby arising should be charged otherwise than to the revenue ac- 
count. 

We do not think that a clear line can be drawn between the necessity for 
roads or civil buildings in Upper Burma, and for similar charges in Lower 
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Burma, or in the rest of India. If we were to charge in Upper Burma, other- 
wise than against revenue, items of expenditure which in the rest of India are 
charged to revenue, and even in Upper Burma itself to charge such items to 
^oan only so far as is necessary to obtain eq^uilibrium on our estimates, we think 
it evident that the arrangement would be open to the objection that we were 
subordinating an important principle of finance, to desire to exhibit favoni able 
results. It is one thing to contribute fiom surplus revenues towards charges 
debitable to loan ; but to secure budget eq^uilibrium hy transferring to our loan 
accounts charges otherwise debitable to revenue is a different matter. It is im- 
possible, again, to say wbat is, and what is not, the normal scale of expenditure 
in Upper Burma, or to attempt to differentiate between the annual progressive 
requirements of the province hereafter and any extra sum which at present may 
be judged necessary. It cannot, for example, be said how much of the present 
charges for police are abnormal, and will he susceptible of reduction as the coun- 
try becomes quiet, and what may be the proper charge on that account when the 
country settles down. As trade and population increase, civil police will pro- 
bably be required in places where none are now needed, so that while there will 
be savings in some places there may be increased charges in others, and as the 
country developes there will no doubt be a constant demand for improved admi- 
nistrative arrangements in all departments. There seems to ns to be no more 
substantial distinction involved in the proposal of our honourable colleague, than 
that of inability to meet the present charges in Upper Burma without showing 
a deficit — a principle which it will be impossible to introduce or satisfactorily to 
defend. 

8. There is, moreover, the objection that the further we move in the direc- 
tion of debiting charges connected with the administration of the country to loan, 
the greater become the chances of abuse. And the fact that in any instance we. 
have departed from the practice hitherto observed appears a reason, not for ad- 
vocating, hut for refraining from, the continuance of snch a procedure. The 
present proposals for debiting to loan charges so dissimilar as the extra cost of 
the Upper Burma garrison, the cost of roads for opening up the country, of bar- 
racks for police and of military barracks, as well as the cost of the public build- 
ings, such as jails and court-houses, afford, in themselves, we think, an illus- 
tration of the risk of allowing ourselves latitude in this direction. 

ft. We are further of opinion that if any change is to be introduced into our 
system of accounts it should be done independently altogether of the difficulties 
of the moment. The exercise of any discretion as to the exclusion of items of 
expenditure from charges against revenue is at the best a very delicate matter, 
and no moment could be more ill-suited to the introduction of important modi- 
fications in this respect than that in which the Government finds itself exposed 
hy maintenance of the existing practice to the inconvenience of ^.dmitting deficit. 
Even if, in snch circumstances, an unbiassed conclusion could be formed, it 
would inevitably be received with distrust. The danger of raising doubts as to 
the accuracy or reliability of our estimates is greater than any danger likely to 
arise from the discredit attaching to this Government on account of deficit due 
to the expenditure necessary to meet the temporary requirements of a new 
province. 

10. Apart, finally, from the risks of abuse in the exercise of discretion in the 
matter, it is to he objected that, in proportion as we remove from against 
revenue charges hitherto consideied dehitable thereto, and thereby create, or seem 
to create, surplus or eqniHbrinm, we give facilities for the growth of expenditure 
in other directions which would have been checked hy the necessities of our posi- 
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tion. We are therefore of opinion, in view* of the above considerations, that 
the proposals of our honourable colleague are inadmissible, and that while we 
should do our best to reduce deficit, if deficit there is, to the narrowest limits 
we should not deny that deficit exists, or by a new arrangement of our accounts 
endeavour to obtain favourable results inconsistent with the practice hitherto 
followed. 

11. It is proposed, also, that the decision recently arrived at should be re- 
considered, by which the sums hitherto shown under FamineTnsurance grant are 
for the present to be included in ordinary Revenue and Expenditure. The 
effect on our estimates of adopting this suggestion would he to increase the 
balance of our expenditure over our revenues by £1,250,000, an equivalent 
amount being written off no account of Upper Burma expenditure to loan. The 
objections which we have stated to debiting expenditure on Upper Burma pre- 
clude us from entertaining this proposal. In the presence of deficit, the Famine 
Insurance scheme, which .issnmes the existence of a surplus, becomes, it seems 
to us, inoperative, and we tiiink that it is misleading and inexpedient to main- 
tain it in our accounts, as though it were still in full vigour. 

12. We now pass on to consider a recommendation which has been made to 
us by OUT honourable colleague Sir Auckland Colvin, that until our fiuances con- 
siderably improve, the prosecution of so much of the internal railway pro- 
gramme of 22nd September 1885 as has not yet been commenced should be 
postponed. He is willing to concur in the expediency of borrowing for the 
whole amount necessary to carry out the following year's piugramme, in view of 
the necessity of completing as rapidly as possible the works now in progress, and 
of making them contribute to our revenues. But he is willing to acquiesce in 
this step only if it is decided that our position in regard to the further prose- 
cution of our scheme of famine railways be reviewed by the light of the circum- 
stances of the present time. His views will be found in a Minute which accom- 
panies this despatch. 

13. Sir Auckland Colvin admits that, as regards their construction in 
1887-88, there is no necessity for arriving at an immediate decision on the 
question of the prosecution of further internal railways. Moreover, no decision 
which we might now pass could hind Sir Auckland's successor, or even the con- 
tinuing Members of the Council, when the time for a practical consideration of 
the question arrived twelve months hence. On the other hand, it appears certain 
that not one of the lines now in full progress and approaching completion could 
be stopped without producing waste rather than economy — to say nothing of 
the obvious political and other difficulties of such a course. We are therefore 
uuable to concur in making the prosecution of these lines subject to the condi- 
tion be proposes. At the same time, we see no objection to reviewing the 
question of completing the famine railway scheme by the light of the circum- 
stances of the present time. 

14. The case is put forward by Sir Auckland Colvin in the following 
terms : — 


“ (a) The proposals for Imperial capital expenditure on railways have risen in three 


Iniernal JRaihoays^ 

Completed .... 674,563 

State, m progress , . , 4,266,667 

Companies, do. . . • 9,284,649 

JSVontier Bailways^ 

InprogiesB .... 8,320,658 

Mandalay .... 2,500,000 

Marine anA Brontter Dtfences , 1,410,000 

Carried forward . 26,466,436 


years from 25i millions to 39 millions, and 
nearly li millions have been added for 
marine and frontier defences, making a 
total of about 40i miUiona. If some un- 
explained excesses be added, the total is 
42 millions. Out of this total, we are 
actually committed to about 26^ millions j 
the remaining obligation of which, about 
12| millions, is for internal lines, is "within 
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our discretion ” to undertake or not. As 
little less than one half of the original 25 
millions must now he spent on either 
frontier railways or frontier and coast de- 
fences, from <£250,000 to <£350,000 of the 
interest on the outlay we are committed to 
wiHprohahlybe a permanent charge, owing 
to the unproductiveness of the works on which it has been spent. 

“(b) We are now involved in deficit, exchange has fallen from Is, Sd to Is. Sfd., 
and threatens to fall lower ; the fall in exchange enhances the weight of all existing 
old liabilities, not merely of those undertaken since the fall commenced ; the large in- 
crease over the originally proposed 25J milHons of outlay is for works which will give 
little or no financial return ; the suspension of the famine grant obliges us to put 
annually upon the market .£1,250,000 more than hitherto ; we are no longer contri- 
buting to unproductive capital expenditure from our current revenues, but are 
throwing the whole burden of that expenditure upon debt ; and without taxation we 
have now no funds, |nd are not for some time likely to have funds, to meet 
the charge for interest on further railway construction. 

“ (c) The principle that the extension of internal railways should not involve addi- 
tional taxation was laid down by the Government of India in the Policy Despatch of 
January 23rd, 1883; affirmed by the Parliamentary Committee of 1884; and re- 
affirmed hy the Secretary of State in his despatch of 29th July 1886. 

“ (d) It is consequently now our duty, in order to assist our finances, to abstain 
irom incurring further obligations, which the prosecution of the 12| millions of un- 
commenced internal or famine railways, before there is a reasonable prospect of 
equilibrium, would entail. The question is not affected by the fact that a large part 
of the capital expenditure now in hand is for the frontier railways or defence works* 
What we have to look to is the total amount of obligation on account of capital ex- 
penditure on the one hand, to whatever object it may be devoted, and on the other 
to our financial resources. We may suspend work on famine railways with the less 
fear that we are running risks in the event of famine, and that great responsibility 
rests ppon us in this regard, inasmuch as we must assume that the protective hues 
of which the construction was presumably the most urgent were those which were 
first put in hand, and as we shah he only acting up to our own utterances, and those 
cf the Parliamentary Committee and the Secretary of State.*' 

We will now comment upon the different points raised above in succession, 

15. As to head (a), the marginal figures are sufficiently accurate for the 
purposes of this discussion, but we may point out, with respect to the weight of 
obligation, that in practice the maximum interest charge is never reached. The 
capital is only drawn out year hy year as required, and before the whole is 
drawn, portions of each line are usually opened and afford a set-off in their 
receipts. The method of calculation recognised in ordinary cases is that which 
has been used in onr Despatches No. 29 of 1883 and No. 27 of 18S4, and else- 
where, and most recently in our Despatch No. 196R. of 26th June 1886, about 
the Nagpore-Bengal Railway. The case is not one where precise estimate is 
possible, hut all calculations hitherto made for internal lines point to an average 
net burden of about two fifths of the maximum. On frontier lines the burden 
would, for some years at least, be much nearer tKe maximum. 

16. To the statements in head (5) we must take two important exceptions— 
That onr deficit in the present and the coming year may be serious is un- 
questionable, but in the earlier paragraphs of this despatch we have explained, 
with our honourable colleague’s full concurrence, that we do not expect it to be 
more than temporary, resulting from embarrassments either such as we may 
hope to put an end to within a comparatively brief period, or of a kind which 


Brought forward 
Uncommenced Mailway8-~~ 
Frontier . . . 

Internal • • . 

DfiiZzici— Excesses* , . 


26 , 466,436 

2 , 866,729 

12 , 764,999 


42 , 068,164 
, 1 , 046,087 

40 , 422,677 


* We have not thought it worth while to show m detail the causes of excess, among which 
must be reekoued the new system of meluding exchange. 
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it would be injudicious to reckon at present as an element of constant disturb- 
ance. We shall strive to remove the causes of exceptional expenditure, and 
exercise a vigilant financial control over our administration generally. But we 
do not feel the present position to be such as to oblige us to decide now against 
obligations which will not (with one exception) besrin to fall upon us till the 
year after next, and even then to only a limited degree. 

Further, we do not consider that it can be said with accuracy that we are 
no longer contributing to unproductive capital expenditure from our revenues^ 
but throwing the whole bui-den of it upon debt, and that without taxation we 
have no funds, and are not likely for some time to have any, to meet an interest 

Lakhs. charge on further railway construction, 
: : fl It is shown in the margin that our re. 

Telegraphs ^ venues still bear above 50 lakhs of 

63 capital outlay in well-defined main 
items. Of these the Telegraph at least 
are fairly productive. The Irrigation grant may he deemed hypothecated towards 
the interest of the Nagpore-Bengal Railway, under the sanction in Lord Ran- 
dolph Churchiirs Bespateh No. 367 (Financial) of 10th December 1885, but the 
other two items might be transferred to capital and met by loan at any time, 
so as to set free the amount required to meet the interest charge for uncom- 
menced railways, and we should prefer drawing upon this source, as far as 
might he necessary, rather than such an extreme measure as stopping the un- 
commenced famine railways. 

17. It may he objected, to both this transfer and the present increase of 
loan outlay generally, that there would be difficulty in borrowing such an addi- 


Lakhs. 


Nagpore-Bengal .... 86 

Bcllary-Kistna 143 

.... 61 

K.' • r ...... 45 

Assam-Behar . • . • • 280 

Sindhia . . , . . . 95 


708 


tional amount. We would point out, 
however, that the railway refunds which, 
in pursuance of the suggestion con- 
tained in paragraph 9 of our Despatch 
No, 264, dated 22nd September 1885, 
may become successively available, 
amount to seven crores of rupees, as per 


margin. 

18. Head (c) relates to past opinions that railway construction is not to he 
pushed ou so as to involve extra taxation. We have just shown that to meet 
the interest charge of the uucommenced famine railways no extra taxation is 
needed. We have the funds, and our own recorded views, as well as those of 
high authority, justify our using them for this purpose. 

Were this not so, however, we do not consider the opinions to which Sir 
Auckland Colvin refers to be at all conclusive on the point he seeks to establish. 
The despatch of 1883, in the part we have italicised, gives at best but a qualified 

*,■ We sheuia regard increased taxation as a ^”'1 hesitating voice in respect of rail- 
greater evil than relatively slow progress m ways which are urgently required for 
railway consti uetion, more especially m the p . j. j.* mi_ i. 

case of those railways which are not urgently lamine protection, lue rarliameutary 
required as a protectu,n agaimt famine/* Committee of 1884 merely endorsed in 

brief terms what the Government of India had said, and their remarks must he 
read in the light of the representations which had been made to them by certain 
witnesses that the Government of India contemplated a far larger railway exten- 
sion than in fact they did contemplate. But, as regards both of these, it must he 
considered that financial circumstances have totally changed since those years. 
There was then so large a surplus that taxation was unnecessary for any reason- 
able extension, the call for frontier railways and defences had' not developed, so 
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that tHe opinions then given are hardly applicable to the present state o£ things, 
when the frontier railways and defences have eaten up, as Sir Auckland Colvin 
remarks, a large share of the funds destined for famine protection. But one 
thing, true in 1883, does remain true still, that, as we said in onr Despatch 
No. 264 of 22nd September 1885— 

*^the importance of this scheme (of internal railways to mitig-ate the severity of 
famines) increases with the lapse of time, since with each successive year the day in- 
evitably draws nearer when famine will recur.” 

The Members of Government of 1883, and of the Committee of 1884, might 
under present circumstances have come to very different conclusions. But we 
note that the Secretary .of State, in July 1886, in the passage which Sir Auck- 
land Colvin quotes, refers to a deficit “ which does not arise from temporary 
causes ” — to a deficit permanent, and therefore quite the opposite of what we 
all at present deem our possible future deficit to be. 

19. proceeding to head we demur to the opinion that abstention from 
further obligations, in respect of these nnoommenced famine railways, will 
“ assist our finances.” When recently considering the case of certain Madras 
famine railways, which are among those it is now proposed to sacrifice, our at- 
tention was drawn to the fact that land in their locality thrown out of cultiva- 
tion by the last famine (nearly ten years ago), still causes a loss of 6 lakhs a 
year of land revenue. The mortality of population and cattle which this 
implies may be inferred. That the loss occasioned by severe famine far exceeds 
the millions spent in actual relief, and continues for long periods, needs no 
demonstration. In view of the vast loss, immediate in capital and current in 
revenue, which a famine involves, we hold that the present circumstances, 
which make it prudent to enforce economy and to proceed with caution, should 
prompt us to resist the temptation to avoid an obligation which is not in reality 
onerous. The really small and temporary relief which the postponement of 
these famine railways would afford, would not, we submit, justify our embark- 
ing upon a venture so hazardous as that postponement involves. 

20. We may observe that the responsibility which postponement would 
entail cannot be lightened by an assumption that the lines most urgent have 
been .put ia hand, or by reliance on the authority of the past opinions discussed 
in paragraph 18. The Bellary-Kistna and Kuddapah-N ellore Railways were 
necessarily commenced from the two deltas of supply; their extensions into the 
heart of the famine-stricken tracts, which are now in issue, could not but come 
later, though not less urgently required. Again, the protection of Orissa and 
the connection of Chhatisgarh with Northern India unavoidably waited on the 
construction of the Nagpore- Bengal trunk line. Not to proceed into detail 
further, the responsibility for famine protection cannot he minimised or explain- 
ed away, and to neglect it may involve eventual derangement of the finances, as 
well as loss of life. This responsibility the Government of India have repeat- 
edly acknowledged and dwelt on in their despatches to the Secretary of State. 
When the call for frontier railway supervened, our honourable colleague stood 
alone, in Lord Ripon*s government, in giving only a qualified adhesion to the 
following opinion : — 

''We have to provide agamst two evils — ^famine and complications on our North- 
West Frontier. Considering that the accepted famine cycle is near its close, most 
may well think the former the more likely to supervene ; but it should not be for- 
gotten that the best way of deferring the latter is to make timely preparation against 
them. The protection from both should certainly he provided concurrently, and to 
the full extent necessary in the case of each.”— (Bes^jaicTi No. 25 [iSeorei], ^(n^ted 22nd 
Se^temher 1884, ^airagrci^h 12») 
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In harmony with this view, as far as circumstances permitted, our despatch 
of 22nd September 1885, No. 264, (Financial), contemplated constructing those 
famine and frontier railways for which funds were not immediately available 
bv holding “ primarily available for them • * • .in such proportions as 

may appear at the time to be most convenient,” the proceeds of refunds. This 
despatch was the result of most prolonged and detailed consideration ; it had 
the concurrence of Sir Auckland Colvin, and we believe its general policy in 
this respect to be sound. Your Lordship has recently, in paragraph 50 of a 
despatch, No. 216 (Financial) of 29th July 1886, desired that refunds should 
in future be used in reduction of the annual loan, but we foresee considerable 
difficulty from time to time in carrying out such an application, especially when 
the uncommenced frontier railway come forward for construction, 

21. Among the lines which it is proposed to sacrifice are comprised the 
Pilaspur-Sitarampur section of the Nagpore-Bengal Railway, and the connec- 
tion of that project with the Indian Midland Railway. Regarding the former 
we would invite attention to your Financial Despatch No. 132 of 20th April 
1886. Paragraph 5 contains the following passage : — 

“ From the above it will appear that we consider that the sanction of the project, 
so far from adding to our obligations, wiE tend to lighten them directly in more ways 
than one.” 


Exchange was then l^, 5'8l2d. ; it is now about the same, hut with a rising rather 
than a falling general tendency, and the Secretary of State has just fixed 1^. 
6d, as the official adjusting rate for the coming year. We cannot admit that 
such a line, being thus not only protective but productive and of high commer- 
cial value and expected to lighten our obligations,*' is one the suspension of 
which would be appropriate at the present time. 

The Bilaspur-Btawah line, connecting Chhatisgarh with Central and North- 
ern India, is a necessary pendent of the Nagpore-Bengal, and alieady partly 
commenced by the Etawah-Saiigor and Kntni-Umeria sections. The debt to 
the Famine grant, of interest for it, as well as for the Nagpore-Bengal Railway, 
was sanctioned in paragraph 16 of Secretary of State’s Despatch No. 367 
(Financial) of 10th December 1885. The hypothecation for the purpose of the 
Irrigation grant, referred to in paragraph 14, would therefore be quite legiti- 
mate. 



I. Bellary-Kistna Rail- 
way (Hindupur Ex- 



tension) . 

Ond apnli-X , 'l,.! ,, 
li! ■ ^ . Ir-.: 

Dharmawerani Exten- 

Ill 

76 

sion) 

Ditto (Pakal-Vilu- 

166 

108 

puram Extension) . 

11. Assam-Behar Railway 

135 

86 

(Kaunia-Dhubn) , 
III. Panchpara (formerly 
Kontera) Pooree 

65 

6^ 

Railway . 

IV. Minor Famine Lines 

235 

21S 

in Madras . 

150 

90 


852 



The remainder of the lines which 
our honourable colleague would place 
under future suspension are shown in 
the margin, and ranged in the order in 
which they were placed in our pro- 
gramme of 22nd September 1885, to- 
gether with the latest estimates of the 
cost. Between II and III, however, 
there is little to chof-se, and preference 
should depend upon opportunities for 
financing, and the offers of companies. 
The urgency of I is unquestionable, 
and the capital required comparatively 


— — moderate. 

22* The result of our review of the question of completing the famine rail- 
ways is that their suspension need not be discussed at present, as expenditure 
on their account (except as to a portion of the Nagpore-Bengal Railway) is not 
contemplated during the coming yearj that the suspension at any time 
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would not assist the finances, but the reverse ; and that we cannot he said to 
have no funds to meet the interest for their prosecution as long as our revenue 
account contains some 50 lakhs and upwards of main and well-defined items of 
capital outlay. 


Minute ly the Hon. Sie Auckland Colvin, K C.M.Gr., C.I.E., dated the 
22nd February 1887, 

We are engaged in an effort to improve the condition of our finance by a 
searching enquiry iuto expenditure. The carrying out, however, of any econo- 
^ . mies which are practicable is, in my judgment, only a 

snmption of further obliga- part of the measures which we may take to assist our 

finances. We may also abstain from incurring fur- 
ther obligations. The direction in which we have at present the heaviest accu- 
mulation of prospective obligations is in the construction of internal railways. 
It is desirable, therefore, to review briefly the successive phases through which 
the matter of railway construction has passed since 1883, and the extent to 
which capital expenditure has, since that date, been forced upon the Govern- 
ment, whether in connection with that or other objects. 

I will commence with the despatch of 1884, iu which the proposals put for- 

^ ward iu 1883 were to a certain extent modified. In 

Sketch of railway and other , t <• . * i. e t 

public woiks construction that despatch the following expenditure from Im- 

aiuee 1884. perial Funds was contemplated : — 


d8 

Capital to he raised by the Government of India for 

direct construction and interest paid hy it . , 11,174,790 

Capital to he raised hy Construction and Working Com- 
panies— interest paid hy Government of India . 2,100,000 

Capital to be raised by Limited Guaranteed Companies — 

interest to he paid hy Government of India . . 12,060,000 


Total . 25,334,790 


This, then, was the total capital expenditure in connection with Imperial 
Funds, to which in 1884 it was proposed to confine railway operations. 

Taking the following railway figures from column 3 of the Schedule of the 
Public Works Estimate of Capital expenditure for 1887-88, a copy of which I 
append, and the Marine and Frontier Defence figures from our despatches to 
the Secretary of State, dated 22ud September 1885 and 4th October 1880, there 
have been added to the above 


, , Frontier lines commenced 

(a) Marine Defences , £600,000 , 

i'rontier „ . £910,1/00 » » proposed 

Marino and Frontier Defence 


£ 

8,320,553 
2,856,729 
1,410,000 (a) 


12,587,287 

Add— Burma-Mandalay Railway . « • . • 2,500,000 

Inland Lines 25,334,790 


40,422,077 
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Hence in three years tlie proposals Ijefore us for capital expenditure have in- 
creased hy £15,087,287, or nearly 60 per cent. 

Now, what has passed financially during those three years? The facts, 
though familiar to us all, cannot he too prominently home in mind, or too 
vigorously insisted upon. When the projects of 1883 and 1884 were submitted, 
there was every prospect of surplus. Exchange was at 1^. Sd, The Famine 
Insurance grant was in full operation. At present we are involved in deficit. 
Exchange has fallen from Is. 8<^. to somewhere about l^. and threatens to 
fall at any moment lower ; and we have been obliged to propose the suspension 
of the Famine Insurance grant. This latter measure, if we continue our present 
scale of expenditure, must alone involve an annual addition to our borrowings 
of £1,250,000, being the amount of the hitherto available contribution from that 
grant towards capital expenditure. We are no longer contributing to unpro- 
ductive capital expenditure from our current revenues, but are throwing the 
whole burden of that expenditure upon debt. 

Turning now to the obligations to which we are actually committed by 
works of all kinds in progress, we find that, in addition to the Kutni-Umeria, 
project (£454,562) and the Muzafferpnr^Hajipur line (£220,000) which have 
been completed, and added to open lines, our obligations, in respect of railways 
actually in construction, amount to — 

£ 

4,069,992 Internal Railways in progress (including Umeria Colliery). 

196,675 Internal Lines being made by Construction and Working Com- 
panies — ^interest paid by Crovemment. 

9,284,649 Internal Lines being made by Limited Guaranteed Companies 
(Indian Midland, £6,334,649 5 Nagpore-Bilaspur, £2,950,000). 

8,320,558 Frontier Lines. 

1.410.000 Frontier and Marine Defences. 

2.500.000 Burma-Mandalay Railway. 


25,781,874 

Hence, against a total expenditure of £25,334,790 contemplated in 1884 on 
account of Internal Railways, we are actually committed to the sum of 
£13,551,316 ; and we have completed works to the amount of £674,562, giving 
a total of £14,225,878 ; and on the basis of these figures we have a further sum 
of £11,180,912 to expend if we carry out the programme put before us in 1884. 
We have also, as above shown, to complete the expenditure of £8,320,558 for 
Frontier Lines ; £1,410 for Defences ; and £2,506,000 for Burma. 

The following table shows how the internal railways in course of direct 
Internal railways in course construction by the Government (in addition to the 
of completion. under construction by companies, viz.^ the Indian 

H/r^ n ^ T-k.l .. 



Estimate. 

Spent. 

To be spent 
1887-88. 

Balance* 

ITmeria Colliery , . 

£ 

£ 

£ 

£ 

60,000 

56,592 

20,000 

Bellary-Kistna 

1,880,000 

1,384,093 

400,000 

95,907 

Cuddapah-Nellore , 
Assam-Behar (excepting 
extension from Kaunia 

608,782 

547,342 

65,000 

6^440 

to Dhubri) . 

1,521,210 

988,020 

185,000 

348,190 

Bezwara to the Frontier . 

196,675 

100,000 

96,675 

Total 

4.266,667 

3,076,047 

756,675 

J|50,537 


* I take these figures from the Schedule. I do not know the cause of the proposed grant in 
18S7-88 over the estimate. The difference between the total in column 2 and the aggregate of 
columns 3, 4, 5, is due to this excess grant in 1887-88. 
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We have thus internal railways to the amount of £4,266,667+9,284,649 
under construction, besides railways aggregating £674,562 completed ; or 
£14,225,878 in all. 

Internal RaUways uBrom.- The internal railways, on the other hand, which 
remain uncommenced, are — 


£ 


H § 


^ Assam-Behar (Kaunia to Dhnbri) • 


. 640,000 

Hindupur Extension 


. 654,900 

Kadiri Extension .... 

ft ft 

. 1,078,974 

< Oamalchurla-Villupuram 

• 

. 867,725 

Minor Famine Lines . . • 

ft ft 

. 900,000 

Elontera-Pooree .... 

• 

. 2,523,400 

N. Warora-Chanda .... 

• 

. 350,900 



7,004,998 

( Bilaspur-Etawah 


. 2,450,000 

i Bilaspur-Sitarampur 

• 

. 3,300,000 



5,730,000 

Grand Total 

. 12,754,999 


This figure differs somewhat from the balance previously worked out on the 
basis of deducting works completed or in progress from the origiual estimates, 
which would be £11,108,912. I presume the difierence, which amounts to 
£1,646,087, is mainly due to excess on the figures of the original estimates. 

In paragraph 4 of the first Railway Despatch, No. 29 of 23rd January 1883, 
the Government of India said : — 

** Our Public Works policy must, of course, in a very great degree, depend upon 
our financial position. We need not at present describe that position at any length. 
We will only say that two points must at the present moment he borne especially in 
mind. The first is that our standard of value is unstable, and that the price of 
silver, on which its variations mainly depend, shows a downward tendency. The 
second is that the opium revenue is precarious and shows a tendency to diminish* 
Under these circumstances the Government should, in our opinion exercise caution 
in incurring any fresh liabilities. Great as the importance we attach to the speedy 
development of the railway system, we are not prepared to recommend, for the 
attainment of this object, the adoption of any measures which are likely to lead to an 
increase of taxation. "We should regard increased taxation as a greater evil than 
relatively slow progress in EaUway construction, more especially in the case of those 
railways which are not urgently required as a protection against famine.” 

If it was thought necessary in 1883 to exercise caution in incurring fresh 
obligations, the difference in the financial position in 1883 and 1887 makes the 
necessity for such caution greater at present. It must be remembered that, in 
addition to the projects and calcnlations which I have enumerated above, we 
may be compelled to undertake, in addition to the £26,781,784 to which, as I 
have already stated, we are committed, expenditure which will certainly not 
be less, and which in my opinion will be considerably more than £2,866,729 
for Frontier Lines, contemplated but not yet commenced. It is thus probable 
that, burdened as we are by deficit, and by a rapid fall in exchange, and 
deprived of the Famine Insurance grant, we shall be called on to incur an ex- 
penditure considerably in excess of the total of twenty-five millions originally 
proposed. Bat whereas much of the twenty-five millions then proposed wonld 
have at least brought in a return eq^uivalent to the interest of the capital 
expended, little less than one half of it must now be spent either on frontier 
railways, of which the financial results will be most doubtful, or in frontier 
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defences and marine defences, on whicli the financial results will be nil. It is, 
I fear, only too probable that quite apait from protective or frontier lines not 
yet commenced, between £250,000 and £350,000 will be added to our estimates 
as a permanent charge for the unproductive capital which has been or will be 
sunk in works of the nature referred to. 

We are all agreed that taxation should not be resorted to, and in the despatch 

• “Tonr Committee wish most emphefaeally ^ 

to endorse the declaration of the Government of tbe Railway Parliamentary Enquiry, 
of India made by Major Conway-Gordon and • • i i j.i* j. i. 

Mr, Westland, that the proposed extension of it was insisted on aS a condition GI the 

should not be had recourse to in order 
to find funds for it. But without taxation we now have no funds, and we are 
not for some time likely to have funds to meet the charge for interest on 
further railway construction. If we do not resort to taxation, it is only because 
of t5\ro eviits we prefer deficit. It follows necessarily, in my opinion, that the 
prosecution of so much of the internal scheme of railways as has not been yet 
commenced, if we are to act in accordance with our own declarations and with 
the sanction under which we are acting, must be for the present postponed. 
This applies not only to railways constructed directly by Government, but to 
those made by Bimited Guarantee Companies. In either case the increase of 
obligation is within our discretion. It might possibly he urged that, as we 
have laid out so much unproductive capital, we should endeavour to recoup our- 
selves by completing our scheme, and by making railways which may prove 
productive. But the scheme is protective, not necessarily productive ; and in 
the next place we have no means of meeting interest during construction. In 
the circumstances in which we find ourselves, and in view of our own declara- 
tions and those of the Parliamentary Committee, I am unable to concur in the 
propriety of the further prosecution of our protective railways, until our finan- 
cial circumstances are again in a reasonably assured condition of equilibrium. 
I consider that the fact that we are now in a condition of deficit, suspends, 
ipso factOf and as the inevitable consequence of the conditions which this Gov. 
ernment has itself laid down, and with which it is therefore bound to comply, all 
proposals and programmes for the present prosecution of further internal 
railways. It has no longer to he shown why the construction of these railways 
should be suspended, but why it should he proceeded with. 

I have already, in my Minute of 8th June 1886 on the Nagpore-Bengal 
Railway project, expressed my conviction that the time had come when we 
must reconsider the expediency of going on with the project of Public Works 
put before the Government in 1883, 1884, and 1885. I said — 

** It is, therefore, unquestionable to me that to proceed with the IJagpore-Bengal 
Railway at present is in direct opposition to our declared 
Ito'X oUmeltl 1886 . policy, whioli -we have seen endorsed hy the ParUament- 
ary Conunittee. The position is not affected hy the 
contention that for the next five years we shall have to pay comparatively small 
amounts on account of our guarantee to that Railway. The policy put forward in 
1884 assumed a state of fj-nanni fl.] equilihrium, in which surplus funds may reasonably 
he believed to he availahle to meet interest on the various projects embodied in the 
scheme put forward hy this Government. This is not our position in 1886, though in 
1883 and 1884 it appeared to he so. The same reasoning, it will be urged, applies to 
every project embodied in the Railway proposals admitted to that Committee. It 
does. I am not now called upon to pronounce definitely in regard to other projects. 
But I avail myself of the opportunity which has heen thus afforded me of recording 
my opinion that the point of view at which, from the course of events during the last 
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oig'ht weeks, I am now obliged to place myself, is opposed to the prosecution, untiT 
our financial position is re-established, of any railways (the Upper Burma Railway 
apart) other than those in the active construction of which we are at the present 
moment positively engaged.” 

In this view the Secretary of State, in his despatch of 29th July 1886, 
entirely concurred. He wrote — ■ 

I cannot think that these observations weaken the force of Sir Auckland Colvin's 
Despateli of the Secretary argument that it was an essential condition of the Gov- 
of State, 39th July 1886. ernment of India’s programme for the construction of 

internal railways, not merely that the lines selected should in the long run be profit- 
able, but that their construction should not involve additional taxation, and that 
the Hahilities they created should he met by the surplus revenue. To proceed with 
fresh lines, or extensions of existing Hues, at a time when a deficit, which does not 
arise from temporary causes, is impending, is to court the necessity for further 
taxation. The amount of such taxation would have to be increased, either in order 
to pay the interest guaranteed on the capital till the revenues of the line are sufficient 
to meet the charges, or, if for the present the deficit be met by borrowing, to defray 
the interest on the loan which wiGd eventually have to be raised for the Jpurpose of 
meeting it.” 

The q^uestion is not affected from my point of view by the fact that a large 
The question to be examiu- pa.rt of the capital expenditure which we now have 

miUmreesof ftfsovZ: <>“ “ &>• railways or for defence works, 

meat in relation to the total What we have to look to IS, On the one hand, the 
amount of its obligations on j. i? it 

account of capital expendi- total amount 01 Obligations on account of capital 
expenditure undertaken by the G-overnment of India, 
to whatever object it may be devoted, and, on the other, the financial resources 
of that Government. The fact that of the twenty-five millions under contem- 
plation, little less than one half is to he devoted to objects even less remunerative 
than protective railways, is an additional reason for suspending for the present 
further loans on account of capital expenditure on internal railways. It must 
also be remembered that since the fall in silver, the burden of interest on capital 
expended in the construction of railways in 1884, 1885, and 1886 will be pro- 
portionately heavier on the Government. For every £100 borrowed, for example, 
in 1884, we have now to pay interest not at 1^. 8d^. the rupee, the rate then pre- 
vailing, but (at the most favourable rate) at 1^. the rupee. I drew especial 
attention to this in my Minute with regard to the Nagpore-Bengal scheme — 

Assuming that if the capital is raised when the rate of exchange is 1 s. 5d., the total 
amount required is .£3,600,000 true sterling, a faU in the rate of the exchange to Is. 
4d. will increase the annual interest charge by 111,27,000. This, in itself, may not seem 
very considerable ; hut the burden of the whole of our already existing old liabilities 
would be simultaneously raised by the fall from Is. 5d. to Is. 4cl. in the same 
proportion.” 

The Secretary of State, in his despatch of July 29, 1886, commenting on the 
above passage, writes — 

It is not merely the fall which has already occurred that constitutes the difficulty, 
but the instability of the value of the rupee, and the further fall which there is too- 
much reason to fear may be anticipated. A sterling guarantee given a few years ago, 
which, if exchange had not fallen, would have been discharged by not earnings equal 
to 4 per cent, on the capital outlay, even now requires more than 4^ per cent, of net 
earnings to meet it, and it seems not unlikely that the percentage may be further 
increased ; and this would happen simultaneously with a corresponding increase of 
the charge arising from all the other remittances to meet Home expenditure.” 
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So long as it was a question of projects actually in construction, or as long 

Gromds on wWcli hitherto reasonable Lopes of equUibnum, I have 

prosecution of Internal Rail- remained of opinion that it would be impolitic to 
ways seemed necessary. j i tt t i. i -l j 

suspend works. Hence I have always been opposed 

to all suggestions to stop work on the Madras Railways in order to find money 
for the Mandalay Railway, or to closing work on those railways because the 
frontier railways were foiced upon us. For the same reasons I agreed in com- 
mencing operations on the Indian Midland Railway, and to a modified fonn of 
the Nagpore-Bengal Railway ; thongb in the latter case, except for special rea- 
sons which I need not repeat here, I should have been unable to give my adhe- 
sion. For the same reasons, I have also hitherto been opposed to suspending 
the action of the Famine Insurance grant. It has always seemed to me impos- 
sible that, unless under stress of actual deficit, we should postpone execution of 
the recommendations of the Famine Commission and the Parliamentary Com- 
mittee. The motives which have actuated me are those expressed in our De- 
spatch No. 275, dated 6tb October 1885 (paragi*aph 19) : — 


We judge it more prudent to confine ourselves at present to the cireumstances 
with which we have immediately to deal, leaving to a later period the consideration 
of the steps to he taken, should unforeseen difficulties increase upon us.” 


That latter period seems to me to have arrived. Difficulties, since those 
words were written, have increased upon us. The internal works in active 
course of construction are, on the other hand, now drawing to a close, and I must 
therefore repeat and record my opiuion that, unless the Secretary of State, on a 
review of the whole position by tbe light of our financial prospects, judges 
otherwise, no fui-ther obligations should at present be undertaken by Govern- 
ment in respect of the construction of internal railways. Thus, for example, 
capital expenditure on construction in 1888-89 would be limited to providing for 
^he intei’Lal lines, the £450,537 balance remaining to be spent at the end of 
1887-88, and to the sums required for the Mandalay and Frontier Railways. 


I am aware that, so far as concerns their ^construction in the course of 
1887-88, there is no necessity for arriving at an 

The reasons for taking the . j- i. j 

sub]ectof the further piose- immediate decision on the question of the prosecution 

ewly oonsMemtion.”*^® father internal railways. We are not, I beliere, 

divided in opinion as to the course to be adopted next 
year. But it is of importance that we should bring to the notice of the Secre- 
tary of State the fact that we are even at this present moment engaged in the 
prosecution of the scheme of famine railways on conditions other than those 
contempated by ourselves and by the Parliamentary Committee, when we asked 
and obtained their sanction to that scheme. It is of importance also that those 
who are responsible for the finances of tbe Government should, so far as is pos- 
sible, be placed in possession of all facts likely to affect future expenditure. The 
Secretary of State has declined to sanction the programme submitted to him 
with our despatch of 22nd September 1886, and has restricted his sanction to 
the current year. Our proposals for 1887-88 have now to be submitted to him, 
involving, as they must, borrowing for that year to an amount considerably in 
excess of our requirements hitherto, in consequence of the suspension of the 
contribution of 125 lakhs hitherto received from the Famine Insurance grant. 
I am willing to concur in the expediency of borrowing for the whole amount 
necessary to cany out the following year's programme, in view of the necessity 
of completing as rapidly as possible tbe works now in progress, and of making 
them con tribute to our revenues. But I ami willing to acquiesce in this step 



110 


EAIIiWAY POLICY. 


only if it is decided that om* position in regard to the further prosecution of our 
scheme of famine railways be reviewed by the light of the circumstances of the 
present time. 

It will he objected that in proposing to cui-fail the operations contained in 
our programme of 1883 and 1884 we are running 
famine, and that a great respon- 
sibility rests upon us in this regard. We must, how- 
ever, in the first place, assume that the protective lines of which the construc- 
tion was persumably the most urgent were those which were first put in hand. 

By the completion of the lines now 
sanctioned we shall have added 1,480 
miles of the most necessary protective 
railways out of a total contemplated 
milege of 3,055. The Warora-Chauda, 
though not yet begun, is a line which, 
by our agreement with the Nizam's 
Eailway Company, we may be called on 
at any time to construct. Deducting 
this line from “Lines not begun” of 
the 1,540 remaining, 55 miles belong 
to the Dhnbri extension of the Assam- 
Bebar line, 235 to the Kontera-Pooree, 
and 365 to the section of the Nagpore- 
Bengal line, between Bilaspur and Bur- 
rakur; or 655 in all. I do not propose 
here to criticise the urgency of the 
Dhubri extension of the Assam-Bebar 
line, or of the Kontera-Pooree and Bi- 
laspur-Sitarampnr lines. But, if I am 
reminded of the risks and responsibili- 
ties which we incur by suspending onr programme of internal railway construc- 
tion, I must recall the condition of assent which the Parliamentary Committee, 
accepting the formula of the Government of India itself, adapted, — t>is.,that the 
carrying out of the programme put before it was not to be proceeded with if it 
involved taxation. We know that as it is we are in deficit, and that any fur- 
ther obligation must add to that deficit. If, therefore, we continue the pro- 
gramme of 1884, we can only escape the necessity of taxation by adding to our 
deficit ; and this is entirely opposed both to the spirit of the assurances given by 
the Government of India in its despatch of 1883 and of the declaration of the 
Parliamentary Committee. I quote in corroboration of this view the Secre- 
tary of State’s despatch of July 1886 above referred to : 

“While I do not in the least overlook the importance of extending the railway 
system in India, both for the purpose of providing additional means for protecting the 
country against famine, and for developing its resources, 1 must impress upon your 
Government that even these unquestionable advantages may he too dearly bought, 
if you are compelled, in order to meet your expenditure, to resort to increased taxa- 
tion. 

“It is most especially needful to incur no new obligations for public works, which 
are not really nnavoidable, at a time when you are committed to heavy expenditure 
for the improvement of your North-Western Frontier communications, which, for 
military and political reasons, cannot be postponed, and when, moreover, it is proba- 
ble that a large further outlay will be necessary for the construction of railways in 
Burma. Measures, which seemed highly desirable when there was a fair prospect of 


Jjine» begun, 

Mileage. 

1. Kutni'ITmeria Colliery , , . 37 

2. Bellary-Kistna .... 279 

3. Cuddapah-Nellore. ... 83 

4. Afisam-Behar, Dinagepore to Nath- 

pur, with branch to Mamhari , 180 

6. Bezwara. to Frontier . • , 82 

6. Indian Midland .... 610 

7. Nagpur-Bilaspur (110 miles of 

this now laid down in narrow 
gan?e.'will be replaced by broad 
gauge) 259 

** 1,480 

ZineB not hegiin, 

1. Assam-Bob'ir (Kannia-Dhubri) , 65 

2. Ilniduimi Cvtcn^iou ... Ill 

3. Kadiri Extension .... 160 

4. Damalchera-Villapuram (now Pa- 

kal Villapuram) ... 135 

5. Minor Famine Lines . • . 160 

6. Kontera Fooree .... 235 

7. Warora-Cbanda .... 35 

8. Bilaspur-Etawah . . , , 274 

9. Bilaspar-Sitarampux ... 365 

1^ 

Totai . 3,055 
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a surplus of revenue over expenditure, must be suspended in tbe changed condition 
that has arisen ; and I entirely concur in Sir Auckland Colvin’s opinion, that ‘ our 
great aim should now be to reconcile, as far as in the present state of silver we may, 
financial equilibrium with the heavy defence expenditure which has been forced upon 
us.’ ” 

I trust that the views contained in this Minnte will, with the permission of 
His Excellency the Viceroy, he laid before Her Majesty *s Secretary of State, 
with the expression of my opinion that, unless our finances considerably im- 
prove, it is undesirable at present to continue the prosecution of the programme 
proposed in 1883, 1884, and 1885. 


i2 
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Present position compared 


Peojects. 

Estiacaxe. 

Exben 

As in Porecast. 

Sections as now arranged 
for administrative 
purposes. 

As in 
Forecast. 

Present. 

Xo end of 
1886-86. 

PBOJTTrEE Railways— 

IN PBOGBESS. 

( 

Nari-Quetta • . ^ 

s 

R 

^ 2 , 60 , 00 , 00 c 

a 

3,60,33,66;- 

2,30,74,942 

Sind-PisMn , , < 

4 

o " 

o 




( 

rBostan-Shebo . • ")) 

4i 

N 

[ 16,00, OOO'j 



Khwaja-Amran Exten- ( 
Sion. 

Ishebo-Gulistan . J 

Killa Abdulla Branch . 

} 

20,00, OOOj 

C 131,07,681 
) t4, 83,616 

1,28,046 

Darwaza>Quetta . 

Durwaza-Quetta. • 


23,00.000 

§$27, 22,940 

4,65,412 

Kandahar Reserve Per- 
manent-way. 

Kandahar Reserve Perma- 
nent-way (135 miles) R. 


61,50,000 

28,26,000 

18,91,638 

Reserve Locomotives . 

Reserve Locomotives . . 

Rollimr-stock ordered for 
extensions JB. 


14,00,000 

1 40,27,000 

12,218 


Farther requirements to 
complete Frontier Railway 
system B. 



*21,10,000 

... 

Smd-Sagar • . ] 

Sind-Sagar— Western Sec- 
tion. 


2.30,00,000 

r 2,13,30.206 

65,30,589 

t 

tf Eastern Section 

3 


L 23,10.726 

11,81,877 

Sutlej Bridge (Peroze- 
pore). 

Sutlej Bridge (Ferozepore) . 


40,00,000 

' §67,66,333 

17,60,086 

Bolan Temporary line , 

Bolan Temporary lino 


20,00,000 

20,98,618 

24,67,140 


j, New Workst • • 


... 

2,00,000 

... 

Eukh-Rindi Improve- 
ments. 

Eukh-Rindi Improvements . 


2,00.000 

2,00,000 

1 

2,00,000 


Toial 

6,76,60,000 

8,32,06,686 

3,66.92,740 

Pbontibe Railways— 
PBOPOSBD. 






Punjab Northern Gradi- 
ent Improvements. 

Punjab Northern Gradient 
Improvements. 


10,00,000 

10,00,000 

... 

Crossing Amran to 
Proutier. 

Crossing Amran to Frontier 


60,00,000 

60,00,000 

... 

Rolan Permanent line . 

Bolan Permanent line 


80,00,000 

1,63,67,291 


Peshawar to mouth of 
Khyber. 

Peshawar to mouth of Khy- 
ber. 


12,00,000 

12,00,000 

... 

Patiala-Bahawalpur . 

Patiala-Bahawalpur , 


60,00,000 

60,00,000 

... 


Total , 

2,02,00,000 

2.86,67,291 

... 


§ Includes ** Loss by Exchange.*’ Other estimates 
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with Forecast of 1885, 


niXUBB* 

Balance 
remaining 
to be spent. 

Peoposbd Gbabts, 
1887-88. 


Estimated, 

1886-87. 

Total. 

Provision in 
Forecast. 

Grant pro- 
visionally 
sanctioned. 

Eemabbs. 

R 

R 

R 

R 

R 


1,28,21,370 

3,58,96,312 

1,37,261 

... 

20,00,000 

A considerable excess probable. 

.4.— The estimate of 62,65,00,000 
in the Forecast nuder Sind- 
Pishin comprises : — 

R 

Nari-Qaetta . 2,50,00,000 
Bostan-Shebo . 15,00,000 
The present estimates are 

Nan Quetta . 3,60,33,663 
The Bostan-Shebo Section be- 
ing included in the esti- 
mate for the Galistan Ex- 
tension. 

5.— The Balance of the 61f lakhs, 
vie., il33^ lakhs, was ori- 
ginally intended to supply 
permanent-way of the Am- 
ram Extension and a le- 
serve of Rolling-stock for 
the whole of the North- 
Western system, but the 
rough mileage rate entered 
for the extensions in the 
Forecast has been found at 
present almost sufficient to 
cover the permanent-way 
for those extensions, and 
the saving added to the 14 
lakhs Reserve Xocomotives 
may therefore be taken 
as representing a Forecast 
for the whole reserve stock 
of the system (including 
the^ Sind-Sagai), against 
which forecast Rolling- 
stock to the extent of 
R40,27,000 has been pro- 
vided, and a further indent 
of R2], 10,000 is under con- 
sideration. 

29,80,600 

4,09,000 

22,07,000 

9,33,462 

36,47,000 

1,03,19,000 

7,67,663 

27,31,480 

80,000 

2,00,0U0 

31,08,645 

4,09,000 

26,72,412 

28,25,000 

36,59.218 

1,57,49,689 

19,39,640 

44,83,465 

25,37,140a 

2,00,000 

2,00,000 

—961 

74,516 

50,528 

3,67,782 

21,10.000 

65,80 617 

3,71,186 

12,78,868 

-4,38,532 

j- 41,26,000 
7,00,000 

6.75.000 

76,000 

3.60.000 

10,00,000 

r 63,00,000 

C 2,00,000 
10,00,000 






3,69,86,675 

7,36,79,321 

+99,66,748 

-4,39,483 

48,25,000 

1,06,00,000 

♦ Estimate under consideration 
in connection with types 
of vehicles. 

t Since found necessary. 
i Exclusive of Rolling-stock. 






4,00,000 

4,00,000 

6,00,000 

... 

6,00,000 

(a) Accounts not yet finally sift- 
ed and adjusted. 

... 

... 

60,00,000 

1,63,67,291 

36,00,000 

... 

(Estimates under consideration 
r of Committees. 

... 

... 

12,00,000 


... 


... 

... 

60,00.000 

... 



4,00,000 

4,00,000 

2,81,67,291 

35,00,000 

6,00,000 



under this class exclude Loss by Exchauge.** 
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DITI7BE. 

Balance 
remaining to 
be spent. 

Peoposbd Geams, 1887-83 


Estimated 

during 

1886-87. 

Total. 

Provision in 
Forecast. 

Grant pro- 
visionally 
sanctioned. 

Behaees. 

R 

S 

S 

R 

R 


8,37,000 

46,09,480 

—63,868 

... 



3,10,000 

6,65,926 

34,074 

... 

2,00,000 


60,65,160 

21,09,000 

1.38,40,939 

64,73,429 

49,69,061 

6,14,394 

41,76,000 

40,00,000 

6,50,000 

) As the balances include ex- 
f change the giants wil 
r nearly complete the line. 

... 

... 

... 

... 

... 

Transferred to open line. 

9,06,570 

18,79,704 

1,44,656 

) 



—1,86,220 

17,54,466 

14,02,334 

> 18,60,000 

18,60,000 


18,43,000 

... 

62,46,045 

37,86,009 

64,00,000 

... 

... 


1,08,83,610 

3,43,69,989 

+1,73,39,427 

60,25,000 

66,00,000 




-63,858 





1 

34,523 ! 

65,14,477 




29,500 

1,66,464 

1,06,23,282 

... 

... 

purvey outlay only. 

64,000 

1,44,193 

' 84,33,066 


... 

) 

... 

... 

90,00,000 


... 


... 


2,62,34,000 


... 


83,500 

3.46,180 

6,98,04,826 

... 

... 


10,00,000 

10,00,000 

9,66,764 

16,00,000 

10,00,000 


... 

... 

36,00,000 

... 

... 


10,00,000 

30,00,000 

44^66,754 

16,00,000 I 

10,00,000 



under this class exclude Loss by Exchange.” 
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Mmute hy the Hon. Sib Theodoeb Hope, K.C.S.I., C.LE., dated the 18th 
February 1887. 


According to the sketch of our present financial prospects for 1887*88, put 
forward in paragraph 4 of the despatch, a deficit not exceeding £260,000 may 
he expected ; but this forecast is based on the assumption of the suspension of 
the Famine Insurance grant, and that measure is described as-having been sanc- 
tioned by the Secretary of State. I presume that the sanction referred to is that 
contained in His Lordship’s telegram dated 26th August 1886. 

2. It appears to me that the altered position of ^airs since August last fully 
From Tieero^tlSth August 1^, justifies, and in- 


Tour Lordship’s telegram of 10th instant. We concur with Your Lord- 
ship that the financial position is very serious. As long as silver remains 
in its present unstable position, the financial condition of India must 
e^tinue most critical. For a remedy which shall he permanent and 
effective, we can only again recommend to Tour Lordship the proposals 
contained in our despatch of 2nd Februai-y 1866. With regard to Your 
Lordship’s .question as to what steps we can take to meet deficit and 
strengthen balances, we reply as follows ; — Tour Lordship is aware that 
the economies now under the consideration of the Finance Committee can- 
not have any apprecinblo effect until next year. We might draw a further 
sum of 20 luKhs fioin Provincial balances, hut in view of the 40 lakhs 
already taken, we are unwilling to do this. It is always difficult at this 
season to forecast the prospects of the year, and the uncertainty regarding 
exchange makes any accurate estimate at present impossible. Ihere will 
he loss of levenue and additional military expenditure in Upper Burma; 
opium revenue about equals estimate to date, but the price of Bengal 
opium is low, and expenditure exceeds estimate by 9 lakhs. We are dis- 
used to place the falling off on account of Burma and opium at ICO lakhs. 
Under exchange the loss may be taken at 176 lakhs. We expect a consider- 
able improvement in Railways and some improvement under other heads, 
the total amounting to 50 lakhs. The net deteiioration is, therefore, 
226 lakhs, and, allowing for the surplus in the estimate of 18 lakhs, the 
deficit promises to be 207 lakhs. 

On the supposition that nothing can be done in the direction indicated in 
onr despatch of 2nd February last to modify these anticipations, we 
propose, in order to meet the deficit, to reduce the Famine grant this year 
by 125 lakhs, being 75 lakhs on account reduction of debts and 60 lakhs 
devoted to Protective Railways, the expenditure on these Bail ways in the 
present year being added to capital expenditure on Public Works not 
charged against revenue. We also propose to raise salt duty from six 
annas to eight, which, if done with effect from 1st September, should give 
66 to 86 lakhs. Closing glance at end of July 14 crores 37 lakhs, being 
2 crores 78 lakhs over estimate, of which 2 crores 8 lakhs are due to short 
^awings. No necessity apparent at present tor further strengthening 
balances. We cannot, how ever, conclude this communication without im- 
pressing on Your Lordship our conviction of the absolute necessity of 
measures calculated to restore stability to our standard: For instance, 
■were the suggested Eoyal Comirission to be at once appointed, it is 
possible that immediate improvement in exchange and considerable re- 
duction of our anticipated deficit might result. It must he understood 
that it is only on the absence or on the failure of efforts in this direction 
that we have made the_ previous proposals tor strengthening revenue which 
involve partial utilisation of reserve resources and increase of taxation and 
threaten ultimate absorption of Famine grant — measures which we cannot 
conceal from ourselves are open to the gravest objections. Opinion in 
favour of re-imposition of import duties, we may add, is rapidly gaining 
ground throughout India. 


deed demands, 
a reconsideration 
of the question 
of suspension of 
the grant. In 
the fii^st place, as 
to sanction, the 
telegram must 
be read in con- 
nection with ours 
of the 13th idem. 
In the latter we 
stated that 
the sicpposition 
that nothing can 
he done in the 
direction ” of 
“ measures cal- 
culated to restore 
the stability of 
our standard,” 
especially the ap- 
pointment of a 
Royal Commis- 
sion on silver, we 
proposed to meet 
the then antici- 
pated deficit of 


2-0 mh Au^t 1886. 207 lakhs by sus- 

M, telegram oI 17th. Pmanolal position. Her Majeaty’a GoTemment pending 125 

decided it is undesirable now to increase Salt tax ; suspension famine fund 1g1rh<3 nf t.hp 
approved. Method of meeting remaining deficit may stand for considera- 

S^S&ested Boyal Commission under consideration of Famine grant. 
Her Majesty’s Government. , 

and adding six 

or eight annas per mannd to the salt duty from 1st September last. But we 
added that both measures were “ open to the gravest objections,” and that the 
former would “ threaten ultimate absorption of [the] Famine grant.” 

The Secretary of State replied, nnder a special decision of the Cabinet, that 
the suspension of the Famine grant was ” approved,” but that an increase of the 
Salt tax was undesirable, and further consideration of how to meet the deficit 
should stand over till Hovemher. The Koyal Commission for which we had 
pressed was promptly appointed. 
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I do not think that this sanction, granted when the rupee was low and falU 

and we deemed new taxation also indispensable, is applicable now, wlieu 
exchange has improved, when we have obtained £500,000 by reductions in ex- 
penditure, and a large improvement in railway revenue, when our anticipated 
deficit chiefly proceeds from what we agree in describing (paragraph 4) as “ tem- 
porary embarrassment *’ and “ exceptional expenditure,*’ and when we have 
unanimously concluded that new taxation is unnecessary, A reconsideration of 
the suspension of the grant is open to ns, and also desirable, 

3. It seems superfluous to reiterate the history of the Famine grant, its im- 
portance, uses, and legitimate application. Their most recent exposition will be 
found in our Despatch No. 275 (Finance and Commerce), dated 6th October 
1885. We there urged, subject to the reserve of “ extreme calamity,” the “ neces- 
sity for the continued application of so much of the Famine Insurance grant as 
remains to us after devotion of £760,000 to diminish borrowing,** The admi- 
nistrative aspect of the uncommenced Protective Railways is further dwelt upon 
in paragraphs 19 and 20 of the present despatch. But the political aspect must 
also be considered. Upon that point we then remarked (paragraph 19) that the 
subject of the Famine Insurance scheme 

'^is one on which, in former times, there have been much misapprehension and consi- 
derable expression of public dissatisfaction, which have recently reappeared, and 
have been strenuously renewed on the occasion of the recent rotronchmonts. If 
our circumstances were such as to enable us to plead the justification of necessity, 
we should have no hesitation in adopting the policy suggested by Your Lordship, but 
it is impossible not to apprehend that the plea of necessity would prove of question- 
able validity.” 

We elsewhere, in the same despatch (paragraph 12), stated as follows: — 

Until, therefore, we have completed the works indispensable to the protection 
of the country from the effects of famine, we are unable, except under pressure of 
absolute .necessity, to assent to the diversion of the revenues raised under tho 
scheme from the objects with which the scheme was started. Although tliis may 
expose us to the criticism that by this use of the Famine Insurance grant wo run tho 
risk of incurring a deficit, and thereby adding to, in lieu of reducing, our debt, wo 
believe that our justification will be found in the reply that tho abandonment of tho 
protective scheme now before Your Lordship will expose us eventually to greater 
financial loss than any deficit hkely to he incurred (abnormal disaster apart) during 
the period of construction,” 

And again (paragraph 18) — 

We believe that during the comparatively short term required to carry out tho 
great projects on which we are engaged, we should bo prepared to accoi)t a risk of 
temporary difficulties in respect of the absolute equilibrium of our finances gi'oiitor 
than any that we can at present foresee, in the assurance that whon the projects now 
in hand are completed, a stability will have been given to our finances which they 
could not otherwise have attained.*' 

Theie can be no doubt, I presume, that a snspension of the Famine grant 
would now be open to the political objection above referred to, and that the 
measure would expose us to very severe and hostile criticism in both India and 
the House of Commons. Of that to be anticipated in India wo had a fore- 
shadowing in the autumn and winter of 1886-86. Such criticism it would be 
impossible effectively to meet in the face of our simultaneous recognition of the 
present difficulties as “ exceptional,** abnormal,** “ temporary,** and not calling 
for extra taxation. 

But suspension would involve a further danger, indicated in our above-quoted 
telegram of 13th August 1886,— namely, that it would “ threaten an ultimate 
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absorption of (the) Famine grant/* Tbe proposal now is, that tbe snspension 
should be for both the current and coming years. Such a suspension appears 
open to grave risks of abuse. Once established, and for so long a period, the 
temptation to prolong it, in order to present a more favourable Eudget, and to 
minimise or ignore the value of the grant, will he extreme. 

5, To sum up, circumstances have totally changed since August last, when 
we supposed heavy new taxation, in addition to the suspension of the grant, to 
he unavoidable. Exchange has improved, hut large abnormal and temporary 
expenditure in Burma has supervened. Whatever deficiency there may he on 
our whole account, whether for this year or next, will be mainly due to Burma. 
For all the reasons given above, it seems to me more politic, as well as more 
financially and executively prudent, to admit the situation frankly, boldly, and 
even to show a deficit in our accounts in the ordinary manner, as we were pre- 
pared to do in September 1885, than to endeavour to cover tbe real state of 
affairs by the (in one sense) mere paper transaction of suspending the famine 
grant — an endeavour destined to be futile and to recoil with discredit upon our- 
selves. 

6. It may here be convenient to offer in a concise form, exhibiting no details 
except such as are involved in the present discussion, tbe financial position for 
1886-87 and 1887-88, as far as it is at present possible to foresee it. I am in- 
debted for the figures to the courtesy of my honourable colleagues in tbe Finan- 
cial and Military Departments, but it will be understood that they are provi- 
sional only, especially in the case of 1887-88. This uncertainty, however, in no 
way affects their use for the purposes of the present discussion on the policy 
of certain methods of treating the general financial situation — 


Total Eevenue 
Deficit . . 


Estimate, 1886-87. 


Exchange taken at 1$. 


£ £ 
76,052,100 Famine Belief and Insurance-^ 

EeHef . . * . 1,000 

1,562,900 Protective Eailways . . 500,000 

„ Irrigation Works 111,300 

Eeduction of Debt . . 749,000 


Buildings and Roads — 

Military Works — 

Upper Burma Buildings . 92,000 

Civil Works — 

Erontier Eoads . . 200,000 

Upper Burma Eoads . 54,500 

Ditto Buildings . 46,000 


Telegraph . — Construction only 
Army Services^ 

Military Operations, Burma 1,070,000 
Marine Services, Burma . 155,000 


Other Charges— Total . 


^8 


1,361,300 


392.000 

216.000 


1,225,000 

74,420,700 


77,616,000 GEAND TOTAL . * 77,615,000 


Total of Burma items 92,000 + 54,600 + 46,600 + 1,226 000 = £1,417,000. 
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Total Revenues 
Deficit 


Estimate, 1887-88. 

Exchange taken at If. 5ld^ 

£ £ S 

• 76,252,000 Famine Belief and Insurance- 

Relief. . . . • 1,000 

• 1,448,000 Protective Railways . . 500,000 

„ Irrigation Works. 111,000 
Reduction of Debt . . 749,000 

1,361,000 

Buildings and Roads— 

Military Works- 
Upper Burma Buildings . 250,000 
Civil Works — 


Frontier Roads 

210,000 


• Upper Burma Koada 

154,000 


„ Buildings . 

34,000 

648,000 

Telegrayh . — Construction only 
Army Services — 


220,000 

Military Operations, Burma . 

650,000 


Marine Services, Burma 

50,000 

700,000 

Other Charges— Total 


74,770,000 

77, 700, coo GEAND TOTAL . 


77,700,000 


IV^.B.-Total of Burma items 250,000+154,000+34, 000+700, 000=:ogl, 138, 000. 

7. From the foregoing it will be seen that, if the Famine Insurance grant 
be left intact, the deficits in tbe present and coming years may, as far as it is 
now possible to form an opinion, amount to £1,562,900 and £1,448,000. If 
the Famine Insurance grant be suspended, these deficits become £312,900 and 
£198,000 respectively. The public mind is already pretty well prepared for 
a deficit on account of Burma, and would, I think, look with less disfavour on 
it than on the presentation of a nearer approach to equilibrium created by sus- 
pending the Famine grant. It will, of course, be understood that, as regards 
ways and means, the result is precisely the same whichever course is adopted. 
In the one case, the inevitable loan will be raised in the name of Burma ; in 
the other case, iu that of our indispensable railways and defences in actual 
progress. 

8. The objection that the Famine Insurance scheme assumes the existence 
of a surplus, and cannot be maintained concurrently with a condition of deficit, 
is met by the reply that we cannot be said to be in deficit, properly so called, 
when the charges alleged to create it are needed for purposes which are legiti- 
mately capital outlay, and when we even have some £530,000 of such capital 
charges inside our revenue account, as shown in paragraph 16 of the despatch, 
which might be removed to produce equilibrium. But for this distinction as 
to capital outlay, we might be said to have been for years in deficit, through 
our outlay already below the line.” If capital charges ought to be inside the 
revenue account, then our present system of charging the loan funds used for 
Railways, Irrigation, and Defences outside it is wrong, and we are annually 
concealing hy its means a large deficit. If they ought not to be inside, then 
the £530,000 may be taken out, and the Burma capital charges too. 


IL 

9. I now desire, however, to advocate an alternative to the declaration of a 
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deficit in our Revenue Account on account of Burma, as* contemplated in the 
preceding paragraphs — 

(a) On the annexation of a new country, its immediate special wants, 
such as barracks for police and troops, road clearances, and a 
minimum of indispensable civil buildings, may fairly be provided 
for out of loan funds, if revenue cannot meet them, either at all 
or with the promptness necessary, 

(J) A heavy military charge on first pacification of a newly-conquered 
country, and extra garrison for the first two or three years, may 
legitimately be so provided for in similar circumstances. 

(c) Revenue is in the Burma case now unable so to meet them, even 
after affecting all retrenchment which is prudently possible. 

{d) The amount to be so provided for out of loan funds should be ascer- 
tained by maturing a moderate scheme of really indispensable 
barracks, roads, &c., to be carried out as rapidly as possible, and 
either by fixing a normal garrison for Upper Burma, excess on 
which should he “ special,’* or, which perhaps would be equivalent 
and practically simpler, by taking as “ special ” the whole special 
Military chaiges incurred, but'not the pay of any troops. 

(e) The amount to be provided from loan funds should be shown outside 
the annual Revenue Account, or below the line.*’ 

(/) If the revenue, thus relieved of the special military charge, and by 
the substitution of interest charge for capital outlay, should he 
insujfficient to secure approximate equilibrium after providing for 
all necessary normal expenditure, a further relief should he 
afforded by transferring from it to loan funds the cost of the 
frontier roads now in progress, or other suitable items of capital 
outlay debited to j'evenue on the ground that it can bear the 
charge. 

The effect of this procedure would he to place outside the account about 
£1,417,000 in the current year, as shown in the first account in paragraph 6. 
For the coming Budget estimate, the amount would be £1,138,000 according to 
the second account in that paragraph, but this would be subject to modifica- 
tion by better information up to the date of the Budget. The total for Burma 
under the head of Buildings and Boads would, moreover, become a part of the 
general scheme for meeting wants under those heads which is already in hand, 
I believe, and should be carefully matmed in the course of the next few months. 

It is evident that this proposal for placing the charges “below the line*’ 
stands distinct from that of the mere provision from loan funds of the charges 
named, and might be waived without affecting the latter, if the provision to 
the full extent proposed were still recognised and the probable necessity of 
deficit for two or three yeais were definitely accepted. But there would he 
obvious risks in this, from a tendency to cut down essential expenditure in other 
directions throughout India in order to minimise the deficit. 

10. An objection which may perhaps be preferred against the proposals is, 
that it is impossible to discriminate between charges to he provided under it 
from loan funds, and those which may he deemed normal and of a current 
administrative nature. This difficnlty I am unable to perceive. The military 
charges can be readily identified, and must rapidly diminish with the settlement 
of the country. The Buildings and Boads outlay would he confined to that 
deliberately included in the scheme to he drawn up. This scheme should 
comprise nothing beyond the elementary essential to Civil Government— a bare 
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outfit, on receiv-ing whicli the new province would start in its course of ordi- 
nary administration. A bare minimum of cutchernes and court-houses, jails, 
and similar civil buildings, and of barracks for the police and troops, all on the 
most economical style of structure, would be given. Similarly, mere good 
roads for locomotion, however convenient and useful to trade, would be scarcely 
thought of, but large tracts of country must be cut up into blocks by broad 
clearances, hundreds of miles in length, to make them accessible to all with 
comparative ease, to give us proper fiscal and police grip over them. For more 
than this, the province must be content with snch funds as its normal growth 
and improvement in the general position may hereafter supply. 

11. It may also be objected that the proposal involves a departure from our 
present system of accounts ; thab the existing rule is that unproductive outlay 
should be charged to revenue, only productive outlay being provided from loan ; 
and that this rule is alone compatible with sound principles of finance, as 
recognised in India and in England. 

12. I have, however, failed to discover any such general system or recog- 
nised rule. In England we have the precedents of the fortifications in 1860 
and the barracks and other expenditure for army localisation in 1872. Lord 
Palmerston defends the fortification loans in 1860 on the ground that more 
money was required in a short time than could be spared out of revenue year 
by year, and by the analogy of the Parliamentary encouragement of loans for 
improvements of private propei’ty. Both these arguments apply to Burma, 
Mr. Mill, again, distinctly says that extiaordinary expenses which cannot, 
without extreme inconvenience, be imposed on the country at once may be raised 
by mortgaging future income. (Political Economy, Book Y, Chapter YII, 
Section I.) In India we have the precedent of the great army barracks, which 
were debited to capital till, in 1869-70, it was decided to bring them into reve** 
nue, then more able to bear it. We have also that of the Military or Frontier 
Eailways, which, though admittedly unremunerative, or nearly so, are now 
being annually charged “ below the line ” to loan funds, to the extent of several 
millions. Again, we have the instance of the Frontier and Marine Defences, 
now in hand, which the Secretary of State, in December 1885, directed to be 
similarly charged. Finally, we devote the Famine Insurance grant, which is 
“inside” the revenue amount, to Railway and Canal construction at the same 
time that we similarly devoted the large sum “ outside ” it to which reference 
has just been made. Although loan funds were thus resorted to in all the in- 
stances of unremunerative outlay mentioned above, there is no general condition 
for discharging the obligation within a limited time. The English fortification 
loan of 1860, indeed, was raised by terminable annuities, but a similar proposal 
in respect of our frontier communications was negatived by the Secretary of 
State in 1884. 

13. Looking on this question as a whole, it seems to me to have been 
treated upon the same fundamental principles wherever it has arisen, in both 
India and England — principles based on common sense and general policy, 
rather than on financial rules, U na voidable extraordinary or special expendi- 
ture, whether of the nature of capital, such as for railways, roads, buildings, 
fortifications, and analogous works, or of current outlay, such as for the con- 
quest of a foreign country, or the defence of one’s own, should he met, as far as 
may be possible, out of the revenues of the year— augmented by taxation if it 
can be suitably imposed. When the limit of revenue has been reached, the 
resource of borrowing must be resorted to. The “ limit of revenue may be 
reached by the urgency of the outlay precluding its being spread over a series 
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of years. What expenditure is “ unavoidable *’ is a question of fact for deter- 
mination in each case. 

The treatment in the accounts of unavoidable expenditure in excess of 
revenue depends on its nature and probable duration. An excess which is 
purely administrative, or which is obviously ephemeral, is treated as deficit, 
but a charge which is of the natuie of capital outlay is put outside the account, 
especially if it is so heavy that it would occasion deficit for two or three years, 
or more. 

14. Applying the above principles to this case, it seems to me clear (1) 
that the capital outlay in Upper Burma for the next two, or possibly three 
years, on barracks, civil buildings, road clearances, and the extra cost of mili- 
tary defence, is not “administrative” in the ordinary sense ; and that these 
terms are not dissimilar but ejusdem generis^ considering the recent conquest; 
(2) that the amount will he altogether more than the resources of the year can 
bear, having due regard to other urgent and indispensable calls upon them ; (3) 
that it is not expedient to have recourse to further taxation ; (4) that this out- 
lay must he fully and promptly incurred, and, therefore, cannot he spread over 
a sufficiently long series of years to allow of revenue bearing it without deficit ; 
(5) that consequently it ought to be provided by loan. 

15. It may also be apprehended by some that the exclusion of this outlay 
from our ordinary revenue account may raise doubts as to the accuracy and 
reliability of our estimates. I should not propose such an exclusion if I thought 
that, by placing the outlay below the line, the G-overnment or the public would 
be misled as to the true position or the necessity of economy in the admini- 
stration. We are just now effecting all the administrative savings which are 
practicable, and are known to have this constantly in view. On the other band, 
the presentment of a great deficit in the current account may produce on the 
public mind the impression that deficit has become the permanent condition of 
Indian Finance, wheieas it is admitted that the war charges are extraordinary 
and abnormal, while the large outlay on roads and buildings is due to the neces- 
sity of doing in one year what in diff erent circumstances might be spread over 
many. We have to meet the cost of an accumulation or arrear, so to speak, of 
charges connected with administration in our new acquisition, and the cost 
must be met at once. This seems to give the expenditure the character of 
capital rather than ordinary expenditure, and to justify the necessary loan being 
placed below the line, and not treated as part of the ways and means to meet 
expenditure in excess of revenue. The nature of the transaction would, of 
course, be fully explained in the Financial Statement. 

The Chairman of the Bombay Chamber of Commerce, addressing the Cham- 
ber on 31st January, takes this view of the Upper Burma expenditure: “ The 
charge ought to be made a capital one ; an investment the cost of which should 
be treated as the cost of other ordinary investments. It is unfair to debit the 
outlay to the revenue of only one or two years.” 

It is, indeed, far more likely that the public will receive favourably a de- 
claration that they will recognisedly be charged with only the interest on this 
Burma outlay, than one to the effect that it; is to he charged to current revenue 
and met by existing tax-payers to the utmost extent that retrenchment will 
secure. 

In short, having regard, on the one band, to the fact that we possess in 
India a well-recognised system of raising annual loans and exhibiting them 
in our accounts outside the revenue account of the year, and that we now apply 
part of those loans to unproductive military railways and defensive works, as 
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also, on the other hand, to the public outcry which Indian deficits, technically 
so called, quite unreasonably and undeservedly create, it seems desirable, as a 
matter of policy, to use the above system for the exhibition of loans which 
may be raised for the Burma special outlay. 


Muiute ly the Hon. J. B. Peiue, dated the 18th February 1887, 

I agree with Sir Theodore Hope. This is not a question of sound or prodi- 
gal finance, but of the best way to state an account. Our present calculations 
are based on the assumption that the difficulties caused by exchange will not 
necessarily become greater. This being assumed, the difficulty in maintaining 
Budget equilibrium is entirely due to special Upper Burma charges. The 
treatment of these special charges in the Budget presents itself to me thub : 
They are recognised as temporary, and not such as to cause a normal excess of 
expenditure over revenue. They are not current, but accumulated, administrative 
charges, forming a capital outlay necessary to enable us to commence the 
orderly administration of our new province, and a necessary condition of our 
beginning to obtain from it the revenues which will meet the current charges 
of administration in future. The cost of military operations and initial outlay 
on road clearances, barracks, and official buikiugs is similar to the capital out- 
lay on exploiting or reclaiming a new estate. The special and localised charac- 
ter of the outlay also suggests that it may preferably be marked off and distin- 
guished from Indian finance proper, by exclusion from the ordinary revenue 
account. This is not done if the Famine Insurance grant of India is merged 
in the revenue account, and goes to diminish the deficit caused by the inclusion 
therein of the Burma expenditure as a charge against revenue. Even when 
that is done, there will probably remain an excess of expenditure over revenue 
to he met hy loan. But the absorption of the Famine grant in revenue is a 
departure from the purpose for which it was provided by special taxation. Is 
it a smaller evil than the transfer of the Burma special charges to capital ? We 
all propose to do one or the other, but need not do both. There is no great 
difference in character between tne two operations. The first transfers to the 
ordinary revenue account a certain part of the revenue properly appropiiable to 
capital expenditure, and money has to be borrowed for that capital expenditure 
instead. The other transfers to capital account charges which we should defray 
from revenue if we were not compelled to meet an accumulation of them at 
once. If the latter course is adopted, the objection to maintaining the Famine 
grant, that there is no revenue to allot to it, falls to the grouni. As clioice 
has to he made between the two transactions, continuity of policy, as well as 
clearness of statement, appears to be in favour of the latter. I admit that on 
the approximate figures available, the latter course does not, any more than the 
former, quite obtain equilibrium, but the deficit can be met in this case either 
from the part of the Famine grant designed for the reduction of debt, or, if it 
is desired to maintain the integrity of the Famine grant, by the transfer fiom 
revenue to capital account of the items now entered in the revenue account for 
frontier roads and telegraphs. 


Minute ly hu Excellency the Commander-in-CUef, dated 19th February 

1887, 

I concur with Sir Theodore Hope and Mr. Peile, 
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FINANCIAL POSITION OF RAILWAY CONSTRUCTION. 


STATEMENT A. 

State Railways. 

Resources — 

grant of millions, whole of which may be put on 
the market if balances, &q , are not available. 

Railways are entitled to £2,800,000 of this, minus, for the present, 
such sum (£390,000 in the current and £450,000 in the ensuing^ 
year) as may be required for Frontier and Marine Defences. 

%^Famine Insurance granU — This grant nominally stands at — 

1. Relief _ .3,000 

2. Protective Badwaya 

3. „ Irrigation 

4. Reduction or avoidance of debt . . , , 

Total 


500.000 
111,300 

749.000 


1,361,300 

But it is understood that at present the appropriation of 2 and 4 is 
suspended, the equivalent of 2 being borrowed in addition to the 
3§ millions, and 4 not being forthcoming in reduction of the latter. 

This grant is, under paragraph 16 of the Secretary of State’s Despatch 
No. 367 (Financial), dated 10th December 1885, chargeable with the 
interest of the Indian Midland, Nagpur-Bengal, and Bilaspur- 
Etawah Companies’ lines. Item 3 has already been reduced from 
£250,000 by the charge for the first named, and will now be ab- 
sorbed by the recent sanction for the second. 

GsAirrs— 

Qv/rreni year—* * £ 

Normal 2,800,000 loan, 

390,000 


Deduct for Frontier Defences 


Add from revenue 


Net 


AdditioTuil, 

Mysore Railway Refund 

Special for Mandalay Railway Extension .... 
Extra grants for Frontier Railways, including unexpend- 
ed grants of former years 

Less expenditure on Bezwada Frontier line advanced hy 
Company ^ 


Grant— 

Coming yea/r— 

Normal .... 
Deduct for Frontier Defences 


Net additioixs 
Grand Total (i)+(ii) 


Add from revenue 


Additional, 

From Surplus Provincial Balances .... 
Special grant, Mandalay Railway Extension 
Bezwada Frontier line (adjustment of previous year) 


2.410.000 

500.000 

2,910,000— (0 

686,825 

200.000 

1,263,175 

2.150.000 
27,500 

2,122,500— (ii) 
60,32,500 


2.800.000 loan. 

450.000 

2.350.000 

500.000 

2,850,000— (iii) 

2,000 

1,000,000 

27,500 

1,029,500— (iv) 


Grand Total (iii)-l-(iv) . 3,879,500 


N‘,B . — The whole of the above amounts are exclusive of Exchanee, which 
from the general revenues, independently of them. 


is recognised as home 
K 
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Bail-ways. 


LiYXS IY 7SOGBSSS. 
Protective, 

Bellary-Kistna . , • , 

Cuddapali->iellore • , 

Assam-Behar .... 
Umeria Colliery .... 

Total 

Frontier. 

Sind-Pishin— Nari-Quetta Section 
„ Darwaza-Q n e 1 1 a 

Section 

a, Bostan>Gulistan Sec> 

tion . 

Sind-Pishin— Bostan Gulistan 
Section, Killa Abdulla Branch . 
Bolan ...... 

Sind-Sagar— Eastern Section 
,, Western ,, . 
Punjab Northern— Gradient Im- 
^ provgnents ^ . 

Kaniahar ^eLrved Permanent- 

way 

Frontier lines Eolling-Stoek 
Engines and 7 miles rack rails 
(Abt System) for Bolan Bail way 
(recently sanctioned) 

Total 

Tounghoo-Mandalay Extension • 
Lines under agreement^ 
Bezwada to Hyderabad Frontier , 


Likes kot ooiinoKOzn. 

Frontier, 

Crossing Amran to Frontier (6) . 
Bolan Permanent Line . 
Peshawar to month of Khyber . 
Patiala-Bhawalpore, British Sec- 
tion 


Frofective, 

Assam'Behsr — Kaunia-B h u b r i 

Section 

Hindupnr Extension (Bellary- 
Kistna Bail way) 

Dharmaveram Extension (Cndda- 
pah-Nellore Railway) 
Pakal-Villupram Extension (Cud- 
dapah-Nellore Railway) . 
Minor Famine Lines • , [ 

Panchpara-Fooree - , * 

Total 

Lines under agreement. 
Warora-Chanda . . , , 

Total 

. , Abstbact. 

Lines m progress . , , 

Lines not commenced . , , 

Gbakl Total - 


I loss by 
exchange). 
( 1 ) 


27,22,940 

45,85,445 

6,18,616 

29,40,330 

24,13,326 

2,50,98,671 


Expenditure 

Ba.LAuKC£ BEQUlBEn TO 

COMPLETE. 

to 31st 
March 1887 
(including 
exchange). 
(2) 

Direct out- 
lay. 

(3) 

Exchange! 
at la. i)d 
(4) 

Total. 

(5) 

« 1 
1,23,98,429' 
54,25,219 
1,00,32,265 
5,94,786 

R 

67,01.671 

6,12,604 

66,44,048 

3,60,000 

£ 

7,00,000 

60,000 

6,35,800 

45,214 

R 

64,01,571 

6,62,604 

61,79,848 

4,06,214 

2,84,50,699 

1,23,18.223 

13,31,014 

1,36,49,237 

3,92,29,672 

67,32,425 

1,05,000 

68,37,425 

> 22,39,932 

4,73,008 

10,000 

4,83,003 

» 37,31,509 

8,63,936 

... 

8,58,936 

1 .3,85,000 

\ 28,69,330 

i 20,33,837 

1,71,78,760 

1,33,516 

81,000 

3,76,000 

71,89,921 

'*4,489 

7.30,000 

1,33,616 

81,000 

3,79,489 

79,19,921 

) 8,04,000 

\ 44,91,405 

6.96.000 

11.13.000 

*6,928 

6,96,000 

11,18,928 

1 84,74,000 

5,32,000 

16,60,000 

24,000 

4,50,000 

6,56,000 

21,10,000 

1 7,69,27,435 

1,55,000 

1,99,94.806 

45,000 

13,74,417 

2,00,000 

2,13,69,223 


2,50,00,000 22,90,0 

tl6,80,859 ...♦ 


1.91.50.000 
1,60,00,000 
tl2,00,00 • 

$50,00,000 

4.03.50.000 


$64,00,000 

76,26,0001 

1.07.90.000 

93.98,000 

$90,00,000 

2.30.20.000 

6.61.33.000 TT" 

$35,00,000 

10,99,83,000 

'16,60,77,463 §10,66,68, 
10,99,83,000 ’ ’ 

27,60,60,453 l-i 


• 1 J 7, 

.iV V" .' 

15,60,000 

1,30,859 

4 6,46,73,029 

48,36,290 

1,88,00,000 

1,45,50,000 

12,00,000 

3.50.000 

4.60.000 
1,00,000 

60,00,000 

6,00,0CO 

3,95,60,000 

14,00,000 

64,00,000 

6,00,000 

67,32,000 

7,93,000 

1,00,08,0001 

7,82,000 

84,84,000 

90,00.000 

2,10,20,000 

9,14,000 

8,00,000 

20,00,000 

6,16,44,0o| 

68,89,000 

35,00,000 

3,00,000 

10,46,94,000 

76,89,000 

6,45,73,029 

10,_46,94,000| 

48,36,290 

76,89,000 


1,24,26,290 


16,80,859 


1,91,50,000 

1,60,00,000 

13,00,000 


70.00. 000 

76.26.000 

1.07.90.000 

93.98.000 

98.00. 000 

2.80.20.000 
6,76,33,000 

38.00. 000 
11,22,83,000 

5,94,09,319 
11,22,83,000 
‘ 17,16,92,316 


Open Line Capital 
Reserve 

Gbakl 


NoTE.-The l^^ates of expenditure to close of 1886-87 as well as the proposed grants for 1887-88 
§ fhe figures m this column are the best approximations that can be made. 
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statement B. 

/ 

CoypANiBs’ Eailwats. 

Jiesourees,^The Capital is in all cases raised by the companies themselves 
vithont State intervention. 

The interest is guaranteed by tlie State : that for the Southern Mahratta^ 
Railway is paid out of the general revenues ; that for the Indian Midland 
Nagpore-Bengal, and Bilaspur-Saugor, is chargeable to the Famine Insurance 
Grant, as explained in Statement A. 



Estimf'i 
cost by 'i 
information 

Maul! 

1887. 

Balance re- 
quired to 1 
complete. 

Grant, 1887-85. 

Lines in progress. 

Indian Midland 

Southern Mahratta . , , . 

R 

6,32 64,360 
6,19,13,5.6 

R 

2,42.38,685 
b, 6-, 99.033 

R 

3,90,25,775 

59»14,483 

R 

2,29.02,000 

67,65,000 

Kagpni -Bengal— 

Nagpar-JJJ’andgaon Section, in- 
cluding Conversion , 
Nandgaoa-Sitaiauiptir 

3.85.00. 000 

4.40.00. 000 

21,31.09.169 

17.06,523 

83,90,831 

2,2i,93,477 

1,70,000 

18,000 

Totai. 

18,76,77,876 

9,49,53,310 

9,27,24.566 

2,88.46.000 

Lines not eommencei. 





Bila spnr-Saugor— 

Bilaspur-Umeria Section , , 

Katni-Sangor . . • , 

1,61,00,000 
, 98,98,000 

..i 

1,61,00.000 

68,98,000 

... 

Total 

2,59,98.000 

- 

2,59,98,000 

... 


Umeria-Katui Section of the Bilaspnr-Saugor Bailway ha* been provisionally con- 
etracted as a State Railway and is now open. Any concession to a company would necessarily, for 
executive reasons, be for tbe whole line between Bilaspur and Katni, including this section^ and a 
refund of Us cost {aiout 45 lakhs) would accrue to the lavernment. 


STATEMENT C. 

Refunds which may become success ively available , — vide paragraph 17 of 
Goyernment of India Despatch No. 47 (Finance and Commerce), dated 2*<Jnd 


February 1887 : — 

Nagpore-Bengal 85 

Bellary-Kistna 142 

Onddapah-Nellore 61 

Katni-Umeria 45 

Assam-Behar 280 

Sindia 95 


Total . 705 


No. 65 (Financial), dated 15tli March 1887. 

From— The Government of India, 

To— The Secretary of State for India. 

We have the honour to acknowledge the receipt of Lord Kimberley’s Finan- 
cial Despatch No. 216, dated the 29th July 1886, reviewing the Revised Esti- 
mate for 1885-86 and the Budget Estimates for 1886-87. 
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% In accordance with the instmctions contained in paragraph 2 of the de- 
spatch, we have authorised the Comptroller and Auditor General to carry out the 
<Jorrections in the figures adopted in the statement of past years appended to 
the Financial Statement for 1886-87. 

S, We beg to point out that there is a misapprehension in paragraph 18. 
Bif 700 1884-85 was not £12(5,207, but £638,907, 

126*207 as per margin. The first item of this was re-granted 

638907 Budget, and could not afterwards be resumed 

'■ as directed in Your Lordship’s Despatch No. 66 

{Railway), of 4th June 1885, because, as explained in our No. 113 (Railway), of 
-31st J uly 1885, the war reductions had taken pLice intermediately. The second 
item of lapse was not directly re-granted, but both lapses were virtually covered 
by the extra grant of Rl, 37, 00, 000 made for Frontier Railways in 1885. 

4. With reference to the enquiry in the last sentence of paragraph 24, 
we have to state that the orders prohibiting the levy of income tax on any 
profi tsof the Guaranteed Railway Companies, except those which are in excess 
of the sum required to cover the guaranteed interest, involve a sacrifice of about 
4837,000, the gross income tax receipts being reduced by £169, OCX), the portion 
of the tax on Railways payable ultimately by Government disappearing from 
the income tax receipts, as well as from the working expenses, of Guaranteed 
Railways, and the portion of the receipts payable by the companies being re- 
duced from £53,600 to £16,600, 

5. In explanation of the variations under the head of Exchange between the 
Revised Estimates of 1885-86 and the Budget of 1886-87, referred to in para- 
graph 32, we desire to explain that in making up the estimates of 1886*87 it 
was considered best to take as a charge of the year the exchange upon the re- 
payment of the Loan of 22iid April^J 1854, which came to £376,200. 

6. With regard to the increase in the Ordinary Public Works expenditure 
in the group of Buildings and Roads, referred to in paragraph 35, it will he 
observed that such expenditure occurs partly under Military and partly under 
Civil Works. The increase under Military Works in the piesent intauoe is due 
to special causes,— the occupation of Upper Burma, the rendition of Morar 
to Sciodia, and the need for providing accommodation for the troops added to 
the strength of the Army in India. It is covered by the payment of £150,000 
by Scindia on account of the Morar Cantonment, and this amount should be 
deducted in comparing the estimate of expenditure with the actual expenditure 
i)f previous years. 

We would invite special attention, however, to Statement A, which is ap- 
pended. From this it will appear that the item is lower than it was ten years 
ago, and shows no greater fluctuations from year to year than might reasonably 
be expected in the varying circumstances and emergencies which from time to 
time arise. 

7. As regards the expenditure on Civil Works, we solicit a re-perusal of the 

remarks in paragraph 21 of the Secretary of State’s 
Despatet No. 183, Financial, of 28th June 1883, 

af ®‘sEr 

Minute appended to g^j, Evelyn Barine and Mr. Barbour, in the 

atove, paragraphs 68 to „ , . • n i i 

92. documents referred to marginally, wnicJi were concur- 

dat^^’ 24 th lignst red in by the Government of India. The misappre- 

Evelyn SSing^s^MinSe hensions likely to arise from arguments based wholly 

—«ee paragraph 33. qxl increase of expenditure and on comparisons 
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Despatch No. 234, Finan- between groups of recent and anterior years were 

1883 , Sir demonstrated in a special note by Mr. Barbour, which 

linute-“ee® App?n^dil Appendix I to the Bespatoh No. 234. 

II, paragraphs 314 to 323, 

8. Tonr Lordship will probably, however, desire from ns a more specific 
explanation in reply to paragraph 35. The purport of this paragraph we 
understand to be that, after deducting £300,000 of special grants for Frontier 
roads and Upper Burma, the outlay on Ordinary Public Works is nearly 
£800,000 larger than the average of the five years ending in 1881-82 ; that 
this outlay is not swollen by exchange ; that it is peculiarly under the control of 
the Local Administrations ; that it has been reduced compared with three or 
four years ago ; and that stringent orders should issue to carry the reduction 
further. We will examine these points in succession, with the aid of the 
analytical Statement A already referred to. 

9. The first point we would explain is that the outlay is not, as it is supposed 

to he, peculiarly under 
the control of the Local 
Administrations. They 
have no concern in 
about three fifths of it, 
which will be seen, from 
the marginal abstract 
of the aggregate figures 
given in theparagiaph, 
to be partly under the 
Imperial Military and 

Civil, and partly under the Local Boards* control. What the Provincial Govern- 
ments do control is the sum allotted to them for expenditure under the terms of 
their contracts, which cannot be curtailed (except under abnormal exigency) 
without a breach of faith. The portion appertaining to Local Boards is mostly 
placed by law under the control of those bodies. No redaction in it would 
have any appreciable effect on our finances. 

10. The next point to which attention may be called is that a comparison 
with the five years selected can give no useful result, since they were coincident 
with the Bomhay-Madras famine and the Afghan war, during which outlay 
under this head was much reduced by both the accumulation of balances and the 
debit to “ Famine Belief ’* of charges which would otherwise have appeared 
under it. Tbe return to normal outlay and the expenditure of accumulations 
necessarily caused an increase which, from this cause, was apparent, and not 
real. The depletion of those accumulations again produced a reduction to the 
eye which was not really economy. 

11. A further consideration which cannot he ignored is, that the India of 
to-day is not the average India of a period terminating five years ago. Not 
merely do our greater population, and increased commerce, means of locomo- 
tion, &c., require enlarged accommodation in the way of post ofi&ces, telegraphs^ 
court-houses, jails, schools, dispensaries, feeder roads, &c., hut every permanent 
addition to these facilities involves a new permanent current charge for its 
maintenance. 



Total of 12 
years. 

Percentage. 


& 


Military Worts, • • • • • 

Civil Worts, Imperial . . . . ! 

„ Prormeial 

Local .... 
England and E 2 :change . 

12,976,508 

5,309,218 

21,278,657 

16,564,324 

1.317,734 

23-60 

9-24 

37 04 
28‘83 

2 29 

Totcix 

67,446,446 

100 
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12. That the Budget of this year for Ordinary Public Works should show a 

larger total than an 
average struck between 
five and ten years ago 
need not, therefore, 
cause surprise. Al- 
though much reliance 
should not, in our 
opinion, be placed on 
contrasts with periods 
differently circum- 
stanced from our own, 
we may invite a study of 
the marginal table, de- 
duced fiom Statement 

A, in which the Budget figures of this year, normalised by the exclusion of the 
three special items named in paragraph barracks for extra European 

troops, frontier roads, and Upper Burma Civil Works, and also of estimated 
outlay from Provincial balances,— are contrasted with the average of 1875-76 
and 1876-77. Although those two years are low, owing to the complicated 
effect of the famines in Bengal, Madras, and Bombay, the aggregate of 1886-87 
touches them within £133,157 ; while the excesses of Provincial and Local outlay 
are only £197,918 and £182,565 respectively. Regarding these last, it is 
noticeable that the Provincial outlay, which is under our control, has increased 
in no greater ratio than the Local, which is not ; and in so far as this test may 
be adopted, it would serve to show that the Provinces in devoting their avail- 
able revenues to this amount of expenditure have not exceeded what the needs 
of the country justified, in view of the resources at their command. 

Again, if the special grants of £200,000 for frontier roads and £100,000 for 
Upper Burma be deducted, the present expenditure on Imperial Civil Works in 
India is reduced to £321,000, — a figure which is almost the same as the average 
expenditure of the years 1877-78 to 1879-80, when this item of expenditure was 
kept as low as possible in view of the financial difficulties of that time. 

13. Local expenditure being thus met from Local resources, there is in our 
opinion no special reason why we should attempt to impose restrictions on it so 
long as Local bodies have sufficient resources at their command to meet the 
expenditure which they propose to incur. Similar remarks, subject of course to 
the amount of revenue left at the disposition of Provincial Grovemments, apply 
to Provincial expenditure on Civil Works. One of the chief inducements that 
Provincial Governments have towards good administration of their finances is» 
that by this means they can obtain funds for useful expenditure on Public 
Works and otherwise. From Statement A it will be seen that since 1877-78 
the increase of Provincial and Local expenditure accounts for £904,930 of the 
total increase. It cannot be expected, nor is it desirable, that there should be 
any large reduction in purely local expenditure, but the contribution of £400,000 
obtained this year from Provincial Governments, and the probable reduction in 
their resources of about £500,000 yearly which will result from the investiga* 
tions of the Finance Committee, will necessarily lead to a material reduction, of 
Provincial Public Works expenditure in future years. 

14. The inconclusive nature of comparisons between groups of recent and 
anterior years has been alluded to in paragraph 7 of this despatch. This is 
further illustrated by that of the two groups, 1877-78 to 1881-82 and 1882-83 to 


Heads and Subheads, 

Average, 

1875- 76 
and 

1876- 77. 

Bndget, 

1886-87. 

Budget, 

1886-87, 

normal- 

ised. 

Military Worts . . 

1,270,030 

1,265,367 

1,003,367 

Civil Works, Imperial 
„ Provincial 

„ Local . 

„ England 

„ Exchange 

301,007 

1,611,382 

1,434,535 

92,677 

12,925 

621,000 

1,952,800 

1,617,100 

77,300 

25,767 

331,000 

1,770,000 

1,617,100 

77,300 

25,767 

Total Civil Wosks . 

3,352,527 

4.293,967 

3,811,167 

Gba^td Total . 

4,622,667 

0,449,334 

4,816,534 
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1885-86, which are presented in paragraph 35,--one group being distinguished 
hy famine, war, and accumulation of revenue deposits, and the other by the 
opposite characteristics. How very materially the Provincial and Local balances 
influence and vitiate such comparisons may be gathered from a study of State- 
ment B appended. It 
will show, for instance, 
that the supposition 
already mentioned in 
paragraph 10, that 
there have been reduc- 
tions compared with 
three orJFour years ago, 
is mistaken. Contrast, 
less open to objection 
though still unsatis- 
factory, may he obtain- 
ed by taking (frona 
Statement A), as in the 
margin, an average of the whole 12 years cited in paragraph 35, so that ephe- 
meral pecularities may neutralise each other as far as possible. This does not 
indicate, we venture to submit, any undue growth of controllable outlay or any 
extravagance at the present time. If, moreover, we were to consider, per con- 
tra, the revenue arising from some of the works undertaken, and of the Depart- 
ments served, such as the Post Office and Telegraph, the percentage of outlay 
would be an annually diminishing one. 

15. Passing from all such broad contrasts, we desire to remark that a care- 
ful scrutiny of the details of expenditure can alone convey a just appreciation 
of the course of administration in the matter of Ordinary Public Works, We 
may point out, as an illustration of the value of averages, that the Civil Im- 
perial item for 1883-84 was more than doubled by the transfer to this head 
from that of “Productive Public Works,” of a book item of ^533,070 capital 
outlay on the Madras Harbour, We believe that the result of such a scrutiny 
would he to justify the administration, during the period under review, and to 
show that it might be charged as much with undue parsimony, in the face of 
the growing mateiual needs of the Empire, as with extravagance. 

16. Refemng to the discrepancy in the figures of the Military Estimates, 
pointed out in paragraph 37, we beg to explain tliat the figures in paragraph 
473 of Part II of the Financial Statement are those finally adopted on receipt 
of the telegi-aphic corrections in the Home Treasury estimates, while those 
quoted in the despatch under reply are the figures of the original Home 
Treasury estimates. 

17. Tour Lordship’s 39th_ and 40th paragraphs deal with the subject of 
contributions from the Provincial Governments in case of emergency The 
withdrawal of £400,000 from Provincial balances last year is approved' and a 
hope is eipressed that some means may be devised by which those Governments 
may he called upon, in such case, “to contribute a proportionate share towards 
meeting the necessities of the Empire according to some established principle ’* 

^ Lordship’s Despatch 

No. 367F., dated 10th December 1885, 

With regard to this point we beg to refer to our Eesolution No. 458 (Finance 
and Commerce), dated the 28th ultimo, which explains the principles on which we 


Heads and Sat) -heads. 

Average, 
1875-76 to 
1886-87. 

Budget. 

1886-37, 

normal’ 

ised. 

Military Worts • , , , , 

Civil Works, Imperial . , . , 

„ Provincial . , , , 

»» . • • • • • 
„ England .... 

« Exchange .... 

Toiai Civil Woees 

Gbasb Total . 

1,081,376 

1,006,367 

442,435 

1,773,222 

1 1,380,360 
90,608 
19,203 

321,000 

1,709,200 

1,617.100 

77,300 

26,767 

3,705,823 

3,750,367 

4,787,204 

4,755,734 
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have regulated the relations of the Imperial and Provincial Governments 
in respect of the Provincial contracts. 

In revising the contracts we considered whether it would be possible to 
devise some such form of words as would not interfere with the satisfactory 
working of the Provincial arrangements. But the terms of the new contracts 
are such that in all probability a smaller margin than that accruing under 
previous arrangements will be left to the Local Governments. I’he matter 
referred to us by Your Lordship is not likely to lead to practical difficulties in 
the case of contracts based upon snch detailed enquiries and estimates as have 
this year been made. 

18 With reference to paragraph 41 of the despatch, we beg to state that 
we would have provided for a surplus of £500,000 if it had been possible to do 
so without imposing further taxation; but that it was considered inexpedient 
to have recouise to taxation for this purpose, and that in the uncertainty of 
our position caused by exchange (alluded to in paragraph 52 of of the despatch), 
the provision of such a surplus in the Budget, however useful as a precau- 
tionary measure, presents no longer any guarantee as to securing a surplus on 
the year*s accounts. 

19. The 42nd paragraph of the despatch under reply contains a description 
of the capital outlay arrangements of the current year which would seem to 
indicate an impression that the Public Work’s Department has received more 
than has actually been the case. It may be mentioned that the remarks which 
we have to make in respect of capital outlay, referring as they do to 1886-87 
and the immediate preceding years, are put forward with entire reserve as to 
the question submitted to Your Lordship in our Despatch No. 46, dated 22nd 
February 1887. It is necessary to point out that the loan limito f 350 lakhs 
fixed for “ the construction of Public Works,’* was originally assigned with 
leference to the needs of railways and irrigation only. The amount by which 
this limit is said to have been exceeded is swelled by 39 lakhs for Frontier and 
Coast Defences—an item which has never been charged to it until the current 
year. We append an account (Statement C) from 1882-83 showing that on 
31st March 1886 there was a balance of loan funds in favour of Railways and 
Irrigation amounting to E55,23,835, and that in the current year the extra 
grant (irrespective of the temporary special provision for the Mandalay Rail- 
way) is only 131 lakhs, of which E68,68,245 will be provided, without borrow- 
ing, by the Mysore refund, as contemplated in our Despatch No. 264F. of 
22nd September 1885. If the unexpended balance of E40,23,836 be set off 
against this grant, as it reasonably may he, the net extra amount for the year 
is reduced to R90,76,165. 

20 Taking the current year alone, it is possible that this outlay on Rail- 


ways may appear to some to be excessive. It is therefore important to mark 



B 

Extra grant 

. 64,71,968 

Ditto . . . . 

* 48,06,765 

Mysore refund . . . 

. 68,68,245 

Extra grant. . • 

. . 14,26,000 


1,95,71,966 

JOeduet — 


Balance on account . 

, 40,23,835 


the fact that in the whole five years up 
to the end of the present year the ex- 
cess of grant over the normal amount 
sanctioned by the Secretary of State 
after reference to two Parliamentary 
Committees has been only 155i lakhs. 
The whole of this excess is due to in- 


Net extra ^ant , . . . i,55,48,isi creased activity in prosecuting the Fron- 

tier Railways, caused by the war antici- 


pations of 1885, and nearly half of it has been provided by the Mysore Railway 
refund, which accrued without resort to the money market. This activity has 
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.55i--l,’ 

.A 

I‘'5l-S3. 

i-sr.--?*'. 


Lakhs. 

Lakhs. 

Lakhs. 

Lakhs. 

6,69 

81,34 

316,97 

292,86 

227;57 

219^24 

139*,40* 

9?, 84 

109,87 

128,41 

10,150 

78,65 

3,94 

8,32 

1 1,00 

-8,60 



i ... 

4,76 

348,07 

437,31 

648,87 

463,41 


Grant as 
it stands, 
January 
1887. 


received the entire concurrence and active support of successive Secretaries 
of State, as the following instances will show: — 

In Despatch No. 148R. of 27th November 1884 it is said — 

I desire to express not merely my general concTirrence in its adoption, hut my 

* r completed within the four years 

*“ ovex wHoh Toux ExoeUeacy pioposes to spread the 
expenditure.” 

And again in the same despatch — 

“ The course I am of opinion should he pursued is that the frontier communi- 
cations should he completed with the utmost speed consistent with economy of 
construction.” 

In his Military Despatch o£ 16th October 1885, the Secretary of State 
says : — 

With respect to the roads^ railways and bridges, &c., «&o.. &c., I have only to 
express my earnest desire that they may he pressed forward with such energy as to 
ensure their completion within the period estimated by your Government,— “uia?., the 
end of the year 1887-88, 

And again, in Despatch No. 367 (Financial) of 10th December 1885, in which 
Lord Randolph Chnvchill reviews the programme of railway expenditure for 
1886-87, His Lordship says : — 

Large as is the amount of expenditure thus contemplated in 1886-87, I will not 
withhold my sanction from Tour Excellency’s proposal to obtain the funds from 
borrowed money, such a course being in my opinion rendered necessary for the 
protection of the country against the risks of war and famine.” 

- ■ - =■... ■ The extreme ex- 

Grant as tent to which ex- 

I itstands, ,, 

. 55 i-** I, i*' 54 -s 3 . i- 5 r,- 5 ‘'. January penciiture on otner 

1887. railways has been 

rednced in order to 

Lakhs. Lakhs. Lakhs. Lakhs. Lakhs. x x-l j 

Frontier Lines . , 6,69 81,84 816,97 292,86 827,26 meet these Orders 

Mandalay Extension . ... ... .. ... 20,00 onrl fbia ohrimie -no- 

Other Lines in progress 227,57 219,24 129,40* 95,84 101,44 ana me ODVIOUS ne- 

Open Lines , . . 109,87 128,41 10,150 78,65 64,45 cessities of the case. 

Stores and Working . „ « . 

Capital . . . 3,94 8,32 1,00 -8,60 —8,33 in respect of frontier 

r r i!i ^ lines, is shown by 

Toial . 348,07 437,31 648,87 463,41 606,66 marginal table, 

- ; -- , - - - ^ from which exchange 

* Against this expenditure there was a credit on account of the Indian i j 

Midland Befund of 46,76 lakhs. IS excluded. 

^ 21. The 49th 

exchange. paragraph of the 

Current year* 8 otetlaif. £ £ Despatch is devoted 

Eailways, Irrigation, and. Defences . 6,868,800 6,217,100 to the analysis of 

Advances to Municipalities . « 897,600 897,600 xi^ 

Eailways of Guaranteed Companies • 3,162,000 3,163,000 loan lunas 

Total. . 9'^ outlay for the cnr- 

rent year, which is 

Deduct, paid from revenue— £ extl’acted margin- 

ramine Insurance grant . 748,600 748,500 4 . 1 , « 

Ordinary surplus . . 183,200 —469,600 adding the 

■ 930,700 279,000 figures exclusive of 

Balance to he raised . 8,997,700 8,997,700 exchange, so as to 

— — — obtain comparisons 

with past years. It 

is remarked that £8,997,700 is ‘'obtained by borrowing in some form or other,” 
and in the next paragraph it is added that 

** However important it is to develop the resources of the country, I cannot 
think it desirable, in present circumstances, that the credit of the State should be 


Frontier Lines . . 

Mandalay Extension . 
Other Liues in progress 
Open Lines . 

Stores and Working 
Capital . • 

Eeserve 


* Against this expenditure there was a credit on account of the Indian 
Midland Befund of 46,75 lakhs. 


Current year* 8 outlay. 

Eailways, Irrigation, and. Defences 
Advances to Municipalities 
Eailways of Guaranteed Companies 


Deduct, paid from revenue— 
ramiue Insurance grant , 
Ordinary surplus 


Balance to he raised 


Excluding 

exchange. 


6,868,800 6,217,100 
897,600 897,600 

, 3,163,000 3,163,000 

9,928,400 9,276,700 


930,700 

8,997,700 8,997,700 
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so largely used for promoting objects not of absolute or urgent necessity ; and it is 
specially necessary to be cautious in increasing permanent liabilities, when borrow- 
ing in rupee securities is so difficult and the continued fall in exchange has so greatly 
enhanced the burden of sterling obligations.” 


22. Tour Lordship’s comments to which, we have drawn attention might be 
held to point to the conclusion that the outlay to which they refer was abnormal 
in amount, and was devoted to objects which are not of urgent necessity ; and 
that the Government of India was alone responsible for incurring the expendi- 
ture in question, which was largely unxemunerative. It is desirable to make a 
few remarks on this aspect of the subject. 

In the first place, it may be remarked that the figures quoted in the last 
paragraph are unsuitable for the puspose of comparison with former years in 

respect of the liabilities incurred 
during the year on account of 
Public Works. The entry for 
“ Bail ways of Guaranteed Com- 
panies” is a net figure, arrived at 
as shown marginally. The sub- 
scribed capital may, indeed, be 
termed a “form of borrowing,” 
hut the discharge of debentures is 
a reduction of liability. These 
Guaranteed Railway accounts are, in reality, mere drawing accounts, and a 
large withdrawal in one year is counterbalanced by the advantage of using 
surplus deposits in another ; thus there was a surplus of £3,848,600 in 1885-86 
against the debit of £3,162,000 in this year. 

Again, in the calculations of paragraph 45 of the despatch under considera- 
tion, we observe that the reduction of £i,098,700 in the balances is regarded as 
a form of borrowing, although it is clear that the balances may have been 
strengthened by the excess deposits of Guaranteed Railways in former years. 


£ £ 

Subscribed capital^received. , , . 2,060,600 

Net expenditure— 

Gross 5,449,000 

Less refunds .... 1,684,700 

3.764,300 


1,703,800 

Net withdrawals— 

Paid for discharge of debentures • • 1,458,200 


Figure given in despatch . , • 3,16^000 


We append a statement (D) which may perhaps show the whole position 
more clearly. The “balance to be raised for Public Works” and the actual 
borrowings are the items requiring chief attention. 

It will be observed, in the first place, that when the effects of what we 
have termed the drawing accounts are practically eliminated, the amount to be 
raised for Public Works in 1886-87 is only £4,938,100, instead of £8,997,700, 

as might otherwise be inferred from the 
method of stating the account adopted 
in paragraph 49 of the despatch, 
coupled with the remarks next following. 
Secondly, the amount actually borrowed in 1886-87 compares favourably, if due 
allowance he made for the exigencies of frontier defence, and the special grants 
on that account, with the average amounts borrowed annually in earlier years as 
far hack as 1869-60. 


1867-68 to 1883-84 

1884- 85 to 1886-87 

1885- 86 alone 

1886- 87 alone 


3,477,800 

4,273,651 

6,190,900 

4,899,000 


23. As to the hulk of the outlay shown in the statement, which is for State 
Railways and Irrigation, we would invite perusal of paragraphs 7 to 11 of our 
Despatch No. 269 (Pinancial), dated 24th September 1883, in which it was shown 
that the outlay then advocated (vihich differed comparatively little from the 
present normal sanction) was “ less in amount, and far less burdensome, than 
the outlay which was thought necessary 25 years ago, when the country and 
finances were in a far less advanced and flourishing state*” Adopting and 
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supplementing the figures there given, we obtain the contrasts of annual figures 
given below, which necessarily exclude exchange:— 



24. Kegarding the necessity for the above outlay, the passages to which we 
have referred, in the preceding paragraph 20, might be supplemented by others 
specifically recognising the importance and urgency of protective works, espe- 
cially railways, which are admitted on all sides, and the execution of which on 
the lines from time to time advocated by us is delayed, not because they are 
not needed, hut from pressure on our finances. That capital outlay on open 
lines is unavoidable, needs no demonstration. We need scarcely add that not 
one of the great works in hand has been undertaken without the Secretary of 
State’s previous sanction. 
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25. The remaining point is that of dead-weight. It is shown in paragraph 8 
of the Despatch No. 269 F. of 1883, already referred to, that at the time when 
the large loans, at a high rate of interest, were raised in past days, the railways 

were a heavy and progressive loss to 
the State. In 1863-64 this loss 
amounted to £1,634,634. Now the case 
is very different, as shown in the 
appended Statement E and summarised 
in the margin, where the figures given 
in enclosure No. 3 to the above despatch are revised and carried on down to 
the present time. The broad result is a gain of £4,239,600 in the seven years, 
which exchange converts into a loss of £5,066,424, as detailed in Statement F. 
Statement F, however, puts the case in the most unfavourable light, for it 
includes under the head of State Eailways the interest on all the capital for the 
time locked up unproductively in unopened lines in progress. This interest is 
estimated in the Budget of the current year, for both State Railways proper 
and subsidised lines, such as the Southern Mahratta, the Indian Midland, and 
the Bengal Central, at £709,438, excluding exchange, or £821,538 including 
that item. It will he noticed in Statement F that it is the old guaranteed Hues 
which drag down the amount. As their contracts fall in, and the lines in hand 
are opened, a far better result will be attained. In any case, the improvement 
on earHer years is of course nnafBected, and the fact remains that the railways 
are bringing in a large and annually increasing return. 

We also append a statement (G) for 1885-86, showing that the open State 
Railways, including exchange and indirect charges, earned 5'53 per cent., and 
that the temporarily unproductive capital oultay on State Hues proper in pro- 
gress amounted to about 74 crores of rupees. Even when allowance is made for 
the cost of remitting to England such portion of the net earnings as is due for 
interest on capital raised in sterling, the return is 5*39 per cent. 

In view of such results of our investments, coupled with the fact that our 
credit is so good that sterling loans can readily be obtained at about SJ per cent., 
there would seem to be no impropriety in borrowing for really urgent needs, as 
we do, unless in accordance with the contention which we are well aware will 
not be endorsed by Your Lordship that loans are an absolute evil, irrespectively 
of the results they may produce. 

26. In paragraph 50 of the despatch it is stated, with respect to State out- 
lay on railways and defensive works, that “ so far as estimates have yet been 
sanctioned, it is anticipated that only 275 lakhs will remain unspent after 31st 
March 3887.*’ This statement is based on the last column in Appendix C, at 
page 43 of the Financial Statement. We would point out that the figures in Ap- 
pendix C show that on estimates not worked up to there remains a balance to 
spend of 330*6 lakhs, and to add that this larger figure may be exceeded. 

27. The last sentence of paragraph 50 contains a ruling, negativing the 
utilisation of refunds which formed the basis of the proposals for completing 
the grouped scheme of works submitted in our Despatch No. 264 P., dated 22nd 
September 1885. We have addressed Your Lordship on this question in a 
different connection in our Despatch in the Financial Department, No. 47 of 
22nd February 1887, and need therefore say nothing upon it in this place. 

That despatch also dealt with the subject of Famine Insurance. Regarding 
the provision of funds for the Mandalay Railway, mentioned in paragraph 61, 
onr views were stated in our telegram in the Public Works Department of 21st 
J*anuary 1887. 


18S0-81 , 

1881-82 . 

1882 - 83 . 

1883 - 84 . 

1884 - 85 . 

1885 - 86 . 

1886- 87 (Revised) 


£ 

. , 31,161 

. . 938,572 

. . 247,762 

. . 903,443 

. . 460,431 

, , 1 , 181,341 

. . 476,900 
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EYCLOSIJRE OP DESPATCH No. 65 OP 1887, 

A. 

Statement shoteing Expenditure on Build 


Heads and Scb- 

HEADS. 

1875-76. 

1876-77. 

1877-78. 

1878-79- 

1879-80. 

1880-81. 

1881-82. 

Militaey Wosks. 

£ 

£ 

£ 

£ 

£ 

£ 

£ 

India • 

1,337,738 

1,201,322 

1,153,933 

1,190,593 

966,307 

969,168 

1,070,646 

England . * 

... 

... 

... 

... 

... 

... 

... 

Exchange . . « 

... 

... 

... 

... 

... 

... 

... 

Total Militabt 
WOBES 

1,337,738 

1,202,322 

1,153,933 

1,190,593 

966,307 

969,168 

1,070,546 

Civil 'Wobes, Ibtdia. 








Imperial • . « 

317,317 

284,698 

320,650 

273,265 

324,595 

849,654 

466,613 

Provincial 

1,330,274 

1,692,491 ' 

1,454,917 

1,686,350 

1,426,066 

1,694,294 

2,003,131 

Local 

1,693,797 

1,275,273 

1,210,063 

1,173,196 

1,040,084 

1,212,438 

1,39] ,756 

Total India 

3,241,388 

3,252,462 

2,985,620 

3,032,811 

2,790,736 

3,266,388 

3,861,600 

England . . . 

94,435 

90,920 

96,642 

97,540 

140,046 

88,249 

96,018. 

Exchange , 

10,369 

15,481 

14,916 

20,725 

28,338 

17.882 

19,809 

TOTAIt CmL WOBES . 

i 

3,346,192 

' 3,358,863 

3,097,177 

3,]61,076 

2,959,118 

3,362,617 

3,977,327 

GEANH TOTAL J 

4,683,930* 

4,561,185 

4,251,110 

4,341,669 

3,925,425 

4,331,685 

6,047,873 











Avbbagbs » 

4,622,657 

4,^9,652 


11th January 188T. 
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DEPARTMENT OP FINANCE AND COMMERCE. 

ings and Roads from 187S-76 to 1SS6-87. 


1882-83, 

1883-84. 

1884-85. 

Revised 

Estimate, 

1885-86. 

Budget 

Estimate, 

185C-87. 

Gbattd 

TOTAIi. 

Average. 

Percent- 
age on 
Total. 

£ 

£ 

£ 

£ 

£ 

£ 

£ 

£ 

962,547 

1,012,303 

948,344 

985,400 

1,152,300 

12,946,501 

1,078,875 

22*56 

1,771 

6,625 

6,071 

8,600 

2,800 

23,667 

1,964 

•04 

406 

1,331 

1,232 

2,709 

767 

6,445 

537 


964,724 

1,019,459 



1,165,367 

12,976,513 

1,081,376 

22*60 

602,780 

1,005,360 

465,186 

378,100 

621,000 

6,309,218 

442,435 

9 24 

2,302,087 

2,126,906 

2,001,161 

1,709,200 

1,952,800 

21,278,657 

1,773,222 

37*04 

1,460,687 

1,553,767 

1,610,883 

1,526,400 

1,617,100 

16,564,324 

1,380,360 

28*83 

4,265,454 

4^685,023 

3,977,220 

3,612,700 

4,190,900 

43,152,199 

3,696,017 

75*11 

82,238 

86,515 

66,300 

71,100 

77,300 

1,087,302 

90,608 

1*89 

18,865 

19,770 

16,110 

22,401 

25,767 

230,432 

19,203 

•40 

4,366,657 

4,791,308 

4,059,630 

3,706,201 

4,293,967 

44.469,933 

3,705,828 

77*40 

6,331,281 

6,810,767 

5,009,277 

4,702,910 

5,449,834 

57,446,446 

4,787,204 

100*00 










6,260,714 
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B. 


Opening and, Clasing Balances under Promncial and Incorporated Local 
Funds from 1875-76 to 1886-87. 




PBOvnroiAL Frirns. 

IsrconpouATEn Local 
Funds. 

^ Total. 

Ybabs. 


Opening 

balances. 

Closing 

balances. 

Opening 

balances. 

Closing 

balances. 

Opening 

balances. 

Closing 

balances. 

1875-76 . 

• 

£ 

703,393 

£ 

326,230 

£ 

1,148,274 

£ 

1,114,866 

£ 

1,860,669 

£ 

1,440,086 

1876-77 . 

• 

325,230 

399.136 

1,114,856 

927,070 

1,440,086 

1,326,208 

1877-78 . 

• 

399,136 

765,369 

927,070 

• 

928,111 

1,826,206 

1,693,480 

1878-79 . 

• 

(a)731,182 

1,216,631 

(a)972,298 

1,199,113 

1,693,480 

2,415,744 

1879-80 , 

. 

1,218,631 

I 

1,723,311 

1,199,113 

1,301,706 

2,415,744 

3,026,016 

1880-81 • 

• 

(5)1,740,374 

1,950,056 

(5)1,284,642 

1,386,271 

3,025,016 

3,336,327 

1881-82 . 


1,960,066 

3,706,046 

1,386,271 

1,146,497 

3,336,327 

4,851,543 

1882-83 . 

• 

3,706,046 

2,608,229 

(c)l,127,971 

1,010,641 

4,833,017 

3,618,870 

1883-84 • 

• 

(d)2, 648,626 

2,118,405 

(c)987,435 

1,044,689 

8,636,061 

3,163,094 

1884-85 . 

• 

(/J2, 115, 096 

1,863,511 

f^)l,029,918 

989,413 ^ 

3,145.013 

2,851,924 

1885-86, Revised 
innate • • 

Es- 

1,862,611 

2,018,911 

989,413 

993,313 

2,851,924 

3,012,224 

1886-87, Budget 
timate . • 

Es- 

2,018,911 

1,211,811 

993,313 

986,713 

3,012,224 

2,197,624 


(o) £44,187 transferred from Provincial. 

(6) £17,063 transferred to Provineial. 

(c) £18,626 transferred to Excluded Local. 

(<f) £40,179 and 218 transferred from Local and Excluded Local respectively. 

(e) £40,179 transferred to Provincial and £16,973 transferred to Local. 

(jf ) £3,310 transferred to Local. 

ig) £18.081 transferred to other Eunds, less, £3,310 transferred from Provincial. 

llth January 1887, 
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Statevmnt of Capital Outlay not charged to Hevenue^ showing sources from 
which funds have been provided* 



Amount. 

Total. 

1882-83. Balance of grant 
brought forward 

it 

* 

from 1881-82 
„ Fixed grant for the 

64,89,514 


year , 

1883-84. Fixed grant for the 

2,60,00,000 


year . 

„ Recovery from Pro- 
vincial Funds 

2,50,00,000 


daring the year . 
,1 Recovery from Pro- 

vincial Funds 
outlay incurred 

33,88,032 


in previous years 
1884-85. Fixed grant for the 

49,97,868 


year . 

„ Contribution from 
Surplus Provin- 

3,60,00,000 


cial balances 

1885-86. Fixed grant for the 

13,92,064 


year . 

M Contribution from 
Surplus Provin- 

3,60,00,000 


cial balances 
,, Extra grant for 
Frontier Railways 
(Rl, 37.00, 000— 

7,78,266 


72,28,034*) 

„ Indian Midland 

64,71,966 


Railway Refund. 

46,75,660 


14.81 91 369 

1886-87. Fixed grant for 



year . 

,, Extra s;raiit for the 
Frontier Rail- 

3,60,00,000 


ways . « 

„ Contribution from 
Surplus Provin- 

48,06, 765t 


cial balances 
„ Mysore Railway 

66,000 


Refund . . 

„ Extra grant for 
Sind-Pishin Rail- 

e8,68,246t 


way . , ' . 

14,26,000 

4,81,66,000 

,, Special grant for Mandalay Ex- 


tension 

• • • 

20,00,000 


Total • 

19,83.67,869 



Amount. 

Total. 


it 

it 

Expenditure dur- 
ing 1882-83 

2,26,87,869 


Expenditure dur- 
ing 1883-84 

3,01,49,051J 


Expenditure dur- 
ing 1884-86 

4,03,50,034 

I 

Expenditure dur- 
ing 1886-86 

4,95,80,690 

1 A 9A an K'9A 



14, £0,07,004 

Expenditure dur- 
ing 1886-87 (pre- 
sent Igrant, ex- 
cluding special) 

4,96,66,000§ 


Expenditure dar- 
ing 1886-87 (spe- 
cial grant for 
Mandalay Ex- 
tension) • . 

20,00,000 

RtR dR OAA 



0,10,00,1/00 

Balance’ • 

- • • 

4,23,835 


Total 

19,83,67,369 


* This sum of ft72,28,034 is equivalent to a grant of the lapses on Eevised Estimate of 1884-85 
(R18,76,634) not origrinally re-granted -1- a recoupment of the net reductiOus (B63,61,600) in normal 
grant made early in the year in consequence of Military necessities. 

* ‘ B 

t Excess over normal grant provided in Forecast • • • • • 1|70,76,000 

Deduct — ’ ‘ 

B 

For Frontier and Coast Defences • • • • . 54,00,000 

Mysore Railway Refund 68,68,245 

1,22,68,246 

Balance , 48,06,755 

t Excludes a book debit of B62,13,343.<% Outlay on Non-Productive Works in past years trans- 
ferred to Productive in the accounts of 1883-84. 

§ The extra grant of 10 lakhs for the Sind-Sagar Railway has been here included, but the 
Budget provision of the same amount for Bezwara Extension has been lescinded by the order of 
che Secretary of State. 

12th January 188Z, 

Xi 




Siaiemeni ofPuhlio Works and other Capital Outlay, and the sources whence it was derived, 1859 to 1887. 
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REMARKS ON STATEMENT E. 

This statement gives the progressive annual gain or loss to the State since 
1880-81 on the entire railway transactions (Guaranteed, Subsidized, and State) 
in which it is interested, exchange being excluded in the details entered. A 
column is added at the end of the Table, to show the effect of exchange. The 
net result to the State appears slightly worse than it really should he, owing to 
the inclusion in the column Interest and Annuity ” of a sum representing the 
redemption of capital of the East Indian Railway and Eastern Bengal Railway. 
Excluding this, the gain would he raised from £4,239,600 to £4,477,645, or, 
including exchange, the loss would be reduced from £5,066,424 to £4,766,137. 

The falling off in 1886*87 is due mainly to the interest charges on the very 
large capital expenditure on the frontier railways, which for the present at least 
is wholly unproductive. 

When exchange is taken into account the gains are converted into losses, 
and the gross gain of £4,239,600 accruing in the septennial period commencing 
with 1880-81 becomes a loss of £5,066,424. 

To exchange, therefore, may he traced, in the seven years, a total charge of 
£9,306,024, which may he subdivided as follows : — 

Ghiaranteed, Railways* ^ 

Increased cost of remitting Guaranteed interest • . • • 5,524,005 

8taie Railways, 

Increase in working expenses . . . . ... 206,835 

Increase in interest charges due to including exchange in capital 

cost 8,575,184 


Total . 3,782,019 


GRAND TOTAL . 9,306,024 

A still further loss has probably occurred in State Rnilways on account* of 
the increased cost of remitting the interest on the portion of sterling loan for 
which they are liable. It is impossible to state this figure with accuracy, and, 
as a set-off against it, it may be remarked that the interest entered in the state- 
ment as chargeable to State Railways is calculated throughout at 4 per cent., 
whereas of late years sterling loans have undoubtedly been raised at a lower rate. 

It may be added that in this statement the interest column under State Rail- 
ways- includes the actual sterling payments made on account of interest on stock 
debentures and annuities of all the guaranteed lines now taken over. On deben- 
tures discharged in India and on further capital outlay 4^ per cent, is charged. 

An attempt has been made to calculate the loss on remittance of interest 
charges during 1885-86. The result is shown in the foot-note tD Statement F to 
he Bll,97,551, as also the basis of the calculation. 

On the other hand, it is not possible to estimate what overcharge has been 
made by taking the all-round rate of interest at 4 per cent. 

It should be noted that this statement puts the case in the most unfavour- 


Exeluding Including 
Exchange. Exchange. 

At actual rates of ( Southern Mahratta . . 203,400 ■> 

interest payable^ Indian Midland . . . 104,000 J 412,400 

under contracts I Bangal Central . . . 27,500 36,600 

At four per cent. State Eailways proper, unopen 372,638 372,538 


able light, for 
under the head 
“ State Rail- 
ways ** it in- 
cludes all the 


capital locked up 

nnprodnctively in nnopen lines. The interest for the year 1886-87 is estimated 
(on the Budget Estimate figures) at the amounts shown in the margin. 

21st January 1887:, A, G. BEGBIE. 



Statement showing the Annual Gain or Loss to the State from Bailway Outlay since 1880-81, 

(locluding Biohange.) 



1886-87, Budget 2,716,000 3,690,000 —874,900 6,272,400 6,849,800 —677,400 
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G. 


Statement shoming the Metnime realised from JEtailways 



Capital Outlay. 

Railways. 

Direct 

Outlay. 

Exchange. 

Total, 

Indirect 

Charges. 

Total Capi- 
tal Outlay, 
including 
Indirect 
Charges. 

1 

2 

3 

4 



Opey Liites, 

S 

B 

B 

B 

B 

East Indian 

Surplus Profits pay- 
able to Ooii^any 
in respect of Earn- 
ings for 1885. 

39,13,61,660 

•• 

39,13,61,660 

• 

39,13,61,660 

Ksx EaBITIKGS AGCStriHG TO 60 V£Bir- 
XSET. 

... 

... 

... 

... 

... 

Bajpntana-Malwa • • . . 

Holkar ...... 

Eewari-Perozepore .... 

D«<fMrf.~-Surplua Profits pay- 
able to Bombay, 
Baroda and Cen- 
tral Indian Bail- 
way Compaq in 
respect of Earn- 
ings for 1885. 

8,70,13,446 

1,28,2R,482 

1,81,81,480 

37,26,860 
1.74,1 ('0 
8,(.9,39(' 

9,07,40,306 

1,^0,02,683 

1,26,90,870 

12,37,765 

2,6h,804 

1,12,137 

9,19,78,071 

1,33,69,386 

1,28,03,007 

Nxt EABKiNfis ACCBunre to Govbby- 

HSBX. 

... 

... 

... 

... 

... 

Scindia 

Wardha Coal 

Nagpore-Chhattisgarh . 

Burma 

Eastern Bengal 

Northern Bengal .... 

Dacca 

Tirhoot 

Patna-Gya ...... 

Nalhati 

Dildamagar-Ghazipur . , , 

Cawnpore-Achnera , . , , 

BareiUy-Pilihhit 

North-Western (Indus Valley and 
Punjab Northern Eatlways only), 
Amritsar- Pathankot .... 
Dhond and Manmad . • . . 

89,49.441 

67,77,797 

1,08.67,069 

2,72,86,418 

6,90,66,860 

2,19,09,262 

60,10.031 

1,45,82.226 

40,23,637 

3,43,036 

7,02,988 

1,14,86,250 

14,48,499 

16,25,45,460 

i 66,79,644 
1,02,64,609 

2,63,060 

2,03,020 

6,59,130 

12,60,730 

2,24,710 

8,68,030 

3,06,660 

6,88,480 

1,68.100 

11,860 

120 

3,65,680 

42,070 

67,41,630 

27,770 

6,66,990 

92,01,491 

69,80,817 

1,14,26,199 

2,85,37,143 

6,92,91,660 

2,27,72,292 

63,16,591 

1,62,70,706 

41,81,737 

3,64,896 

7,03,108 

1,18,61,830 

14,90,669 

16,82,87,090 

66,07,414 

1,09,31.499 

1,68,879 

80,279 

1,67,992 

4,31,936 

1,75,337 

3,94,830 

31,927 

1,69,908 

47,316 

6,000 

13,992 

1,67,678 

18,050 

27,01,933 

83,837 

1,94,876 

93,60,370 
70,61,096 ' 
1,16,84,191 
2,89,69,079 
6,94,66,897 
3, 31, 67,122 
63,48,518 
1,64,30,613 
42,28,953 
3,60,895 
7,17,100 
1,20,19.608 
16,08,619 
17.09,89,023 

66,90,261 

1,11,16,376 

Totai 

: 85,49,28,078 

1 

1,60,62.180 

87,09,90,268 

64,40,376 

87,74,30,634 

Surplus Profits pay- 
able to Companies. 

1 


... 

... 

... 

Net Total 


... 

... 

... 

... 
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during 18S5-S6 (Jgrii 1885 to 31st March 1886). 


Eevebtite. 

88 

1 o 6 
o s 

o 9 

83 O 

s a a 

o o 

V « 

*2 a 


Net 

Earnings, 

Loss by 
Ex- 
change 

Net Earn- 
ings allow- 
ing for Lose 
by Ex- 
change. 

Indirect 

Charges 

Net 

Earnings, 
less indirect 
Charges, 

9 

83 O 
bo 

ill 

o g 
o 

§99 

g SJ 

Bbuasks. 

7 

8 

9 

10 

11 

12 

13 

14 

15 

B 

B 

E 

B 

B 





3,01.10,731 

19,29,869 

... 

3,01,10,731 

19,29,859 

... 

3,01,10,731 

19,29,859 

7*69 

7*69 

7*69 

This sum includes 
the premium paid 
on purchase of 








• 

the undertaking 
from the Company. 

2,81,80,872 

... 

2,81,80,872 

... 

2,81,80,872 

7*20 

7-20 

7*20 


j- 79,60,995 


79,16,996 


79,16,996 

7*09 

6*80 

6*71 


4.36,836 

... 

4,36,836 

... 

4,36,836 

... 

... 

... 


74,80,169 


74,80.169 


74,80.169 

6 69 

6*42 

6*34 


1,09,680 

1,29,662 

6,29,420 

6,47,916 

16,82,989 

8,64,653 

—66,337 

3,73,494 

2,46,709 

12,086 

22,191 

1,66,626 

17,230 

84,16,000 

48,135 

2,20,623 

6,850 

1,41,720 

20,680 

80 

3,520 

"*780 

2, *130 

741190 

3,99,680 

1,29,662 

5,29,420 

6,41,066 

16,41,269 

8,43,873 

-66,417 

3,69,974 

2,46,709 

11,308 

22,191 

1,64,396 

17,230 

83,40,810 

48,136 

2,20,623 

‘e,‘o68 

16,459 

40,400 

21,467 

43,092 

6,472 

29,193 

’sioso 

leiooe 

1,68;496 

2,237 

1,99,680 

1,23,699 

6,12,961 

6,00,666 

16,19,812 

8,00,781 

—71,880 

3,40,781 

2,45,709 

8,256 

22,191 

1,47,790 

17,230 

81,82,314 

45,898 

2,20,623 

2*23 
1’91 
4*87 
2*37 
2*85 
3*96 
— 1 10 
2*66 
6-11 
3-62 
3*16 
1*46 
1‘19 
5-17 

•86 

2*16 

217 

186 

4*63 

2*25 

2*69 

3*70 

—1*06 

2*42 

6*87 

319 

8*15 

1,39 

1*15 

4*96 

' *85 
2*02 

2-13 
1*76 
4*43 
2*07 
2-66 
3*46 
—1*13 
2*21 
6 81 
2*29 
3*09 
1*22 
1*14 
4*78 

•81 

1*98 

This Capital outlay 
includes the premi- 
um paid on pur- 
chase of under- 
taking from the 
Company. 

These figures are 
approximate, as 
from 1st January 
1886 the S. P. and 
D. By. became 
State Line : and 

5,16,36,603 

23,66,695 

2,49,950 

*•« * 

6,12,86, 653 

23,66,695 

3,42,526 

5,09,44,128 

23,66,695 

6 03 

6*89 

6*81 

the figures for the 
last (quarter of the 
year under review, 
relating to the S. 
P. and D. By. have 
been estimated on 
the best available 
data and excluded 
from the annual re- 
sults. 









4,91,69,908 


4,89,19,958 

... 

4,86,77,433 

676 

2 1 

>•6563 
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Btatement showing the Belmms redisedfrom Bdlways 



Capital Optla-s 



Eailwats. 

Direct Out- 
lay. 

Exchange. 

Total. 

rndirect 

Charges. 

Total Capi- 
tal Outhy, 
including 
Indirect 
Charges. 

1 

2 

3 

4 

5 

6 

(OFS3r Lutes coirsxsTrciEn ebou Pbo- 
TuroLLL rniros.) 






Jorhat .«•••• 

Eannia-Lhnrla • • . • . 

6,34,151 

9,60.771 


6,34,161 

9,60,771 

'“939 

6,84,161 

9,61,710 

UiroPES Liirss* 






Eatni-TJmeiia • . . • • 

Assam-Behar— Tirhoot Section . 

Ditto, Assam-Sehar Section • 

Nagpore-Bengal 

Eanaghat-Bhugwangola • , 

Cuddapah-Nellore . • • . 

Bellary-Kistna . • • • . 

Sutlej Bridge (Ferozepur) . , , 

Sind-Sagar>.>Eastem Section . . 

Ditto, "Western Section , 

Sind-Piahm— Nari-Quetta Section • 

Ditto, Bostan-Gulistan Section, 

Ditto, Durwaza-Quetta Section. 

Bolan 

Kandahar Beserre Permanent-way 
Stores 

87.72,480 

29,13.820 

44,04045 

16,31,453 

2,93,653 

31,21,859 

82,84,339 

16,91,345 

11,81,877 

65,30,589 

2,30,74,942 

1,28,046 

4,65,412 

24,67,140 

18,91,538 

68,84,610 

1,20,060 

96,340 

2,83,940 

70 

2,4^670 

4,91,440 

59,640 

1,01,900 

12,13,380 

29,00,860 

1,16,690 

38,92,640 

80,10,160 

46.87.985 
16,31,623 

2,93,653 

83,64,429 

87.76.779 

17.60.986 
12,83,777 
67,43,949 

2,69.76,792 
1,28,045 
4,65,412 
26,73,830 
I8,fil 538 
68,84,510 

16,316 

21,764 

30.416 

48.743 

13,122 

68,250 

99,163 

10,814 

842 

71,262 

86,647 

652 

6,348 

12,636 

39,07,866 
30,31,914 
47,18,400 
16.80,266 
8,06,776 
34,32,679 
88.74,932 
17.61,799 
12,84 619 
68,16,201 
2,60,62,489 
1,28,697 
4,71,760 
26,86,366 
18,91.638 
68,84,610 

Total , 

6,77,27,04? 

66,26,860 

7,33,63,907 

4,85,843 

7,38,39,750 

(DiropEir Likes trimBB cokstbuctiok 
EBOM PaoviKOiAn Fukds,) 






Chera-Companygunj . • • , 
Lucknow-Sitapur • • . . 

6,26,134 

1447,122 

80 

5,26,134 

14,47,202 

51,511 

6,26,134 

14.98,713 


Note.— T he aceounts for 1886-86 not "being finally closed, some minor alterations hereafter are 
AsBuraiBg that any merease in the Jprogressive total of sterling loans is dne solely to the con 
increased cost of remittance of interest dne to the falling exchange on such increase in sterling 
tion the arerage percentage is reduced from 6*53 to 6*39. 

It should also be stated that in making these calculations the interest to be remitted has been 
figure. 


loth January t887t 
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dwring 1885-86 {April 18SS to 81st Maroh 1386). 



ineTXtaWe, but they will hhTe uo appreciable effect ou the results here riven. 

strnction of railways, there shouJa be corresponding deduction from the net earnings |to cover the 

loans. It is calculated that during 1885*86 this sum amounts to Bll,97)5dl, and with this modihca- 

taken at 4 per cent, throughout, though of late years sterling loans have been raised at a lower 

At Cr* ££!GBI!E^ ]\£cojoTf 

Offg- AGcts^Genl,, P. W. D, 
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No. 104 (I'inancial), dated Slst Maxell 1887» 

From— The Secretary o£ State for India, 

To— The Government of India. 

Immediately on the leceipt of Your Excellency’s letter, dated the 22nd of 
« .. February, No. 47, I considered in Council the ques- 

Budiyet for 1887-88. Me- . j i. j i i i i 

thod of stating accounts, &o. tions treated therein which have a bearing on the 

Budget Estimates for 1887-88 ; and, on the 15th of 
March, I despatched to Your Excellency the following telegram : — 

Your Financial Despatch No. 47. I approve proposals to include Upper Burma 
charges in expenditure against Revenue, and continue suspension of Famine Insur- 
ance. In absence of substantial surplus, exchange should not he taken higher than 
Is, h\d. Further reduction of expenditure should first he most carefully considered j 
hut, if it is really found impracticable, deficit must he met by borrowing in India or 
by increased taxation. In view of these instructions, report your conclusions, for 
my approval, before decision is taken. As to Railway Expenditure, I will write 
fuHy ; meantime see closing paragraphs of Despatch, 29th July last, No. 216.” 

2. I now proceed to explain more fully my views on the subjects with which 
the letter dealt ; and I must, in the first place, express my regret that the re- 
ference to me should have been so long delayed as to afford very brief time for 
consideration, and to render it impossible for your Government to receive the 
full expression of my views before the publication of the Financial Statement. 

3. In the 4th paragraph of your letter a comparison is made with the position 
at the commencement of 1885-86, when you observe that the finances were in a 
state of equilibrium, and you now find the position altered in the following 
aspect : — 

Tens of Rupees. 

Better , — Imposition of Income Tax 300 000 

Increased Net Railway Receipts 1,000,000 

Reduction of Expenditure ; not less than * . . 600,000 

Suspension of Famine Insurance grant .... 1,250,000 

Total . 3,550,000 

Worse.— Pennaaient Inorsase of Mffitary Expenditure . . 1,500,000 

Exchange, taken at Is. SJd., as compared with Is. 7d, . 1,250,000 

Upper Burma : Military charges 700 000 

” Net Civil charges . . . . ' 600,000 

Totai. , 3,950,000 

The deficit was therefore estimated at 400,000^. after including 1 200 OOOZ 
for additional charges in Burma : hnti am glad to learn, from your telegrlm of 
the 16th March, that the position has since improved to the extent of about 
650,000^. 

The reduction of expenditure, in so far as it will affect the result of the year 
is stated to be “not less than 500, 000^.” I am aware of the efforts that have 
been made by the Commission on Reduction of Expenditure to obtain a material 
improvement of the revenues and diminution of charges : and I trust that 
when yonrGovemment shall have had time fully to consider all the recommend’ 
ations of the Commission, you wfll find that the result is an improvement of 
your position to a considerably greater amount than you now contemplate 

4. The temporary suspension of the Famine Insurance grant was suggested 
in Lord Randolph Ohnrohill’s Despatch of the mh. of August 1886, No 239 ■ 
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and, though at the time deprecated by your Government, was subsequently 
proposed as an alternative preferable to the imposition of fui^ther taxation in 

1886- 87. On similar grounds it appears necessary to continue the suspension 

in 1887-88, since, as is observed by Your Excellency (in paragraph 11), ** in 
the presence of deficit, the Famine Insurance scheme, which assumes the exist- 
ence of a surplus, becomes • • . inoperative, and • . . . it is 

misleading and inexpedient to maintain it in the accounts, as though it were 
still in full vigour.’* 

5. You estimate that your expenditure will be reduced, by the suspension of 
this grant, to the extent of 1,250,000^. The charge for interest payable to the 
Indian Midland and Bengal-Nagpur Kail way Companies, which, under the 
terms of the 16th paragraph of Lord Eandolph Churchiirs Despatch of the 10th 
of December 1885, No. 367, is included under this grant, is estimated in 

1887- 88 at 166,600?., and may prove to be more if the permission given to 
shareholders in the latter company to pay up their calls in full is largely 
accepted ; so that not less than 22 lakhs will be required for this purpose. 

6. In the 16th paragraph of Your Excellency’s letter, I observe a statement 
that “the Irrigation grant may be deemed hypothecated towards the interest of 
the Bengal-Nagpore Railway.” From Table YII in Appendix IV of the Finan- 
cial Statement for 1886-87, however, it would seem impossible to withdraw the 
expenditure from the Protective Irrigation Works already commenced; and, 
therefore, the relief to your finances by the absorption of the Famine Insurance 
grant seems unlikely to be so much as 125 lakhs. 

7. In my telegram of loth of March, I indicated my opinion that it would 
not he right to take the rate of exchange higher than 1^. per rupee, in the 
absence of a substantial surplus. It is not desirable to make an unduly low 
estimate of the course of exchange, which in itself may have a somewhat de- 
pressing effect*; but a high rate should not be adopted unless the estimate shows 
a surplus sufficient to provide against any probable fall. In my subsequent 
telegram of the 17th March, I consented to your renewed recommendation that 

6|c?. should be adopted on the condition that the result of the Budget is a 
surplus of not less than 20 lakhs ; hut I am glad to learn that since that it has 
been found practicable to adopt the rate of 1^. Sjc?. 

8. It was proposed by some of the members of your Government to exclude 
from the charges of the year so much of the additional outlay in Burma, esti- 
mated at 1,200,000?. as it may be necessary to provide by loan ; but I have no 
hesitation in accepting Your Excellency’s opinion that the whole of that ex- 
penditure must be charged against revenue.' 

9. The instances quoted in Sir Theodore Hope’s Minute in support of his 
view do not, in my opinion, justify the course he advocates. In the case of the 
English fortifications, the money was provided by the issue of terminable an- 
nuities, by which means the whole of the charge payable during each year was 
included in the Expenditure chargeable against Revenue, and no addition was 
made to the permanent debt. When the policy of borrowing for the con- 
struction of large public works was first sanctioned, Viscount Cranborne, in a 
Despatch of the 28th of February 1867, No. 79, authorised the outlay on im- 
portant trunk roads, barracks, and remunerative works, being included among 
the extraordinary charges of the year ; but, before the accounts for the year 
1867-68 had been completed, the permission was modified, and Sir Stafford 
Nortbcote’s Despatch of the 9th of July 1868, No. 288, directed that only Irri- 
gation Works and Special Fund Works (to which Railways were afterwards 
added) should be shown as Public Works Extraordinary. Moreoyer, the ex- 
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penditure incnrred in the special improvements at Bombay in 1880-81 
transferred to be a charge against Revenue, and the outlay on the Madras Har- 
bour, which had also been for a time treated as extraordinary, was similarly re- 
funded in a subsequent year, so that up to the date of the latest accounts, those 
for 1884-85, the Public Debt has been clearly divided into two portions, the one 
representing the money expended in the construction or purchase of Railways 
and Irrigation "Works, and the other being the amount required for all other 


purposes. 

10, When the urgent necessity arose for placing the Norfch-"West Frontier 
in a satisfactory condition of defence, the Earl of Kimberley, while in bis De- 
spatch of the 27th of November 1884, No. 148, agreeing that the expenditure on 
the railway might he provided from borrowed money, declined to treat the cost 
of the military roads otherwise than as charges on the revenue. In the follow- 
ing year Lord Randolph Churchill, in his Despatch of the 10th of December 
1885, No. 367, consented to the charge for the frontier and coast defences being 
also met from loans, and it was subsequently agreed to open a new head of 
“ Special Defence "Works ” outside the ordinary account. 

11, I think that this decision must be reconsidered ; the expenditure is not 
excessive, being estimated at only 209 lakhs in the course of six years ; and 
even though this amount may be exceeded, it is, in my opinion, not desirable 
that any outlay of a character not directly calculated to produce revenue should 
be omitted from the charges of the year. I have accordingly to request that 
in the accounts for 1886-87 and subsequent years the cost of the frontier and 
coast defences may be included in the expenditure on Military Works charge- 
able against Revenue, and that the only charges excluded may, in the future as 
in the existing accounts, be those for the construction of railways and major 
irrigation works, of which the cost is met from borrowed money, and from 
which direct returns are obtained. 

12, Tour Excellency will perceive iliat this decision does not prejudge the 

Despatclies to India question whether n any particular year 

26tTi Not. 1862, No. 196, para. 14. some part of the charges against Reve- 

9tli May 1865, No. 114, para. 7. . -l T ^ mi 

stli Nov. 1866, No, 252, para. 15. iiue may not De met from loan. The 

Mth N^T.\f4 No. paras?7ana 8. position has been repeatedly defined by 

23rd Dec. 1880, No. 437, para. 4. successive Secretaries of State, as will 

be seen by reference to the passages mentioned in the margin, and Your Excel- 
lency, in the 6th paragraph of your letter, draws a similar conclusion, when you 
say that, while railways and canals may he excluded from the charge against the 
revenue, in the case of roads and buildings, you have no choice between meeting 
the expenditure at once from the current revenue or creating a charge against 
that of future years, so that, whether the existing revenue is, or is not, sufficient 
to meet the charges, they ought not to he represented as if there were no obli- 
gation on the revenue to meet them. 

13. The question whether, when the revenue is insufficient to cover the ex- 


penditure, it is expedient to meet the deficiency by imposing taxation, or by 
borrowing,' is one to he determined on a consideration of the special circum- 
stances of the ease. When, last year, the enlarged scale of the operations in 
Burma, coupled with the great fall in the gold price of silver, swept away the 
surplus provided in the Budget, and made it apparent that there wqjald he a 
considerable deficit, but one of uncertain amount. Tour Excellency deprecated 
tbe imposition of taxation in the middle of the year, if it could possibly be 
avoided, and Her Majesty's Hovernment entirely concurred in yonr view. It 
is, however, a different matter to begin the year with the anticipation of a 
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deficit ; and, wliile I was very unwilling to press upon your Government an in- 
crease of taxation which you considered impolitic, I was anxious that no practi- 
cable means should be abandoned of producing a sufiScient surplus of rerenue to 
afford the necessary margin for the contingencies of the year. Accordingly, in, 
my telegram, I urged Your Excellency most carefully to consider whether 
further reductions of expenditure cannot be enforced, failing which I left it to 
Your Excellency to determine whether you would meet the deficit by a loan to 
he laised in India, or by an increase of taxation. 

14. Since sending the telegi am above mentioned, I have learnt with much 
satisfaction that jou now anticipate that there will be no deficit. 

16. I shall deal with the subject of the expenditure on railways in a separate 
despatch. 


No. 128 (Military), dated 12tL May 1887. 

Prom— The Secretary of State for India, 
To — The Government of India. 


In my Military Despatch, No. 24, of the 27th January 1887, 1 conveyed the 
- - T . , fvill sanction of Her Majesty *s Govern- 

ment to all the measures proposed by 
Your Lordship’s Government for the adequate defence of the Noith-West Fron- 
tier; and I added an expression of their earnest hope that the measures to 
which sanction had thus been accorded might be pushed forward to completion 
with the least possible delay. 

2, I am by this mail sending to Your Lordship separate despatches on the 
subject of the armaments required for the defensive works at Aden, Bombay, 
Karachi, and Rangoon, in which you are informed of the measures I have taken 
for the provision of the several classes of guns required by your Government 
for the works designed, and, I trust, now under construction. I have also ad- 
dressed you recently on the subject of the protection of Madras from attack by 


3. From the despatches above referred to, as well as from others of earlier 
date on similar subjects, Your Lordship will have learnt that Her Majesty’s 
Government have throughout been most anxious to afford all possible aid in 
furtherance of the measures proposed for the effective protection of India from 
external attack. The actual progress made in realising this has, however, fallen 
far short of what might have -been expected ; and I now desire to impress on 
your Govetnment, in the strongest possible manner, the deep sense I entertain 
of the positive need of carrying those measures to completion with the greatest 
promptitude. 

4. Doubtless there is room for wide difference of opinion in respect to the 
numerous points of detail which necessarily arise in dealing with the question of 
defensive works suited to meet the modern appliances of attack ; but it is hard- 
ly possible that the schemes which, after long consideration, have been prepared 
by your Defence Committee, aided by the advice of engineer officers specially 
selected for their knowledge of the more recent theories and practice of forti- 
fication, should fail in any essential particular ; and I consider it most undesi- 
rable that, in the search for an ideally perfect plan, any delay should be allow- 
ed to interfere with the prosecution of schemes which are at least practical, and 
calculated, so far as our present knowledge extends, to afford a fair measure of 
protection from such attacks as may reasonably be anticipated, and to which 



154 


RAILWAY POLICY. 


circumstances may at any moment expose us. At this moment we have no -such 
protection. 

5. I desire, therefore, to urge on your G-overnment the paramount import- 
ance of applying all your resources to pressing forward and carrying out at once 
the defensive works already decided on. The designs of those not already set- 
tled should be at once completed, and orders given for the immediate com- 
mencement of the works. In every case this course should be followed ; such 
modifications being introduced during construction as may appear to be called 
for, in preference to prolonged discussion by different authorities before opera- 
tions are set in hand. 

6. Your Lordship alone can decide the most effective mode — whether by a 
special defence depaitment for all India under your direct authority, or through 
the existing organisation — for giving effect to this course, which, I repeat, should 
be followed up with unintermitting energy until it is carried to an early com- 
pletion. 

7. I desire at the same time to assure you of my undeviating support in any 
measure you may decide on for giving immediate effect to this most important 
duty, merely requiring on the part of your Government that I may he furnished 
with an adequate report, each quarter, of the progress made in the several 
works of frontier and coast defence, and of the prospect of their completion, with 
such returns of probable and actual cost as the circumstances of the case admit. 

8. Tour Lordship being thus fortified by the strong expression of my opinion 
as to the paramount importance of these works will, I trust, find little difficulty 
in making provision for the requisite funds; bearing in mind that, in doing 
so, you will not prejudice the true financial interests of the country, which, in 
my judgment, will be best served by following the course I have indicated. 


No. 134j (Fmajicial), dated the 4th June 1887. 

From— The Government of India, 

To— The Secretary of State for India. 

We have the honour to acknowledge receipt of Your Lordship’s Financial 
Despatch No. 104, dated 31st March 1887, regarding certain questions arising 
out of the Financial Statement for 1887-88. Your Lordship has expressed 
approval of the decision at which the ma.jority of our Government arrived and 
which we communicated in our Despatch No. 47, dated 22nd Februaiy 1887, to 
the effect that the expenditure in connection with Upper Burma should be shown 
in our accounts as expenditure chargeable to Kevenue, so as to he taken into 
reckoning before the declaration of surplus and deficit upon the year’s accounts. 

2. Your Lordship, however, instructs us to adopt a similar course with 
retrospective effect in respect of the Special Defence Works now in progress 
the expenditure on which we were authorised in the Despatch of Lord Randolph 
Churchill, No. 367, dated 10th December 1885, to meet from Loan funds and to 
charge to a special head outside the ordinary account. We do not desire to 
enter into a discussion as to the correctness of this decision, and we should be 
prepared with a reservation which we will hereafter explain, to apply it to 
accounts of future years. But we desire to obtain from Your Lordship a recon- 
sideration of the instructions conveyed to us that the decision should be applied 
to the accounts of the years 1886-87 and 1887-88. The financial arrangements 
of these two years were, under the authority of the Secretary of State in 
Council, arranged upon the basis of the exclusion of these charges from the 
Revenue Account, and in the Financial Statements of 1886-87 and of 1887-88 
the question now raised was not even alluded to as one of doubt. If the result 
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were of small moment, we might accept Your Lordship s decision with retro- 
spective effect, but its operation in the present case in all probability would be 
to convert into deficit the narrow surplus arrived at in the Budget and Revised 
Estimates of 1886-87 and in the Budget Estimate of 1887-88. The subject, 
therefore, cannot fail to receive a considerable share of public attention, and no 
explanation of the real history of the case will save our financial management 
from the suspicion of having obtained the show of equilibrium in our finances in 
the past and present year by the deliberate omission of an important item of ex- 
penditure ; or, at the least, from the charge of having neglected to mate provision 
in our estimates for an item of expenditure which we should have regarded as obli- 
gatory. We are entitled, it will doubtless be conceded, to have our financial 
measures judged by the principles upon which we were authorised to frame 
them ; and the order of December 1885, which was a material factor in the 
decisions arrived at by us with reference to the financial arrangements of 1886- 
87 and 1887-88, should, therefore, hold good with reference to the accounts of 
these two years. It seems to us, moreover, that it would be most impolitic, at 
a time when we have many real financial difficulties to face, and when it is espe- 
cially desirable that we should take all measures to maintain our financial credit, 
to add to our difficulties by adopting, after the year’s estimates have been pre 
pared and published, a change of practice which will be cited as a fresh instance 
of the uncertainty attaching to all estimates of Indian Finance. The time has 
gone by when any practical measures could be taken, so far as regards the years 
1886-87 and 1887-88, to meet in anticipation the financial consequences of the 
decision proposed by Your Lordship. To the adoption, on the other hand, of 
taxation during the course of the current year for the sole purpose of meeting 
expenditure resulting entirely from a change in our system of accounting since 
that year commenced, we are strenuously opposed. We therefore unanimously 
urge that, whatever practice may be adopted as regards the future, matters 
should remain as they are for the present year. The decision on which we have 
hitherto acted has been justified in published documents as a necessity arising 
from special temporary causes, and has been accepted by the public, A depar- 
ture from it should be undertaken deliberately as a question of future financial 
policy, and should not (as certainly it need not) be declared in the form of an 
admission of error in the past. 

3. As regards the future, we have already said that we do not desire to dis- 
cuss the question whether we ought to show as charges against our revenue the 
expenditure upon Special Defence Works. We submit to Your Lordship's 
decision that as a general abstract principle this is the proper course to follow. 
We have, however, no immediate prospect of being able, if we adopt this plan, 
to avoid the declaration of a succession of deficits for at least the next two or 
three years. Your Lordship has become aware, from paragraphs 12 to 22 of our 
Financial Department No. 47, dated 22ad February last, that we are all, with the 
exception of Sir Auckland Colvin, agreed as to the necessity of completing the 
railways remaining on our programme as indispensable for protection against 
famine, and of providing for the interest on their cost even by excluding from 
our Kevenue account, if need be, certain items of capital outlay now charged to 
it. The addition to that account of 40 or 50 lakhs per annum for special defences 
would apparently convert the probability of deficit to a certainty. Under these 
circtimstances, the alternatives presented to us would be either to reduce the out- 
lay on the defences, or to meet it in one of two ways, by loan with recognition 
of a deficit, or by additional taxation. 

4. To each of these courses we feel that there are very serious objections. 
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We believe that it is politically and financially sound policy to incur the 
contemplated charge for Defence Works, as also to incur it promptly, and con- 
tinuously as the progress of the works demands. Under present political pros- 
pects, the postponement of putting ourselves in an effective condition for meeting 
eventualities is imprudent and hazardous. It is just as true now, as when stated 
in paragraph 12 of our Secret Despatch, No. 25 of 22nd September 1884, that 
the best way of deferring complications on our North-Western Frontier is to 
make timely preparation against them. 

Again, we feel serious objections to showing a deficit which would be attri- 
buted by the public to the Defence Works, and would call down the hostile 
criticism of all those who are opposed to the general policy of preparation and 
defence. As a matter of policy it seems desirable to carry out these works as 
quietly as possible. 

Finally, we have the strongest conviction of the impolicy of any present 
increase of taxation for this purpose, and believe that the political consequences 
of that measure outweigh in their importance any arguments in its favour 
which may be deemed valid from an account point of view. New taxation 
should, in our opinion, be reserved for much greater emergencies, as for example 
the outbreak of war, when it might he resorted to withont any of the agitation 
and discontent which its imposition at the present time would he likely to pro- 
duce. Even the admission of a deBcit arising out of these works, and a conse- 
quent resort to loan, would be preferable to the imposition of taxation in order 
to cover it. 

5. In view of the various considerations above set forth, we would submit 
our very strong recommendation that the method of meeting the special defence 
charges out of the normal loan previously sanctioued for Public Works only, 
which was recommended unanimously in our Despatch No. 264 (Financial), dated 
22nd September, and approved in Lord Eandolph Churchiirs reply No. 367 
(Financial), dated 10th December 1885, may he allowed to remain in force, not 
only for the past and current years, as urged in the 2nd paragraph of this de- 
spatch, but until the completion of the Defence Works, or any earlier period, 
when our finances may have happily attained such a satisfactory and stable con- 
dition as will admit of their being charged to revenue without interference with 
due provision for famine railways, or the exhibition of a deficit. 

6. Sir A. Colvin agrees tliat there is no practical prospect of being able, if 
we adopt the plan desired by Tour Lordship, to avoid the declaration of a 
deficit for the next two or three years. He believes that it is both politically 
and financially sound policy to incur the existing special expenditure, but, at 
the same time, be concurs in the impolicy of any present increase of taxation for 
this purpose. He^ would meet the expenditure from Kevenue, as far as is con- 
sistent with any decision which may be arrived at by four Lordship on the ques- 
tions contained in our Despatch No. 47 F., dated 22nd February last, and 
from loan so far as Revenue consistently with the measures rendered necessary 
by such decision proved insufficient. Should this entail upon us a deficit, or a 
succession of deficits, he thinks that they must be accepted as the necessary 
outcome, in our circumstances, of Your Lordship’s decision. The closing para- 
graphs of Your Lordship’s despatch may possibly he held to indicate the con- 
nexion between the present question and that of the increased taxation ; and if 
it is Your Lordship’s intention to call on us to increase taxation in India, with 
the view of furnishing funds from Revenue to provide for the Special Frontier 
Defences, Sir A. Colvin prefers the charge of financial error in showing the ex- 
penditure outside the account to the risk of adding to the present weight of 
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taxation. This consideration apart, and in the event of our learning that, in 
lour Lordship's opinion, any deficit arising from this source will be tieated as 
exceptional and due to the urgency of completing the measures necessary for 
the defence of India, he is prepareci to accept for future years the coui’se iudi* 
cated to us by Your Lordship, 


Method of entering in the 
accounts the outlay on Spe- 
cial Defences, 


No. 199 (Financial), dated 28tli July 1887. 

From — The Secretary of State for India, 

To — ^The Government of India. 

I have considered in Council Your Excellency's letter, dated the 4th of 
June, No. 134, desiring a reconsideration of the de- 
cision communicated in the 11th paragraph of my 
Despatch of the 31st of March, No. 104, that the 
co‘'t of constructing the Special Defence Works, though necessarily in a great 
degree provided from borrowed money, should in the accounts be included iu 
the expenditure chargeable against Eerenue. 

2. My decision was based on the principle previously laid down that the only 
charges excluded from the expenditure charged against the revenue of the year 
should he those for the construction of railways and works of irrigation, from 
which direct receipts are obtained ; and that it was undesirable to make any 
exception to this rule. Your Government submits to the decision that, as a 
general abstract principle, this is the proper course to follow ; but you are una- 
nimously of opinion that it should not be applied to the last and present years, 
of which the Estimates have been already prepared and published in such a 
manner as to show a surplus only obtained by the exclusion of this expendi- 
ture ; and with the exception of Six Auckland Colvin, you would desire that a 
similar course should be followed in future, unless, before the completion of 
these works, such a surplus is secured as will admit of the cost being charged 
against Revenue, without interfering with your programme for the construction 
of railways considered indispensable for the protection of the country against 
famine, and without creating a deficit. 

3. I regret that 1 am unable to accept your proposal. For the reasons stated 
in my former despatch, 1 am satisfied that the course which I have prescribed, 
and which in principle you accept, is the proper method of entering the expendi- 
ture in the accounts ; and I cannot agree to state it in any other manner, iu 
order that an appearance may be thereby given of a surplus which has no 
existence in reality. 

4. I shall, however, take care that, when the exposition of the finances of 
India is made to Parliament this year, it is clearly explained that your Govern- 
ment was justified in preparing the Estimates in the manner in which you 
published them, and that the alteration is due to a subsequent decision by Her 
Majesty’s Government. 

5. Farther, I desire briefly to repeat what was stated in my Despatch of 
the 31st of March, that the question whether, when revenue is insu£Scient to 
cover necessary expenditure, it is expedient to meet the deficiency by imposing 
taxation, or by borrowiag, is one to be determined on a special consideration of 
the circumstances of the case ; and to add that I am not less satisfied than 
Your Excellency's Government of the importance of the early and continuous 
prosecution of the works of defence now in question, and of the necessity for 
providing the funds required for this purpose, though I differ from you as to 
the manner in which the exiienditure on them should be shown in the public 
accounts. 
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Telegram, dated lltli August 1887. 

Prom— Secretary of State, London, 

To— Yiceroy, Simla. 

Proposed outlay on railways and irrigation works from borrowed money so 
greatly exceeds authorised limit that, without delaying progress of works essen- 
tial for Military or Political purposes, or stopping works" actually in hand, 
outlay proposed on other works, addition to or improvement in open lines, on 
store or in irrigation, must be revised with a view to reduction by one crore. 
Despatch follows. 

Telegram, dated 24th August 1887. 

Prom— Yiceroy, Simla, 

To— Secretary of State, London. 

Your telegram 11th August. Desired reduction of crore rupees quite im- 
possible within limits indicated and at this advanced period of the year. We 
therefore strongly urge that no decision on this matter be announced to Parlia- 
ment. Full explanation will promptly follow receipt of promised despatch. 


Telegram, dated the 25th August 1887. 

Prom — Secretary of State, London, 

To — ^Viceroy, Simla. 

Your telegram of the 24th of August, Financial, Large reduction abso- 
lutely necessary. If crore impossible, telegraph largest reduction you can 
make^. 

Telegram, No. 125 A.G., dated the 9th September 1887. 

Prom — ^Yiceroy, Simla, 

To — Secretary of State, London, 

Tour telegram of 25th August last. Total of items liable to reduction from 
Kailway grant for lines under construction 79 lakhs, and Irrigation 70 lakhs. 
Cannot stop jvorks now arranged for so as to produce saving more than 15 
lakhs, or ten per cent. Open line grants already reduced largely in Budget, 
Further reductions impossible. 


No. 216 (Financial), dated 18th August 1887, 

From— The Secretary of State for India, 

To — ^The Government of India, 

I have considered in Council Your Excellency's letter, dated the 18th of 


Note * — EX = tens of rupees, 
propose to incur on State Eailways 


April, No. 75 (Railway), forwarding a 
programme of the outlay which you 
during 1887-88, an analysis of which, under 


main heads, gives the following result 


Frontier Lines 
Burma Extension 
Protective Lines 


RX 

1.304.000 

1.095.000 
454,800 


Assam-Behar Railway 


191,970 


Bezwada Junction with the Nizam’s Railway 
Open line Capital 


140,400 

818,640 


Stores and Working Capital, including Reserve 
Surveys , 


288,190 

1,300 


Total 


4,29,4200 
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2. To meet this expenditure, your Grovemment consider the following sums 
to be available ; — 

Amount entered in Forecast forwarded to the Secre- R 
tary of State with Finance letter No. 264, dated 22nd 
September 1885, and approved in Despatch No. 367 

of 10th September 1885 2,69,50,000 

Contribution by the Government of the North-Western 
Provinces and Oudh, from Surplus Provincial 
balances, for outlay on the Bareilly-Philibhit State 
Eailway during 1887-88 ...... 20,000 

Estimated outlay on the Tounghoo-Mandalay Exten- 
sion of the Burma State Railway [vide letter No- 148 
(Railway), dated 20th September 1886, to the Secre- 
tary of State] ........ 1,00,00,000 

Outlay on the Railway from Bezwada to the Hydera- 
bad Frontier during 1886-87, which will be paid for 

in 1887-88 2,75,000 

Addition on account of proposed short ontlay by Mili- 
tary Department on special Defence Works . . 15,50,000 


3,87,95,000 

Exchange dehitable to the Capital Accounts of Rail- 
ways 41,47,000 


Total as before . 4,29,40,000 


3. The whole of this amount, of upwards of 429 lakhs of rupees, is to be 
provided from borrowed money, and, as appears from your Financial State- 
ment, is in addition to 70 lakbs that are to he supplied in like manner for 
works of irrigation. The total of about 5 crores of rupees is so much in excess 
of the sum of 3| crores which your Government have been authorised to borrow 
for Public Woiks in any one year, that I have felt it to be necessary to consi- 
der carefully whether so large an expenditure is compatible with the exigen- 
cies of the present financial position, and bow far the sums which you hold to 
be available for meeting it may be properly regarded as applicable to the 
purpose. 

4. Anxious as I am to extend, as fast as practicable, the construction of 
railways, whether for the defence of the North-Western Frontier or the exten- 
sion of such communications in Burma, for the protection of the country from 
famine, or for the promotion of the commercial and industrial progress of the 
country, I cannot but think that there appears to have been some misapprehen- 
sion on the part of your Government as to the scope and intention of orders on 
the previous forecasts of expenditure submitted to the Secretary of State in 
Council, as your proposals so greatly exceed the limit of 350 lakhs, which, at 
a much more favourable time, was fixed as the maximum that it would be 
prudent to borrow in any one year for Public Works. 

5. In replying, on the 27th of November 1884, to the letters of the Govern- 
ment of India, No. 25 (Secret), and No. 160 (Railway), dated the 22nd and 
29th of September 1884, explaining their views in regard to railway construc- 
tion, including the system of railways and other works designed for the defence 
of the North-West Frontier, Lord Eamberley observed that “ the rapidity with 
which the works necessary for these purposes shall be constructed must mani- 
festly depend on financial considerations and he directed that the frontier 
communications and defences should be completed as speedily as was consistent 
with economy of construction, their cost being defrayed as far as possible from 
revenue, and only from borrowed money when the revenue should prove in. 
suflScient ; and, in view of the urgency of the requirements, he consented to the 
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extension of tlie maximum amount of borrowing for Public Works in any one 
Tear, from 250 to 350 lakhs of rapees, that being, in bis opinion, ** the extreme 
limit to which it is prudent to pledge our resources for such purposes,” a point 
on which he subsequently enlarged in another despatch, dated the 30th of 
April 18B5, No. 112 (Financial). 

6. In a letter of the 22nd of September 1885, No. 264, your Government 
feeling the urgent necessity for pressing on the frontier railways, combined 
with the importance of not discontinuing the famine lines which had heen 
already begun, which called for an expenditure in excess of the limit of bor- 
rowing that had previously heen prescribed, made proposals for meeting" a total 
outlay of 2,643J lakhs to be expended on railways in the following five years^ 
of which 877i lakhs were needed for frontier lines, 538^ lakhs for protecxive 
lines in progress, 447J lakhs for similar lines not to be begun till 1888-89, and 
780 lakhs for lines under agreement with companies, open lines, and stores and 
working capital. Lord Randolph Churchill, in his reply, dated the 10th of 
December 1885, No. 367 (Financial), assented to the proposal that 456 lakhs 
should be provided by borrowing, in 1886-87, for railways, irrigation, and defen- 
sive works } and he at the same time agreed that for the next five years any 
interest becoming payable to Guaranteed Companies formed for the purpose of 
constructing the special railways which had been designed by yonr Government as 
essential for the protection of the country against famine might be treated as a 
deduction from the allotment annually made for Famine Insurance, In other re- 
spects he gave no opinion on the proposals relating to years subsequent to ISSfi-S/.- 

7. Turning now to the actual progress recently made in railway construc- 
tion, I find that, on the 31st of March 1884, the number of miles of open 
railway was 10,832i, while the sanctioned mileage was 14,290. The length 
open on the 31st of March 1887 appears from the Administration Report for 
1886-87 to have been 13,390 miles, and that sanctioned to have been 16.596, 
Thus, the addition made in the three years to the open mileage was 2,558 ; and 
a further length of 2,3Qv^ miles has been sanctioned, of which 627 are comprised 
in the military defence system, 987 miles have been allotted to compauies, and 
692 are being constructed by the Government, by Native States, or from Pro- 
vincial revenues. These results cannot be regarded as unsatisfactory, 

8. Nest I find that the annual average capital outlay, combining that by 
the Government and by companies guaranteed or subsidised by the Govern- 
ment, WAS stated in the Report of the Select Committee to have been 4,370,000?. 
(conventional sterling) from 1874-75 to 1878-79, and 4,845,000?. from 1879-80 
to 1883-84. According to the manner in which the Accounts and Estimates 

* Annual avefOiga. are uow Stated, SO as to include 

Exchange on capital outlay in 
England, the figures for the 
years from 1874-75 to 1887- 
88 would be those given in 
the margin* (see the enclosed 
Statement A), showing an in- 
crease from RX 4,642,333 in 
the first period, and EX 
5,213,636 in the second, to 



1874.7S 

to 

1878-79. 

1879-80 

to 

1883-84. 

1884-85 

to 

1887-88. 


RX 

RX 

EX 

state Railways , 
Companies’ Lines 

3,449,989 

1,192,*^44 

3,946,496 
- 1,267,140 

6,149,648 

4,112,634 

TOTAJi . 1 

4,642,333 

6,213,636 

9,262,182 


t Bengal and NoTth-Westeni. 
West of India Portuguese. 
Nizam’s. 

Mysore. 

Jodhpore. 

WAdhwan-Morvi, 


no less than RX 9,262,182 as 
the average for the four years 
from 1884-85 to 1887-88, ex- 
cluding the liucsf which are 
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beinf? constiuctsd by Native States, or without a guarantee from the Government 
Thus it appears that in the last period of five years the average rate of expendi- 
ture for these objects has been very nearly double what it was between 1874 
and 1879, and that the financial liability arising from this outlay is borne by 
the revenues of India as completely as though the whole of the funds had been 
directly borrowed by the State. 

9. As regards the financial position generally, the Budget for 1884-85 
showed a surplus of JRX 319,300, after providing RX 1,750,000 for Famine 
Insui-ance, so that virtually there was, according to that estimate, a surplus of 
RX 2,069,300 available for expenditure on Public Works or Reduction of 
Debt, if not needed for other purposes. The actual accounts were not so fa- 
voui-able ; but the surplus of revenue over other expenditure was still in that 
year RX 1,330,246. 

10. Viewing the expenditure of 1885-86 as having been to a large extent of 
a temporary and exceptional character, in connection with the Quetta Field 
Force and the Burma Expedition, your letter of the 22ud of February last. 
No. 47, refers to the commencement of 1885-86 as a time when your finances 
were in a stite of equilibrium, and the Budget for that year showed a surplus 
of revenue over other expenditure amounting to IIX 2,631,600, or about RX 

1,300,000, better than the accounts of the previous year, 

11. But in that letter Your Excellency reports that the expenditure has 
since been increased by RX 1,500,000 for the permanent augmentation of the 
Array, and RX 1,200,000 for the Military and Civil charges in Upper Burma, 

to which must be added RX 

2.000. 000 on account of Ex- 
change.* Against this total 
of RX 4,700,000 may be set 
BX 800,000 from the imposi- 
tion of the Income Tax, RX 

1.000. 000 from increased net 
Railway receipts, and RX 
600,000 from reduction of 
expenditure, or RX 2,300,000 
in all ; so that the financial 
position for the present year 

is worse than it was two years ago by RX 2,400,000, and consequently there ig 
no surplus revenue available for the coustruction of Public Works, either under 
Famine Insurance or otherwise, nor for the reduction of the usual loan, and, on 
the contrary, even the moderate surplus of RX 231,600,t to which the above 
figures would lead, is not likely to be realised. 

12. I now return to a consideration of the proposals that you have made for 
the allotment of borrowed money to the Public Works Department in the 
present year. Yon commence with a sum of 269| lakhs, which is said to be 
the amount entered in the Forecast approved by Lord Randolph Churchill. I 
have pointed out that His Lordship did not approve the Forecast, or sanction 
the proposed expenditure, as respects the year subsequent to 1886-87. That 
Forecast was based on the supposition that it would be practicable to allot to 
he railways and special defences 280 lakhs of borrowed money, and 60 lakhs of 
revenue from the Famine Insurance grant ; but, excepting the payments of 
interest to the Indian- Midland and Bengal-Nagpore Railway Companies, which 
in 1887-88 require RX 228,000, yon have not been able to make any provision 
from revenue for these purposes. To the above-mentioned sum of 269| lakhs 


» Exchange at U. Hd, on £14,632,100 = . 5,4^4,743 

mtto in 1884-85 = .... 3,426,424 

Increase . • 2,003,319 


t Budget of 1885-86; Surplus of Revenue 
over Expenduure, excluding Famine 
Insurance and Construction of Bail- KX 
ways . •••••. 2,631,600 

XR 

Alterations : Worse . . 4,700,000 

Better . • 2,300,000 

2,400,000 


Apparent Surplus , 231,600 
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you add 100 lakhs for the Touiigoo- Mandalay Railway, regarding which you 
were informed in Lord Kimberley's Despatch of the 29th of July 1886, 
1^0, 216, paragraph 51, that the funds must, if possible, be found by the post- 
ponement of operations on other lines of railway, or of some other expenditure 
not equally urgent, and no authority was conveyed for providing for the outlay 
by any special addition to the sum to be borrowed. As to the 15| lakhs which 
will not be required for the Special Defence Works, and which yon have regarded 
as applicable to railway construction, I must observe that a reduction of such 
expenditure affords no justification for an increase on the proposed outlay on 
railways. The two small sums of E2, 75,000 and R20,000 call for no comment. 

13. To the total of these amounts B3, 87, 95, 000, you add R41,47,000 on 
account of Exchange on the English expenditure. In the 21st paragraph of 
Lord Kimberley’s Despatch of the 29th of July 1886, No. 216, it was recognised 
that, for comparison with the sum of 350 lakhs authorised as outlay from 
borrowed funds in the old form of account, it was necessary now to add the 
Exchange; and, therefore, I do not object to a suitable increase of the amount 
now to be authorised. In future, however, I desire that, whatever sum may 
be recognised as the limit of borrowing for such works, it shall be considered to 
include the Exchange, for otherwise the anomalous and dangerous position will 
arise that, in proportion as the value of the rupee measured in gold falls, the 
amount to be borrowed for Public Works will increase. 

14. A consideration of all the circumstances to which I have referred has 
satisfied me that while, on the one hand, very satisfactory progress has been 
made, and an unusually large expenditure undertaken for railway construction 
during the last few years ; on the other hand the important surplus of revenue 
which had been available for Famine Insurance, and for meeting unforeseen 
charges, has entirely disappeared, that^additional taxation has already been 
necessary, and that the prospect of the imposition of further charges cannot he 
disregarded. The conclusion has therefore been forced upon me that some reduc- 
tion must be made in the outlay which yon contemplate, and as regards the 
current year the amount available from borrowed funds should be taken as 
follows : — 


R 

Authorised annual outlay for Railways and Irrigation 

works . 3,50,00,000 

Bareilly-Philibhit Railway 20,000 

Bezwada Line 2,76,000 

Exchange, say 40,00,000 


Total . 3,92,95,000 


or, say, 400 lakhs, as compared with the sum of R4, 99,42, 000 proposed in the 
Budget ; and I have accordingly to request that the estimated expenditure on 
Railways and Irrigation Works this year, not provided from revenue, may be 
so revised as to reduce the amount of outlay to four crores of rupees. I will not 
attempt to apportion between Railways and Irrigation, or to the various works, 
the sum by which the Estimates must he reduced ; hut I feel convinced that 
without interfering with the progress of what may he essential for Military or 
Political purposes, or stopping works actually in hand, your Government will 
be able to curtail to the necessary extent the outlay proposed on other works, 
additions to or improvements of the open lines, on stores, on irrigation, or by 
postponement of work to a future year. 
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15. I most fully recognise the very great value of the Railways already con- 
structed in India, and the important development of the resources of the country 
to which they have so largely contributed. No less strongly do I feel the 
obligation to do all in my power to facilitate and expedite their extension within 
the limits of what is financially possible. I trust, therefore, that the pres- 
sure which has led me most reluctantly to require some reduction of the pro- 
posed expenditure in the present year may at no distant date be relieved, and 
that the early completion of those lines of communication which are of most 
pressing necessity will, before long, admit of the prosecution of others which 
must for a time be postponed. 

16. I shall, moreover, continue to hope that the sustained evidence of the 
generally satisfactory financial results of lailway working in India may induce 
capitalists to invest in these undertakings without a Government guarantee. 
The Government of India will always ajSord eveiy facility to bona fide investors, 
hut its power to accept financial responsibilities in connection with such enterprise 
is obviously limited, and it cannot be expected to carry out every railway that 
may be shown to be useful, at its own risk or through its own agency. I would 
also add that, now that the main lines of communication throughout British 
India are either completed or in a fair way towards completion, I should wel- 
come any measures that led to the gradual addition of shorter and less costly 
branch lines, on any appropriate gauge, which would serve to supply more fully 
the means of cheap transport and its attendant benefits to all parts of the 
country. 

17. With regard to the proposed railways in the south of India, which were 
mentioned in Sir Auckland Colvin's Minute, and in your letter of the 22ad of 
February, No. 47, 1 have now before me your subsequent letters of the 16th of 
May, Nos. 94 and 95 (Railway), suggesting that negotiations should be opened 
with the Southern Mahratta and South Indian Railway Companies, for the pur- 
pose of taking over these lines; and I have caused communications to be 
addressed to these companies on the subject. 

18. I have not on the present occasion taken into consideration the outlay 
on Special Defences, as I shall await a reply to my before-mentioned Despatch 
of the 12th of May last, in the Military Department. It was explained in my 
Despatch of the 31st of March, No. 103 (Financial), paragraph 11, that such 
expenditure was in future to be included in the expenditure on Military works 
chargeable against revenue ; but I ain aware that, as this may involve a deficit 
oil the year, the money may have to be supplied by borrowing. 

19. As it is important that you should be informed of my decision regard- 
ing the outlay on railways in the present year at as early a date as possible, I 
addressed to Your Excellency, on the 10th instant, the following telegram : — 

Proposed outlay on Railways and Irrigation Works from borrowed money so 
greatly exceeds authorised limit that without delaying progress of works essential 
for Military or Political purposes, or stopping works actually in hand, outlay pro- 
posed on other works, additions to or improvements of open lines, on stores, or in 
irrigation, must be revised with view to reduction hy one crore.- Despatch follows.” 
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STATE 

Statement shotoing ajggroximately the Cajgital Outlay in each of the under 

or subsidized 


State Baiwats, 

Payments in England , , * £ 

Converted into Indian Currency at 
dr.Lwingrate . . . , BX 

Payments lu India » , , * „ 

Total Capital Outlat oir State 
Eailwats . , • ‘ . f» 

1874r75. 

1875-76. 

1876-77. 

1877-78. 

1878-79. 

1,030,754 

739,389 

616,118 

1,140,549 

683,406 

1,116,618 

2,013,620 

820,574 

2,449,790 

721,024 

2,282,346 

1,323,495 

2,886,576 

828,616 

2,806,387 

3,130,188 

3,270,364 

3,003,370 

4,209,070 

3,637,003 

GtrAEAWTEED RAILirATS, 

Net payments in England , * . £ 

Converted into Indian Currency at 
drawing rate . * , * BX 

Repayments in India, as shown in 
Sterling at Contract rates , » & 

Converted into Indian Currency at 
Contract rates .... RX 
Additional Credit for Stores charged 
to Revenue Aooount , • »f 

Repayments in India . . „ 

Net payments in England, less repay- 
menta in India . , , , ,, 

Payments in India, as shown in 
Sterling at Contract rates , . £ 

Cuu\( ried into Indian Currency at 
Contract rates .... RX 

Total Capital Outlat ots 
Guabanteed Bailwavs , „ 

Subsidized Railways. 

Net payments in England . . , £ 

Converted into Indian Currency at 
drawing rate , , , . EX 

Payments in India : 

Bengal Central Railway, as shown 
in Sterling .... £ 

Exeh^ge . . . 1 RX 

Southern Maiiratta Railway (includ- 
ing Mysore Railway), as shown in 
Sterling £ 

Exchange . . . , rx 

Indian Midland Railway, as shown 
m Sterling .... £ 

Exchange , , . J rx 

Total Capital Outlay oit 
Subsidized Railways » „ 

Total Capital Outlay oy 
Railways , . , * *’ j 

1.174,897 

1,272,655 

1,163,498 

1,291,251 

1,222,844 

1,431,067 

1,792,483 

2,069,116 

1,786,235 

2,166,776 

1,478,020 

1,550,507 

1,850,670 

1,953,933 

2,309,819 

1,603,041 

1,682,741 

2,006,181 

2,119,070 

2,503,866 

1,603,041 

1,682,741 

2,006,181 

2,119,070 

2,503,866 

830 ^ 

1,341,389 

1,424,570 

891,490 

1,383,516 

1,480,157 

675,184 

1,368,890 

1,452,030 

49,954 

1,618,663 

1,632,623 

838,091 

1,536,207 

1,667,487 

1,094,184 

‘ 1,088,667 

876,906 

1,683,509 

1,310,306 

... 

... 


... 

... 






... 

... 

... 

... 

... 

... 

... 

... 

... 

... 

4,224;322 

4.359,031 

3,880,276 

6,791,639 

4,956,399 


♦ Esti 
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MEOT A. 


‘mentioned years on Sailways, ly Qovernment and hy Companies guaranteed 
by Gorerament. 


1879-80. 

1880-81. 

1881-82. 

1882-83. 

1833-84. 

1^84-85. 

1885-86. 

Revised 

Estimate, 

1886-7. 

Budget 

Estimate, 

1587-88. 

782,175 

1,265,375 

802,816 

448,416 

769,825 

1,077,705 

1,787,175 

1,344,000 

1,355,000 

940,446 

3,833,092 

1,521,779 

4,008,509 

968,438 

2,376,805 

551,279 

1,679,282 

945.738 

2,907,116 

1,339,579 

3,396,531 

2,349,726 

3,584,157 

1,843,2(10 

3,716,200 

1,859,300 

12,60,900 

4,773,538 

6,530,288 

3,345,243 

2,230,661 

3,852,863 

4,736,110 

5,933,833 

5,559,400 

4,369,200 

1,256,417 

941,782 

1,041,023 

1,046,483 

1,473,138 

1,391,270 

1,628,033 

908,300 

1,103,600 

1,510,650 

1,132,616 

1,255,766 

1,286,539 

1,809,766 

1,729,337 

2,140,491 

1,245,700 

1,613,4 00 

2,206,588 

1,625,394 

1,460,531 

1,829,370 

1,732,940 

1,791,716 

1,565,766 

1,768,900 

1,396,100 

2,389,919 

1,648,658 

1,663,971 

1,978,724 

3,873,709 

1,935,381 

2,014,205 

1.907,600 

1,500,0^0 

123,020 

103,131 

67,729 

103,006 

103,439 

116,158 

160,365 

150,000* 

150, 000* 

2,5U,939 

1,751,779 

1,631,700 

2,i‘8(),730 

1,977,198 

2,051,530 

2,174,570 

2,057,500 

l,650,tX)0 

1,002,289 

619,163 

$75, 9U 

794,194 

167,439 

322.202 

34,079 

811,800 

136,600 

1,298,731 

1,018,402 

1,081,944 

1,193,760 

1,597,722 

1,635,504 

1.461,838 

1,238,900 

1,298,600 

1,399,514 

1,089,600 

1,155,124 

1,276,426 

1,692,680 

1,620.787 

1,546,249 

1,310,000 

1,380,000 

397,225 

470,437 

779,210 

482,235 

1,626,248 ; 

1,398,585 

1,612,170 

498,200 

1,243,400 



170,000 

320,476 

460,820 

361,853 

261,037 

765,700 

1,652,300 



206,071 

393,991 

666,122 

449,781 

344.387 

1,050,100 

2,266,000 


... 

... 

148,666 

31,334 

129,885 

30,115 


Najrpore- 

Bail 

Bengal 

way 

361,950 

116,650 


... 

... 

679,995 

113,963 

395 

408,116 

70,630 

60 

727,095 

136,656 

650 

771,050 

134,557 

335 

IIS 

679,150 

83,350 





... 


635,166 

158,454 

829,700 

149,600 

960,800 

141,700 

... 


... 

874,363 

641,806 

1 

864,401 

1 

1,699,662 

2,979,950 

2,243,600 



205,071 

1,268,344 

1,207,928 

1,314,182 

2,043,949 

4,030,060 

4,609,600 

5,170,763 

6,000,736 

4,329,624 

3.981,140 

6,586,029 

7,348,877 

9,490,002 

10,087,660 

10,122,20 


3iated< 
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Statement shoiuing the Net Charge on the Itevemies resulting from Naihvays, 
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No. 57 P, W., dated lOth October 1887. 

From—Tlie Govemineiit of India, 

To— The Secretary of State for India. 

We have the honour to acknowledge the receipt of Your Lordship’s De^ 

spatch, No. 216, Financial; 
dated the 1 8th August 

Telegram, dated lltTi August 18S7. . . . * 

, 1887, written in fnrthei 

From-Sectetary of state. London. e:.planation of the tele- 

To— Viceroy, Simla. ^ . 


Proposed outlay on Railways and Irrigation from 

borrowed money so greatly exceeds authonsed ^bat 

without delaying progress of works essential 
Political purposes, or stopping works actually in hand, outlay 
proposed on other works, addition to or improvement m open 
lines, on stores or in irrigation, mast he revised with a view 
to reduction by one erore. Despatch follows. 


Telegram, dated 24th August 1887. 

Prom — Viceroy, Simla, 

To— Secretary of State, London. 

Tour telegram, lUh August Desired reduction of erore 
rupees quite impossible within limits indicated and at this 
adv'i.'iccd period of the year We therefore strongly urp that 
no titiLiMon on this matter be announced to Parliament. F\x\l 
explanation will promptly follow receipt of promised despatch. 


Telegram, dated 25th August 1887. 

Prom— Secretary of State, London, 
iXo— Viceroy, Simla, 

Tour telegram of the 24th August, Pmancial. Large 
reduction absolutely necessary. If erore impossible, telegraph 
largest reduction you can make. 


Telegram No. 126 A.G., dated 9th September 1887. 

Prom — Viceroy, Simla, 

To— Secretary of State, London. 

Tour telegram of 25th August last. Total of items liable 
to reduction from Railway grant for lines under construction 
79 lakhs and Irrigation 70 lakhs. Cannot stop works now 
arranged for so as to produce saving more than 15 lakhs, or 
10 per cent. Open line grants already reduced largely m 
Budget. Further reductions impossible. 


dated the 1 8th August 
1887, written in further 
explanation of the tele- 
gram received from Your 
Lordship on llfch August 
last, which last, together 
with the subsequent tele- 
graphic communications 
that passed on the subject, 
are reproduced in the mar- 
gin for facility of refer- 
ence. 

2. In this despatch is 
given an analysis of the 
programme of Bailway 
outlay from Loan funds for 
the current year sent in our 
Despatch (No. 75B., dated 
18th April), regarding 
which Your Lordship re- 
marks that the amount 
involved, together with the 
usual 70 lakhs for irriga- 
tion, so greatly exceeds 
the normal limit of 
crores of rupees which we 
are authorised to borrow 
in any one year, that some 
misapprehension must evi- 
dently exist as to the scope 
and intention of the orders 
on the previous forecasts 
of expenditure submitted 
by us. 


The nature of this supposed misapprehension is explained in paragraphs 5 
and 6 of the despatch. Certain remarks of Lord Kimberley’s are first cited, 
to show that 350 lakhs was fixed as “the extreme limit to which it is prudent 
to pledge our resources” for “Public Works.” Lord Eandolph Churchill’s 
Despatch No. 357 (Financial), of 10th December 1885, is then interpreted as 
giving no opinion on the forecast for years subsequent to 1886-87, which we 
had included in our No. 264F., of 22nd September 1885. 

The subject of paragraph 6 is pursued in paragraph 12, in which, after 
repeating that the forecast of September 1885 was not approved or sanctioned 
by Lord Eandolph Churchill, it is pointed out (1) that this Forecast proceeded 
on the supposition that 50 lakhs of revenue would he available from the famine 
Insurance grant ; (2) that paragraph 51 of Lord Kimberley’s No. 216 of 29th 
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July 1886 gave us no authority to provide for the Mandalay Railway in addi- 
tion to the normal annual limit for borrowed money ; and (3) that if 15 J lakhs 
were not required for the Defence Works, the fact avoided no justification for 
the expenditure of the amount on Hallways. 

3. We submit, however, that the previous correspondence on the subject 
appears to us to warrant every expectation that the programme would have 
received Your Lordship’s unqualified approval, thus — 

(a) In Lord Kimberley’s Despatch No. 148 E., dated 27th November 1884, 
from which a quotation is made in the 5th paragraph of the despatch 
under reply, it is remaiked that *^it is a prudent and a really econo- 
mical measure to plan and to carry into execution, with as little delay 
as possible, a system of railways and roads designed to strengthen 
our military position on the North-West Frontier ; and also that 
it is desirable to complete a well-devised scheme for preserving the 
country from the effects of famine and for increasing the facilities 
of commerce. But the rapidity with which the works necessary for 
these purposes shall he constructed must manifestly depend on 
financial considerations.” 

But in paragraph 9 of the same despatch Lord Kimberley directed that 
the Frontier lines should be pushed on “ with the utmost energy con- 
sistent with economy in construction in paragraph 5 be expressed 
his hope that these lines would be completed within four years ; and 
in paragraph 13 he directed that they must receive a preferential right 
to funds over the famine or other lailways. We were thus fully 
warranted in assuming that the Frontier Railways, cfec., were to be 
deemed of primary importance. Paragraph 20 of our Despatch 
No, 65 (Financial), of March 15th, shows clearly how our outlay is 
due to these orders, and how effectively we have carried out the 
latter to the comparative starvation of internal lines. We have 
adhered to the same policy in framing the Budget of the current 
year. 

(h) Next, the 6th and 12th paragraphs of the despatch under reply seem to 
be written under the impression that Lord Randolph Churchill dis- 
approved of the provision for the current year 1887-88, proposed in 
our Forecast of September 22nd, 1885. Lord Randolph Churchill 
however, in his Despatch No. 367 (Financial), of 10th December 
1885, merely reserved his opinion as to future years, but sanctioned 
for 1886-87 a sum exceeding by above a crore of rupees the normal 
350 lakhs limit of borrowed money, on the ground of the im- 
portance of rapidly completing the works already begun, specially 
those for tbe protection of the country against the risks of war and 
famine.” These reasons are just as strong for this year as for last 
and as our Budget (exclusive of the M’andalay Railway, to which 
allusion will be made presently) took merely the Forecast fio-ure 
started no fresh works, and moreover did not exceed the normal 
limit of loan expenditure, together with the 50 lakhs for protective 
railways hitherto supplied from the Famine Insurance grant, we 
saw no reason to expect any objection to it. That the 50 lakhs 
of the grant should be borrowed under the name of the Railways 
instead ofunder that ofBurma was a mere matter of account gov- 
erned by considerations of policy. Finally, as all the borrowed 
money for the defences was comprised in the total fixed limit 
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of 350 lakhs, and had been provided at the expense of the Railways, 
‘ it appears reasonable that if the full outlay on the former could not 
be worked up to, the amount of the deficiency might be restored to 
the Railway portion of the grant. 

(c) As regards the Mandalay Railway the present despatch goes back to a 
wish expressed by Lord Kimberley in July 1886, which has been 
superseded by subsequent communications. In reply to Lord 
Kimberley’s wish, we stated that we did not think it would be 

“ desirable, in the interests 


Telegram from Secretary of SiaiCt dated 
October 1886. 

** Tour Railway Despatch No 145, dated 20th 
September last. Construction Mandalay Rail- 
way sanctioned as State Railway. Question of 
mode of providing funds deferred till later; the 
B20,00,000 required till end of the financial 
year being met from your balances. A despatch 
on the subject will follow.” 

Tlxtmct, paragraph 5, of Deepateh from Secretary 
of State^ No. 9622., dated 26th November 1886 

“It will be necessary, theiefore, for you to 
consider, without ref eience to the prospects of 
the Nagporc Rai'way ‘:chDm«',wha' sums 

you will be ‘u-*''. ■«: n a* • loj.r :i •*ir to the cou- 
struetion of .y- m Ih.r .a, .ns: how those 
sums should be provided, bearing in mind the 
fact that these railways have been expressly 
sanctioned as a work of great Military and Po- 
litical importance, which should not be allowed 
to Interfere with the normal eonstraetion of 
Public Works in other parts of India-** 

Telegram to Secretary of StafCi dated 21st 
January 1887. 

*‘Tour Railway Despatch No. 96, dated 25th 
November last. We are of opinion that it is 
impossible to provide for di^burs-ements on 
account of Burma Railway, Toungboo exten- 
sion towards Mandalay, during next official 
year, in view of great Military and Political 
importenco witfiout interfering with the noruial 
( oil"! rnctiOM Public Works elsewheie. It you 
cannot gr.«nt Bengal-Nagpore refund or other- 
wise cannot assist, we cannot manage except 
by borrowing in India or in England,** 


of economy, to stop the 
construction either of the 
Famine lines in active 
progress or of the Frontier 
lines now rapidly approach- 
ing completion and 
we suggested that the 
Kagpore-Bengal refund 
would supply all the ne- 
cessary funds. 'What fol- 
lowed will be best learned 
by perusal of the extiaets 
given in the margin, 
'When orders were received 
to commence the Mandalay 
Railway, it was clearly said 
that it was not to be “ aU 
lowed io interfere with 
normal construction of 
JBuhlic WotTcs in other 
parts of India,** To pro- 
vide a crore of rupees out 


of the normal grant, with- 
out interfering with the normal const metion " in full progress in 
other parts of India, was impossible. In our reply of the 21st 
January, quoted marginally, it was pointed out that either the 
Nagpore-Bengal refund or special borrowing would be necessary. 
No reply to this telegram having been received, we presumed that 
tbe course we had suggested had approved itself to Tour Lordship. 
No objection, moreover, was taken to oui* appropriation Despatch of 
18th April until four months later, the 18th August. 

4. The next point brought forward in paragraph 7, and again touched upon 

in paragraph 14, 
is that the pro- 
gress made in 
railway con- 
struction is very 
satisfactory. In 
the figures ad- 
duced to support 
this the Manda- 


SANCTIONED MILEAGE. 

OPEN MILEAGE. 

li 

l| 

brcBsisa. 

22 


Xncbbasb. 

CO 

o 

S" 

Mili- 

tary. 

1 

o 

Total. 

SB " 

S-g 

geS 

O 

flW 

O 

Mili- 

tary. 

other. 

Total. 

14.290 

16,596 

852 

1.454 

2,306 

10,832j 

13,390 

II Ol 

CO 

2,558 


lay Railway is inserted among railways other than those for Military defence, 
although, in the Despatches of 25th November above quoted, it is said that 
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this railway has been “ expressly sanctioned as a work of great Military and 
Political importance.’* The necessary correction has been made in the table 
given in the margin. 

Without discussing the point whether an annual average of 800 miles of 
additional open mileage can be considered sufficient to meet tbe growing wants 
of the country, there can he no doubt that a time when our recognisedly in- 
dispensable lines, both Military and Famine protective, are unfinished, is not 
appropiiate for suddenly slackening off the speed of their construction. 


0 . As another argument to justify reduction of outlay, the Despatch next 
adduces, in paragraph 8, statistics showing that the average of the past four 
years largely exceeds that of the five years 1874-75 to 1878-79. This is 
naturally accounted for by the fact that in the former period neither had the 
necesssity for Famine protection been enfoiced by the Famine Commission, nor 
had that for Military defence developed throngh the advance of Russia and the 
conquest of IJpper Burma. Between the two periods no fair comparison can 
lie. But the Statement B appended to the Despatch of which no use is made 



1874-73. 

to 

1878-79. 

1879-80. ’ 
to 

1883-84. 

1884-85. 

to 

1887-88. 

neutralises the argu- 
ment, and removes any 
casue for uneasiness, 

Average outlay 

„ annual net charge 

46,42,333 

13,07,813 

R 

52,13,636 

9,02,173 

R 

92,f2,182 

12,01,497 

since it shows that the 
annual burdeu now of 
the larger sum is less 
by RX106,316 than 


was that of the smaller sum in the earlier period. In fact we might have raised 
over three crores of rupees more, and completed the Madras Famine lines, and 
yet have had no heavier burden to bear than we had some nine years ago. 
Moreover, even this contrast hardly does justice to our present position, because 
we have curtailed our Irrigation Capital outlay from Revenue in order to meet 
the interest of certain railways which is included in the above net charge, and 
also have now an exceptionally great length of line under construction which 
weighs down our net receipts. Again, the net charge shown for the third 
period includes interest on large portions of the sums paid into the Sectretary of 
State’s Treasury by certain Railway Companies, which were used for Imperial 
purposes until wanted for railway construction. Finally, this net charge in- 
cludes the annuity for the extinction of the debt to the shareholders of the 
East Indian Railway Company, an item which cannot be fairly taken into ac- 
count. The real remunerativeness of our railways has been brought out in 
paragraph 25 of our Despatch No. 65T, of 15th March last : a document 
full of facts healing on the present question generally, to which it may not be 
inappropriate to invite the fullest consideration. 


6. In that despatch it was clearly shown — 

(1) That the new burden of frontier and coast defences had been thrown 

upon the normal grant of loan funds, fixed originally for Eail- 
ways and Irrigation only (paragraph 19). 

(2) That, notwithstanding this, the whole outlay on the three objects 

combined had, in the five years ending with 1886-87, only ex- 
ceeded by I55| lakhs the normal amount sanctioned after refer- 
rQ^ Parliamentary Committees (paragraph 20). 

(3) That nearty one-hatf of ^s excpss (68| lakhs) had been provided by 

(JaragrSrjJ ’ * 


(4) That this excess was due solely to tbe war anticipations of 1885, and 
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to the consequent pushing on of works under direct orders from 
England (paragiaph 20). 

(5) That in order to carry out those orders, Prontier Railways outlay 

had been raised during the five years from to B27i- lakhs, 
while that on other railways under construction had been cut 
down from 227| to 101| lakhs, and on open lines from 109^ to 
64| lakhs, the latter figures being for 1886-87 (paragraph 20). 

(6) That if a fair allowance be made for the exigencyof Frontier defence, 

the amount actually borrowed for Public Works compares favour- 
ably with the average annual borrowings in earlier years as far 
back as 1859-60 (paragraphs 22 and 23). 

(7) That the Railways, as a whole, are not a progressive loss to the 

State, and that the open State lines earn 5*39 per cent., including 
exchange and indirect charges (paragraph 25). 

“ I feel convinced that, without interfering’ 7. We turn to the practical outcome 

ping works actually in hand, your Governraeut graph, namely, that we must reduce our 
will he able to cui tail to the necessary extent ii r a-l 

the outlay proposed on other works, additions outlay lor the current year by one crore 

to, or improvements of, the open lines, on «... ««« 

stores or on irrigation, or by postponements rupees, and that we can do SO 

of works to a future year.*’ without interfering with Military rail- 

ways or even stopping works in hand. 

8. To show how impossible it is to make the reduction under such condi- 
tions, it is necessary to review in detail the various allotments as they stood at 
the date of receipt of Your Lordship’s telegram. In the first place it may be' 
remarked that the analysis of our Budget presented in the first paragraph of 
the despatch contains errors of classification, which amount to about £3,230,000 
(RX), and of course very materially affect the relative proportions of different 
heads to each other ; and it is moreover irrespective of the distribution of tbe 
lump sum we bad reserved to meet English outlay. 

The Table A appended classifies the grants as they stand at present under the 

■ - =“[ two heads, Military 

Undercoa- and Non-Military, 

struetion. shows further 

the sums allotted for 

R R R I open lines. From it 

Military Railways, including i a* au 

Reserve 2,50,66,350 13,26,280 2,63,92,630 ' tne statement in the 

Non-Military, iuclnding Reserve 78,92,820 48,18,640 1,27,11,460 Tnavo-in Tioe 

Railway Stores and Reserve . ... ... 8,07,910 DeCU 

irngatiou .... 70,00,000 ... 70,00,00 framed to correspond 

toh»nge(a) . . . 3^ with the total of the 

3,99,69,170 61.44,920 4.99,42,000 (429 ^70) 

' quoted in the 3rd 

(a) The 30,30,000 under exchange is an assumed figure entered so as to , 

make the total agree forpurposes of comparison with the total detailed paragraph, and with 
in paragraph 2 of the Despatch+70 lakhs for Irrigation. This will j-i I •/» ,• 

doubtless be under the actual figure, but the difference will be far more Classincation 

than compensated by the inevitable lapses from which source alone we o^i-tro-n in fho na 

were able, in our telegram of the Sth instant, to indicate any hope of given tae pa- 

saving. ragraph of the de- 

spatch. Table B attached shows the allotments made under the head“ Irrigation.’* 
It will he seen that no new Irrigation work is contemplated except the 
Perry ar -project, for which only IJ lakhs have been ‘allotted; that no new xail- 

Fc , ways have been commenced, and that 
grants for Non-Military Railways 
gg 26 860. construction are absorbed by 

s= four projects, which are all far advanced 


Under con- 
struction. 

Open, 

Total. 

R 

2,50,66,350 
78, 92, 820 

70, *00,000 

R 

13,26,280 

48,18,640 

R 

2,63,92,630 

1,27,11,460 

8,07,910 

70,00,00 

30,30,01)0 

3,99,69,170 

61,44,920 

4,99,42,000 


Military Railways, including 
Reserve 

Non-Military, iuclndingReser 
Railway Stores and Reserve 
Irrigation 

Excmnge (a) . • 


(a) The 30,30,000 under exchange is an assumed figure entered so as to 
make the total agree forpurposes of comparison with the total detailed 
in paragraph 2 of the Despatch+70 lakhs for Irrigation. This will 
doubtless be under the actual figure, but the difference will be far more 
than compensated by the inevitable lapses from which, source alone we 
were able, in our telegram of the Sth instant, to indicate any hope of 
saving. 


Open Non-Military Railways 
Railway Stores • « • 


48,18,640 

8,07,910 

56,26,860, 
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towards completion. Thus, leaving out of consideration the Military lines with 
the construction of which Your Lordship desires no interference, and works 
actually in hand, the balance remaining amounts only to 56|- lakhs. In 
this no reduction was feasible, especially when five months of the year had 
elapsed. 

The inevitable conclusion is the one which was telegraphed to Your 
Lordship on the 9th September, that the only reduction which can now be 
counted upon is that acciuing from the usual lapses, which will amount to 10 
or 15 lakhs, and possibly more. Table C gives the lapses that have occurred 
during the past 5 years under ** Irngation.” 

9. The instruction to reduce the total outlay on Railways and Irrigation to 
four crores, including exchange, is in paragraph 14 applied specifically to the 
current year only ; we are uncertain whether it is intended, as may possibly be 
inferred from the general tenour of this portion of Yonr Lordship’s despatch, to 
fix the limit for the coming year also at this figure; but, considering that an 
eaily understanding as to the funds which will be available materially facilitates 
the conduct of operations, we deem it desirable to at once address Your 
Lordship on the subject. 

It may he observed that the limit of four crores would place ns in this 
position, compared with 1884-85, — ^when we had for Railway and Irrigation 
alone 350 lakhs of Loan funds and 60 lakhs from the Famine Insurance grant? 
total four crores, — that we should be worse off by 40 or 50 lakhs, because 
exchange was then excluded fiom the total, but now is to be included iu it. 
On the other hand, this imposition of the exchange may be roughly considered 
as tantamount to that of the Frontier and Coast Defences, which came upon the 
Railway and Irrigation grants in 1885-86, but which it is now understood, from 
paragraph 18 of the despatch under reply, are to be regarded in future as 
outside the grant for Railways and Irrigation— a much simpler and better 
arrangement. The Railway and Irrigation grants would therefore he in 
practically the same position as our proposals of 22nd September 1885, No. 
264 (Financial), assigned to them. It will be observed that the 25 lakhs 
formerly given from the Famine Insurance grant to Irrigation are left out of 
account, and this is because we have assigned away that item to meet the 
guarantee of the Indian Midland and Bengal-Nagpore Railways (see paragraph 
8 of our No. 264 above quoted, and paragraph 16 of Lord R. Churcbiirs reply, 
No. 367F,, of 10th December 1887). 

10. In order to ascertain whether this proposed limit of four crores is 
suitable, with reference to our present position, we detail for Your Lordship’s 
information the work that is now in hand or remains in prospect, classifying in 
groups to correspond with those in paragraph 6 of the Despatch No. 264, but 
including exchange. 

Railways in peogeess. 

Grouj^ A — Protective Lines, 

Outlay to end Balance required 
of 1S87-88, to complete. 

Bellary-Ristna 1,61,95,031 26,04,969 

Cuddapah-Nellore 68,02,455 2,85,368 

Assam-Behar 1,26,59,319 35,52,794 

Bilaspur Katni Bmeria Colliery . . 7,99,414 2,00,586 

Total ov Group A— Protective Lines 
IN PROOEBSS 3,54,56,219 66,43,717 
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Ofoiijp C — Lines under agreement 

E E 

Bewzara to Nizam’s Frontier . . . 14,04,000 2,76,859 


Group D — Frontier Lines. 

Sfaid-KsHn 5,18,07,750 

5,247 

Bolan 

28.02.529 

2,42,751 

Sind-Sagar . ... 

. 2,32,76,509 

42,35,488 

Sutlej Bridge, Ferozepore 

55.25,863 

81,070 

Frontier Eeserve Locomotives, &c. . 

12.82,000 

8,28,000 

Kandahar Reserve 

. 38,07,562 

1.66,016 

Mandalay Eailway « • • . 

. 1,33,58,819 

1,16,41,181 


10,19,50,532 1,71,93,653 


Kailwats kot commenced. 

Group B — 'Protective Lines, 

Balance require 
to complete. 

E 

75,25,000 
1,08,54,000 
87,68,127 

2,31,00,000 

70,00,000 

98,00,000 


6,69,83,127 


BeBarv-Kistna — ^Hindnpxir Extension 
Cnddapah-Nellore— Dliaxmaveram 
Ditto, VilupTiram 
Panchpara-Pooree Eailway . . • 

Assam-Beliar— Kannia-Dlinbri Extension . 
Madras Minor Lines . • • • 


Group C^Lines U7ider agreement, 

E 

Warora to Nizam’s Frontier ..... 38,00,000 


Group E — Frontier Lines, 

Bolan Eailway — making Upper Section permanent 32,08,178 

Amran Extension vid Kkojak 1 in 40 gradient , . 1,01,82 670 

Ditto ditto temporary lines . 6,09,380 

Chonab Bridge, Eamnwala 50,43,624 

Nortb-Westem Eailway — Jbelnm-Peshawar gradients 

improvement 43,08,237 (a) 

Peshawar to month of Khyber 12,00,000 


Total . 2,45,52,089 

(a) This item is still under scrutiny, with a view to reduction, if possible. 

11. As a test of how far a grant of four crores would meet our needs, we 
abstract from the above the items which seem to us most urgent, either in 
order to wind up great works in hand, or to meet now recognised necessities, 
and frame a sketch estimate for 1888-89. It is assumed that the improve- 
ment of the North-Western Bail way gradients will be spread over several 
years, as contemplated in our Despatch No. 37B. of March 1st, 1887, and 
that the extension from Peshawar will not be made till actually required. 
It is also assumed that the Bellary-Kistna and Cuddapah-Nellore Bailwav 
extensions may eventually be provided for through the Southern Mahratta and 
South Indian Companies, in pursuance of the communication referred to in 
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the 17th paragraph of the despatch under reply, and the other protective lines 
must stand over. The sketch is as follows— 


RaiUmys — 


Group Bellary-Zistna 

Cnddapah-N ellore 
Assam-Behar 
Bilaspur-Katni Colliery • . • . 

Group C— Bezwada to Nizam’s Frontier, to complete • 
Group D — Sind-PisHn \ 


^to complete 


Bolan 

Frontier Reserved Locomotive J'to complete 
Sutlej Bridge 

Kandatar Reserve ^ 

Sind-Sagar, proLaHy to complete 
Mandalay Railway • • 

Group F— Bolan— Upper Section, permanent 
Amran Extension . 

Ditto temporary lines 
CLenal) Bridge 

NortL-Westem Railway gradients 
Group Cf— Open line Capital and Stores • 


R 

r 26,04,000 
J 2,85,000 
C 35,53,000 
2,00,000 

2.77.000 
f 5,000 

2.43.000 
. 8,28,000 

85,000 
^ 1,56,000 

32.35.000 
80,00,000 
20,00,000 

62.25.000 

6.09.000 
20,00,000 
20,00,000 
80,00,000 


Irrigation^ 

Net outlay, excluding lapses 


Total Railways 


3,83,05,000 

60,00,000 


4,43,05,000 


The above Forecast, which includes exchange, has been made with as much 
care and provision as is possible, and after due consultation of all sources avail- 
able. As to group A, we trust that it will he admitted that the wisest course, 
from a purely financial point of view, is to carry on as rapidly as possible works 
which are so near completion. The outlay of 61 lakhs will finish systems on 
which 298J lakhs will already have been spent. Regarding Group G, it has to 
be remembered that in 1888-89 we shall have to provide for the addition to the 
open line railway account of the Sind-Pishin, Sind-Sagar, Mandalay (in part), 
and Oudh and Rohilkhand (for three months). The result is that we might 
manage, if allowed the four crores exclusive of exchange, as we were previous 
to the war preparations of 1885-86, but cannot do so otherwise, consistently 
with what must be deemed a very moderate prosecution of the very important 
Military projects in Group £. 
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12. We are, of conrse, aware that tliis assigninent will j)TObably turn out, 
after allowing for the usual lapses, to be some 70 or 80 lakhs in excess of a 
limit of 350 lakhs, and that the whole amount will have to be actually raised 
by the State in the open market, unless it can be to any extent obtained from 
other sources. We trust, however, that we may infer from Your Lordship's 
Despatch, No. 97R. of the 8th ultimo, that the negotiations which Your Lord- 
ship has recently entered into with the Southern Mahratta and South Indian 
Companies for the transfer of the Bellary-Kistna and Cuddapah-Nellore Railways 
will shortly he brought to a successful termination, in which case refunds, 
amounting to about 2^- crores of rupees, would accrue. The effect of the 
transfer would also he to relieve next year's grant of the R28, 89,000 above 
provided for these lines. A large refund might also he obtained by the trans- 
fer of the Assam-Behar Railway to the Bengal and North-Western Railway 
Company, as already suggested in our Despatch No. 47 (Financial) of 22nd 
February last, if the correspondence with Your Lordship, which the Company 
are understood to have commenced, should lead to the^conclusion of suitable 
terms. 

13. In the 13th paragraph of the despatch Your Lordship remarks that, 
in future, whatever sum may he recognised as the limit of borrowing, it shall 
be considered to include exchange. We feel some doubts as to how it is in- 
tended to bring this principle into practical application. When once the grants 
are distributed for the year, it would be next to impossible to subject them to 
constant variation, so as to meet the fluctuations of exchange in the course of 
the year; hut we do not know whether any adjustment of this kind is pro- 
posed. Moreover, the difficulty in estimating accurately beforehand the 
amount that would he required for any one year's expenditure in England 
necessitates our making a full provision, in which there is always a lapse at 
the end of the year ; under the proposed system the lapse would necessarily he 
greater than at present by about 40 per cent. 

We think, on the whole, it would he advisable to work the grants on the 
present system. It will be remembered that the cost of exchange is to a con- 
siderable extent met by the lapses which inevitably occur. 

14. lu connection with Your Lordship’s observations on the subject of induc-r 
ing capitalists to invest in railway undertakings without a Government guaran- 
tee, we would urge that measures he taken to place before the public the 
remunerative character of our railways as evidenced by the facts brought to 
Your Lordship’s notice in our Despatch No. 65 of I5th March last, and 
that the terms designated as the ‘‘Bengal and North-Western,” which are 
those on which alone we are at present able to make railway concessions, should 
he notified, so as to become generally known to promoters. 

On the other hand, care will be necessary not to encourage enterprises 
merely because no guarantee is asked, without considering whether they are 
likely to be remunerative and not to involve risk of future pressure on the 
State for their acquisition, or whether they are really required by the districts 
aflected, in addition to existing facilities, and will not wantonly endanger the 
revenues of existing lines guaranteed by the State. 

15. We would enquire in conclusion whether Your Lordship’s remarks in 
paragraph 16 are to he understood as modifying in any way the existing 
orders that the metre gauge is to be the minimum gauge recognised by the 
State, and in connection with this subject we trust it may not be overlooked 
that our experience of “ Light Railways ” on a smaller gauge, such as the 
Morvi Railway, has not so far been encouraging. 
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Enclosure No. 1 of Public Works Despatch No. 57 of 1887. 

J,^Ahstmct showing existing grants for State Railways {Indian and 
English comhined^ hut excluding exchange). 



MlLITi-EX. 

Non -Miles AET, 


IJailwaysi 

Under con- 
struction. 

Open, 

Under con- 
struction. 

Open. 

Total. 




B 

B 

B 

Tonnghoo-Mandalay Exten- 
sion 

1,00,61,010 





Sind-Pishiti, Sibi-Quetta Sec- 
tion • • 

88,49,710 


... 



Do., Dajrwaza-Qnetta 

Section . 

3,87,000 

• M 

... 

v»t 


Do., Bostan-Onlistan 

Section . 

8,44,000 

... 

... 



Do., Killa-Abdnlla 

Braneb . 

1,34,000 

... 

... 

... 


Sind-Sagar, Western Section. 

37,26.400 

... 


... 

... 

Do., Eastern Section . 

3,00,000 

... 

... 

... 

... 

Ferozepore Bridge . 

10,00,000 


... 

... 

... 

Bolan 

2,81,000 


... 

... 

... 

Kandabar Beserre MateriaJs . 

6,38,230 

... 

... 

... 

... 

Nortb-Westein * , 

... 

13,26,280 

... 


••• 

Do., Frontier Lines 

Eolbng-stock 

6,60,000 

... 




Do., Punjab North- 

ern gradient 
improyements 

6,96,000 





Assam-Bebar, Tirhoot Section 

... 

«.* 

7,60,000 

... 

... 

Do,, Assam-B e b a r 

Section 

... 


16,71,470 



Cuddapab-Nellore • 

... 

... 

6,06,770 

... 


Bellary-Kistna 

... 

... 

38,03,580 

1 

«• 

... 

Bezwada to Hyderabad Fron- 
tier 

... 


12,28,000 

... 


Pakal-ViUupuram Survey 

M. 

... 

14,850 

... 

... 

Hindnpur Extension Survey . 

... 

... 

1,000 


... 

Dbannaveram Extension Sur- 
vey 

... 


17,150 



East Indian • • . , 

... 

... 

• M 

10,50,000 

... 

Bajputona-Malwa • . 

... 

**• 


7,60,000 

... 

Wardba Coal . , 

... 

... 

• •• 

-1,05.000 

... 

Katni-TJmeria Section, B. E. 
S. Railway 

... 

... 


1,24,400 


TTmeria Colliery , 

... 

... 

" 

2,00,000 

... 

Burma . . » . . 

... 

... 


1,40,720 

... 



RAILWAY POLICY* 177 


A*!^Ahstract shomng existing grants for State RaiUmys {Indian and 
English combined, but excluding exchange) — contd. 



MxniTiJtx. 

Noir-MiiiiTABy. 


Eaalways. 



Under con- 
struction. 


Total. 

Under con- 
struction. 

Open. 

Open. 


Eastern Bengal , 

B 

E 

E 

E 

17,63,530 

E 

Northern Bengal . 





2,10,460 

Tirhoot • , , . 

Patna-Gya . . * . 

Nalhati . . . • 


... 

... 

... 

8,38,540 

1,00,000 

-3,000 

Dacca 





45,000 

Cawnpore-Achnera 





60,000 

Bareilly-PhiUhMt , 









o 

8 

8* 


Bewari-Ferozepur , 

Dhond and Idaninad • 


... 


76,000 

... 


<*• 

M. 

... 

40,000 

... 

Toiah 

2,36,66,350 

13,26,280 

178,03,820 

48,18,640 

3,76,04,090 

Stores for the Beserre • 

... 

... 



17,770 

Saving in provision for expen- 



... 

... 

diture in England on in- 
dents thrown forward &om 






1S85-86 to 1886-87 

... 

... 


... 

8,45,840 

Variation in store balances « 

••• 

... 

... 

... 

-2,97.000 

Reserve for Military Lines . 

1 

15,00,000 

... 


... 

15,00,000 

Do. ordinary do. . 

... 

... 


... 

2,41,300 

GBAND TOTAL . 

2,60,66,360 

13,26,280 

78,93,820 

48.18,640 

3,99,12,000 
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Western Jumna canal 

Sirhiud canal (State outlay) ... * I I I I 
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09,42,000 

Ie Eeseryo 68 , 000 , of which R48,000 have been promised 
to tho Pupjah for the Sidhnai canal, 

nf\ AA AAA ' 
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Capital Expenditure on Irrigation Worhs not charged against Mevenuc* 
[For five years fiona 1882-83 to 1886-87.] 
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These figures exclude purchase of M. I, & C. Company’s Canal and also loss by exchange, 
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No. 235 (Financial), dated Stli September 1887. 

From— Tbe Secretary of State for India, 

To— The Government of India. 

In Your Excellency’s letter dated the 15th of March, No, 65, yon reply to 
Ueply to Financial Review certain observations made by the Earl of Kimberley, 
penSre.^'^^^^^ Works Ex- reviewing the Financial Statement of 1886. 

2. It is nnnecessary for me to discuss the arguments which it contains in 
detail, They are valid as a defence of an outlay on' objects of public utility 
at a time when there is a surplus of revenue available, but they do not 
affect Lord Kimberley’s contention that, when the pressure on your finances 
renders economy essential, it is incumbent on all the Local Administrations to 
restrict such expenditure within the narrowest limits consistent with efficiency. 
And, considering the financial position of the present year to be even less satis- 
factoiy than in 1886, 1 desire that every effort may be made to prevent avoid- 
able outlay in the Public Works Department. 

3. Paragraphs 17 and 18 of Your Excellency’s letter refer to the subject of 
the arrangements with the Provincial Governments which have been dealt with 
in your Financial Statement for the year. 

4. The remaining portion of the letter contains many interesting observa- 
tions regarding the outlay in the constniction of public works from borrowed 
money, on which it is needless for me to make any comments, as in another 
Despatch (No. 216, dated 18th August 1887) I have addressed your Govern- 
ment on the subject at some length. 
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SECTM II. 
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1— General Correspondence relating to the 1^‘agpore-BengaI, 
Bhopal-Gwahor, and Jhansi-Manickpxir Projects. 


Telegram No. 33 R. A., dated 16tli Pebrnary 1885. 

Prom— Viceroy, Calcutta, 

To— Secretary of State for India, London. 

In preparing forecast in reply to your Railway Despatch No. 148, we have 
necessarily omitted provision for further outlay on Bengal- Nagpore and Bhopal 
Railways, including Jhansi-Maniokpur, Unless companies are launched and make 
payments by 31st March 1885, or Tour Lordship can make temporary advances 
from the Home Treasury pending launching, work must stop absolutely on that 
date, which we should regret, as lines are much needed. 

A despatch on the subject will follow to-morrow. 


No. 27 (Railway), dated 17th February 1885. 

From— The Government of India, 

To— The Secretary of State for India. 

We have the honour to bring to Tour Lordship’s notice that we are now pro- 
visionally carrying on the construction of the following railways, which we gather 
from the communications we have received from Her Majesty’s Government it is 
intended to make over to companies as soon as the negotiations now in progress are 
completed : — 

Nagpore-Bengal Railway. 

Bhopal Railway System— Cawnpore-Jhansi Section. 

„ „ „ Jhansi-Manickpnr Section. 

2, In preparing a forecast of railway construction in accordance with Tour 
Lordship’s Despatch No, 148 By., dated 27th November 1884, which will shortly 
be sent forward for approval, we have been obliged to omit any provision for outlay 
on these lines, and indeed have been forced to anticipate that the outlay incurred 
thereon up to 31st March 1885 will be refunded, and. become available for outlay on 
State railways. 

We should be sorry to see work on these railways brought to a stand-stUl, as 
we consider that they are much needed ; but unless the Companies are launched 
and make payments into the Home Treasury, or unless Your Lordship should be in 
a position to make temporary advances from the Home Treasury, and think proper 
to do so in view of the companies being launched at an early date, we cannot see 
how the stoppage of construction can be avoided, 

3, We estimate that on the 31st March next the outlay incurred on these rail- 
ways will have been somewhat as follows : — 

Lakhs. 

Nagpore-Bengal Railway 20 

Bhopal Railway System— Cawnpore-Jhansi Section , . .20 

„ „ „ Jhansi-Manickpnr Section* . , 34 

We may add that it is anticipated that about the undernoted amounts can be 
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expended mtli advantage in 1885-86 j this includes outlay on indents sent to Your 
Lordship for materials which have not yet been complied with : — 

Lakhs. 

Nagpore-Bengal Railway 130 

Bhopal Railway System— Cawnpore-Jhansi Section . . 67 

„ y, „ Jhansi-Manickpnr Section , . 70 

4. It is scarcely necessary to say that a stoppage of work on these railways, or 
indeed any order to curtail outlay, would lead to considerable immediate loss, and 
would further enhance the ultimate cost of the projects ; but we can see no other 
course open, unless we receive definite instructions from Your Lordship on the 
matter, which will allow of the work proceeding. We would ask that we may be 
favoured with instructions by telegraph as soon as possible after the receipt of this 
letter by Your Lordship. 


Telegram, dated 6th March 1885. 

From— Secretary of State for India, London, 

To— Viceroy, Calcutta. 

Your telegram of 16th February 1885. Cannot make advances here for these 
railways. Prospect of companies raising capital next year too vague for inclusion 
of repayment of past outlay in estimates. 


Telegram, dated 10th March 1885. 

From— Viceroy, Calcutta, 

To— Secretary of State for India, London. 

Tour telegram of 6th march 1885 — ^Advances to companies ’ railways. Our 
forecast including repayment 70 lakhs advances sent by the mail of 3rd March 1885. 
Despatch urges extreme importance of coming to arrangement with both companies 
on terms recommended in our Railway Despatch No. 191 of 9th December 1885. 
Difficulty of now reducing 70 lakhs outlay on works in hand extreme and loss con- 
siderable unless position reconsidered. Pending final orders' on our Railway De- 
spatch of 3rd March 1885, we propose to leave estimates undisturbed according to 
forecast. 


Telegram, dated 13th March 1885. 

From — Secretary of State for India, London, 

To— Viceroy, Calcutta. 

Your telegram of 16th March 1885, also your Railway Despatch No. 27. 
Present financial position prevents companies being launched ; regret stoppage of 
operations, but supply of funds connot be expected. Estimates should be revised 
accordingly. 


No. 27 (Railway), dated 12th March 1885. 


From— The Secretary of State for India, 
To— The Government of India. 


Tour predecessor’s telegram of 6th December last informed me of the prefer- 
enoe entertoed by yonr GoTernment for the terms proposed by the promoters of 
theBhopal.GwaUor.CawnporeEailwayinplaceof the Southern Mahratta terms, 
m negotiating for the construction by private companies of the Bhopal-Gwahor 
Nag^iore-Bengal, and Bilaspur-Etawah Railways. ^ ’ 
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2. The reasons for this preference have been fully explained in the Railway 
letter from your Government of 9th December 1884, No. 191. Briefly stated, they 
are that, unless the net earnings fall below 2 per cent, on capital outlay, the so- 
called Bhopal terms are pecuniarily more favourable to the State than the Southern 
Mahratta terms ; and that the former are free from the disadvantages attendant on 
the latter in regard to the issue of debentures, namely, that the interest on deben- 
tures not being a charge on working expenses, the shareholders, who are entitled 
to a fixed portion of net receipts, have no interest either in the rate at which deben- 
tures may be raised or in the economical expenditure of capital so procured. 

3. The fact that, under the “ Southern Mahratta terms,” the Government would 
receive a less* share of the net earnings than under the proposed “ Bhopal terms,” 
was not overlooked in the discussions which took place when the matter was under 
consideration ; but it appeared to me that advantages in other directions would be 
obtained under the conditions of the Southern Mahratta contract, which more than 
counterbalanced any possible direct gain from this source. 

4. Under the latter form of agreementithe proprietorship of the undertaking is 
from the first vested in the Government, the company becoming merely the agents 
for the provision of the funds, and for the construction, maintenance, and working of 
the line. But at the same time the company by sharing in the net earnings, 
whatever be their amount, have from the first a direct interest in the economical 
construction of the railway, as well as in its subsequent working ; and this is 
equally the case whether the sanguine anticipations of the promoters should be 
realised, or whether the receipts should be little more than sufficient to cover the 
working expenses. Moreover, to whatever extent the company may be able to 
improve their own share of the net earnings, they must thereby increase the 
Government receipts in a threefold degree. 

6. Under the * Bhopal ” terms, the company from the outset would be guaran- 
teed a higher rate of interest than that of other securities of the Government of 
India, and, indeed, a rate as high as that likely to be secured only by economical 
management on the other plan. And, although it is perfectly true, as Tour Excel- 
lency points out, that the share of the receipts which the Government will take 
may probably be less under the “Southern Mahratta” than under the “ Bhopal ” 
terms, this is not, in my opinion, an absolutely conclusive reason for adopting the 
latter terms, where the object in view is to encourage the prosecution of railway 
construction j and it appears to me that, on the whole, the true interests of the 
public, in obtaining an economically constructed and efficiently worked railway, 
together with the full advantage of employing private enterprise in the undertak- 
ing, are more likely to he promoted by the conditions which have been conceded by 
me on the basis of the “ Southern Mahratta” terms, than by those for which you 
express a preference. 

6. It is important to remember that, if a rate of interest which will be regarded 
by investors as sufficient, irrespective of any share of profits, be granted in the 
case of an undertaking whose prospects are believed to be unusually good, it would 
ba difficult to refuse it to a company formed to construct a line less likely to prove 
remunerative, and hence such a concession at the outset might virtually lead to the 
adoption of a system of guarantee, under which, in the case of an unpromising line 
the shareholders would have little or no incentive to render the line a profitable 
work, as was tbe case with some of the Guaranteed Companies. 

7. The point referred to by your Government as to the possible absence of 
motive on the part of the company to keep down the rate of interest at which their 
debentures are raised, if that interest does not form a portion of the working ex- 
penses, no doubt requires consideration, and it has not been overlooked. It is cer- 
tainly important that the proportion of the capital to be raised by debentures should 
not become excessive, but I am not sure, from your remarks, whether you fully bear 
in mind the extent to which the company is interested in finding the money at a 
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cheap rate. To iTlnstrate this, I will assume that the total capital is 5,000,0002 , of 
which it has been agreed that 3,000,0002. is to be raised by the issue of shares and 

2.000. 0002. by debentures, and that the net earnings of the line are 200,000/., or 4 
per cent, on the whole capital. Even if the debentures were raised at a rate lower 
than Sa' per cent, the company would be entitled to receive 3 1 per cent, upon 

5.000. 000/., and one fourth of 200,000/., or altogether 225,000/. ; but it is obvious 
that the profits of the company will he greater if out of this sum they have to pay 
their debenture-holders only at the rate of 3i per cent., or 65,000/., than if they 
must give them 3^ per cent., or 70,000/. So that, although the receipts of the 
Government will not be improved by the debentures being raised at a lower rate, 
the profits of the company will be enhanced. The real risk seems to me to lie not 
in a needlessly high rate being paid as interest on the debentures, but in the com- 
pany failing to renew them on their expiration if the market should then be un- 
favourable. Now, the Government is not pledged to allow the company to raise 
money by debentures either at any particular rate of interest or for any particular 
term of years, and the conditions under which money may he thus provided would 
be a matter of bargain, the power of the Government to obtain fair terms from the 
company being secured by its right to charge a high or penal rate of interest 
on money supplied for the railway by the Government. To provide as far 
as possible against the particular contingency above referred to, it would probably 
be found desirable to require that the debentures should run for the same period 
as the first term of the contract, thus placing them in this respect as nearly as 
possible on the footing of share capital. Nor would there be anything in the con- 
tract to prevent the Secretary of State making it a condition, for raising money in 
excess of the sum named in the contract as the capital therein referred to, that the 
interest on such amount should be a first charge on the receipts of the undertaking. 
These details would be matters for consideration when the occasion arose. 

8. In accordance with the intimation conveyed to Tour Excellency by my tele- 
gram of 16th December, negotiations with the promoters of the Bhopal-Cawnpore 
Railway have proceeded on the basis of the Southern Mahratta terms, and the same 
terms have been offered to the promoters of the Nagpur-Bengal Railway. I 
forward, for Tour Excellency’s information, the draft of a prospectus which has been 
approved by me, and which the promoters of the first-named scheme will take the 
first opportunity of issuing to the public. The name of the company, you will 
observe, is to be the Indian Midland Railway Company.” Copies of the contract 
shall be forwarded immediately upon its execution. 

9. The result of this Company’s endeavours to float their scheme will, no doubt, 
have some influence on the course of the negotiations still pending with Messrs. 
Hoare, Miller & Co., for the construction of the Nagpore-Bengal Railway, and Your 
Excellency shall be duly informed when anything definite has been arrived at. 


[ Deab't. ] 

"Extension of the Great Indian Veninsula ILailway Systemt viS, Bhopal to Gwalior, 
Agra and Cawnpore, 

Interest upon the Capital guaranteed by the Secretary of State for India in 

Council. 

INDIAN MIDLAND RAILWAY COMPANY, LIMITED. 
Incorporated under the Companies Act, 1862—1880. 
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Capital — £5,000,000 in IBOfiOO shares of £20 each, with potoer to lorroto to an 
amount not exceeding the Share Capital, 

10^. per share payable on application, and £1 10^. per share on allotment. 
Further calls to be made as required, at intervals of not less than thi ee 
months, in amounts not exceeding £2 per share. Payments in full may 
be made on allotment, or within three months thereafter, in the option of 
the Shareholder. 


Term of Contract 50 years, but determinable at option of Government in 1910, 
1920, or 1930. Interest payable in Sterling. Guarantee for first seven 
years, 4 per cent, per annum ; permanent guarantee, 3^ per cent., with 
one fourth total net earnings. Capital repayable on determination of 
contract. 


Directors. 

Colonel J. Holland, \ 

H. W. Blake, Esq., / 

A. H. Campbell, Esq., ( Directors of the 

Major- Gbneeal H. Rivers, R.E. > Great Indian Peninsula 
P. S. Chapman, Esq., I Railway Company, 

Andrew B. Scoble, Esq., V 

T. R. Watt, Esq., / 

Lieutenant-General Sir Henry Daly, C.I.E., late Agent to the Oov^ 

emor> General for Central India. 

Major-General J. S. Trevor, R.E., C.S.L, late Director-General of Railways 

in India. 

Government Director. 

BanJcers. 

The London and Country Banking Company, Limited, 21, Lombard Street, E.C. 

Solicitors, 

Messrs. White, Borrett & Co., 0, Whitehall Place, S.W, 

Consulting Engineer. 

George Berkley, Esq., M.I.C.E. 

Offices, 

3, New Broad Street, E.C. 

Brokers. 

Messrs. Mullens, Marshall & Co., 4, Lombard Street, E,C. 

Messrs. Holland, Balfour & Hamilton, 2, Cushion Court, Old Broad Street, E.C. 


PROSPECTUS. 

This Company has been formed by the Directors of the Great Indian Peninsula 
Railway Company, under the supervision and with the support of the' Secretary of 
State for India, with a view to bring the Great Indian Peninsula Railway into 
direct communication on a uniform gauge with the system of railways that serve 
the rich and populous provinces in the North-West of India, and to develop traffic 
from the important districts of Bundelkhund. 


0 
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Dbsceiption op Lines. 


The accompanying map shows in blue the lines to be undertaken by this Com- 
pany, as follows : — 


1. Bhopal vii Jhansi to Gwalior • 

2. Jhansi to Cawnpore . . • 

3. Jhansi to Maniokpur 

4. Etawah to Sangor . • . 


Miles. 

268 

127 

180 

40 


Total . 605 


The routes to be followed Lave been determined after careful surveys and 
enquiries regarding traffic and population made under the orders of the Govern- 
ment of India, whose officers estimate the cost of the projected lines at about 
£4,750,000, or under £8,000 per mile, for a road of 5 ft. 6 in. gauge, sufficiently 
equipped with rolling stock. 

The Gwalior line gives the Great Indian Peninsula Railway, by connection with 
two short lines already constructed (for obtaining powers for working over which 
provision is made in the contract), direct access by the shortest route from the 
sea to the North-West Provinces at Agra, a city containing 160,000 inhabitants, 
and communicating by rail with Rajputana, the Punjab, and other parts of India. 

The Cawnpore line reduces by 142 miles the distance by rail from Bombay to 
Cawnpore, the chief grain and seed mart of the North-West Provinces, Oudh, and 
Bohilkhund. 

The Maniokpur lines open out the British territory in Bundelkhund, providing 
rail communication on the south into Bengal and Behar by a junction with the 
East Indian Railway, and on the north into Upper India by a junction with the 
Main Line of this undertaking. 

The Saugor branch connects the military station of that name with the railway 
system. This branch, under the terms of the contract, may be extended to Kutni 
(about 80 miles from Saugor), which would bring it into communication with the 
State line, now under coostruotion, to the Oomaria coal-fields. 

The works on the proposed railway are, with the exception of the bridge over 
the Jumna, at Calpee, of no great magnitude. There are no tunnels, and ^-the 
bridges, though numerous, are easy of construction. The Secretary of State has 
put in hand some of the works on the lines, and it is expected that the wLole system 
can be completed and opened to traffic within five years. 


Peospectus op Teappic. 

Despatches of the Government of India laid before the Committee of the House 
of Commons which sat during last Session on the subject of “ East India Railway 
Communication,” set forth the importance they attached to the construction of 
these lines, and the evidence given before the Committee shows a remarkable con- 
currence of testimony on the part of witnesses, official, professional, and commer- 
cial, to the same effieot. 

Respecting the lines from Bhopal to Gwalior, and from Jhansi to Cawnpore, 
the Bombay Chamber of Commerce wrote as follows, on the 21st November 
1883 

The proposed line would connect the Great Indian Peninsula with the East 
Indian Railway system by continuous broad-gauge lines, and whilst opening out 
a country which is populous and fertile, and known as a large wheat and teel seed- 
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producing district, -would shorten through communication between Cawnpore and 
Bombay by 116* miles. The Agent to the Governor- 
* Properly 142. General for Central India has declared that the scheme 

was one -which, after the fullest consideration and con- 
sultation with all the authorities connected with that part of India, he had accepted 
and adopted as an absolutely indispensable line for opening out that most important 
pi evince j that the country w'hich it would open out from Bhopal to Gwalior was, 
in the lower portions, exceedingly rich in wheat and well-peopled, and certainly 
there were no great difficulties in the way of railway construction ; that in the 
neighbourhood of Bhopal and Bhilsa the production of wheat was so enormous in 
good years that it lay rotting on the ground because there were no means of 
exportation, and he believed that above Bhilsa, and between Jhansi and Gwalior, 
which he knew well, the country was fertile and populous.” 

The Government of Bombay in a letter, dated 22nd December 1883, remark— 

‘‘ Whatever may be the objections to lend the credit of the State, except within 
narrow limits, to undertakings which do not promise an immediate profit on 
invested capital, they cannot apply to the case of a line like that proposed from 
Bhopal to Gwalior and Cawnpore on which a remunerative traffic is certain.” 

The Government of the North-West Provinces, in January 1884, observe — 

As these districts lie right across the line of a direct railway thoroughfare 
between the best and most central districts of the North-West Provinces, md 
Bhopal and Bombay, the project of running railways through Bundelkhund pos- 
sesses not only a provincial but also a general importance, as affecting to a large 
extent the wheat trade which has developed so enormously during the last two 
years.” 

The Government of India on the 22nd January 1884 state — 

“ The line is of primary importance to the rapidly growing export trade in 
grain and seeds, which is beginning to tax the capabilities of the existing lines to 
the sea-ports, and will require additional facilities at no distant date.” 

With regard to the line from Jhansi to Maniokpur, the Government of India, 
in their despatch of 18th August 1883, observe — 

“ It should skirt, as far as possible, the southern portion of the British district, 
serving the trade centres of Mau-Ranipur, Mahoba, and Banda. Traffic from the 
rich country and the towns, such as Raat, between it and the Jhansi-Cawnpore 
Railway, will resort to one or the other, according to proximity or ultimate 
destination.” 

The population of the North-West Provinces, including Oudh, is forty-four 
millions, according to the census of 1881, and the direct through traffic between 
those Provinces and Bombay, not only in grain, seeds, and cotton, but also in piece- 
goods and European manufactures generally, cannot fail to be large and to yield a 
valuable revenue. The character of the country traversed by the proposed lines 
compares favourably in point of fertility and population with that served by the 
Great Indian Peninsula Railway system, upon which the percentages of net earn- 
ings per annum in the last four years on the amount of capital expenditure were as 


follows : — 

s. 

1881 663 

1882 761 

1883 6 16 0 


1884 600 

or an average equal to £6 11s. lOd. per cent, over four years. 

The gross earnings in the above years averaged £41 9s. 6d, per mile per week, 
upon a capital outlay of about £18,000 per mile. The cost of the proposed lines is 
estimated at less than half that of the Great Indian Peninsula Railway, and it will 

o 
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therefore require a gross receipt of only £25 per mile per week to earn six per 
cent , even alloTving 60 per cent, for working expenses as against 50 per cent., the 
average of the last four years on the Great Indian Peninsula Railway. The 
Directors are therefore confident that investors may safely look forward to a sub- 
stantial profit in excess of four per cent. 

Tems of the Conteact. 

The Contract with the Secretary of State is dated 
and includes the following teims : — 

(1) The duration of the concession is until the 31st day of December 1935, 

but subject to determination thereof, at the option of the Govern- 
ment, on the 31st December 1910, 1920, or 1930. 

(2) On the expiration or determination of the contract the full share capital 

is to be repaid. 

(3) The railtt ays are to be of the 5 ft. 6 in. gauge. 

(4) The Government are, during the continuance of the Contract, and 

under all circumstances, to pay interest on the paid-up capital received 
into the Treasury of the Secretary of State, half-yearly, in sterling, at 
the rate of 3| per cent, per annum. 

(5) The net earnings of the undertaking from the time the line is opened 

are to he shared betwreen the Government and the Company, the 
Government taking three fourths and the Company one fourth. The 
Company take their share in addition to the interest of per cent, 
to be received from the Government, which is not a charge ou the 
earningb. 

(6) The Government, moreover, guarantee that the Company shall during 

the fiist seven years of the Contract receive not less than 4 per cent, 
per annum on the paid-up capital for interest and share of net traffic 
earnings taken together, 

(7) The accounts will be made up and the Company’s shaie of earnings 

paid half-yearly, 

(8) The Government may appoint one Director, with the usual powers of 

the Government Director on the Boards of the Guaranteed Indian 
Railways. 

General R- Straohey, R.E., C.S.L, E.E S., Chairman of the Public Works Com- 
mittee of the Council of the Secretary of State for India, in his evidence before the 
Committee of the House of Commons, stated the signification of these terms as 
applicable to the case of the Southern Mahratta Railway to he as follows “ For 
four or five years the line will he under construction and in its infancy. After the 
five years ” (in the case of this Company the time is extended to seven years) “it 
is assumed that the share which the Company will get of the net receipts will pro- 
bably at least amount to one half per cent., and of this they have to take their 
chance, but in reality at the end of five years it is hardly possible that they would 
not he getting 4 per cent.” 

The extension of the time from five to seven years, during which this Company- 
are guaranteed 4 per cent,, almost precludes the possibility of the dividend ever 
falling below that rate, while it may exceed it even during that period. If the 
line at any time earns, say, 6 per cent., the shareholders will get 3^ plus li-, or a 
total of 5 per cent., and so on according to the earnings of the line. 

Copies of the Memorandum and Articles of Association of the Company, and of 
the Agreement between the Secretary of State and 

setting forth the contract to be entered into between the Secretary of State and the 
Company may be seen at the offices of the Company. 

Applications made on the enclosed form, accompanied by a payment of 10^. per 
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share on the number of shares applied for, should be forwarded to the Lomlon and 
County Banking Company, Limited, 21, Lombard Street, London, or any of its 
branches. If no allotment is made all amounts paid on application will be returned 
in full. In case of a full allotment a further payment of 10.9. per share will be 
recjuired forthwith, and in case of a partial allotment the suiplus of the deposit tv ill 
he appropriated for or towards the payment of the further £l IOj. per share, any 
rermainder being refunded to the applicant. The remaining £18 per share^ will be 
raised by calls in amount not exceeding £2 per share, as may be required, at 
intervals of not less than three months. Shareholders will be allowed the option 
of paying up their shares in full at the time of allotment, or within three 
months thereafter. 

Prospectuses and forms of application may be obtained at the offices of this 
Company, at the Bankers, or of Messrs. Mullens, Marshall & Co., 4, Lombard Street, 
K.O., and Messrs. Holland, Balfour & Hamilton, 2, Cushion Court, Old Broad Stieet, 

E.C. 

The subscription lists will open on and be closed on 

, both for London and the country. 


No. 77 (Railway), dated 12th June 1SS5. 

From — ^The Government of India, 

To— The Secretary of State for India. 

We have had the honour to receive Your Lordship’s Despatch No. 27R., dated 
12th March 1885, on the subject of the terms which it was desirable to concede to 
the promoters of the “ Indian Midland,” Nagpore- Bengal, and Bilaspur-Etawah 
Railways. 

2. We are glad to learn that Your Lordship concurs with us in recognising the 
fact that under the “ Southern Mahratta terms,” the Government will receive a 
less share of the net earnings than under the so-called “ Bhopal terms,” unless those 
earnings fall below 2 per cent. 

We also observe that Your Lordship, while not attaching the same weight as 
ourselves to the risk, not merely of too high a rate of interest being paid on de- 
bentures, but of too large a proportion of the capital being raised by that method, 
is willing to adopt our suggestion that debenture-interest should be a first charge 
on the receipts of the undertaking. In the further amendment suggested by Tour 
Lordship, which makes the period of debenture loans correspond with that of the 
first terms of the contract, we entirely concur. 

3. Your Lordship mentions, however, certain indirect considerations which 
have been deemed to counterbalance the direct pecuniary gain above referred to. 

The first of these, that the proprietorship of the undertaking is vested in the 
Government, is undoubtedly an advantage, but it is one in no way peculiar to the 
“ Southern Mahratta terms.” It might as easily be combined with the “ Bhopal 
terms,” and we should anticipate no objection on the part of promoters to such a 
course in case Your Lordship should wish to secure it. 

The possession by a Company, in addition to its 3lr per cent, guarantee, of a 
share in the net earnings, whatever be their amount, instead of only when they 
exceed a fixed minimum, scarcely appears to he advantageous, especially in the case 
of the lines less likely to be remunerative. Shareholders might well rest content 
with about 5 per cent, drawn when the line was actually paying only 3 per cent., and 
feel no incentive to extraordinary efforts to realise a higher profit » Some existing 
Guaranteed Railways are an illustration of this. 

The circumstance, again, that a Company will, under the ** Bhopal terms, be 
guaranteed from the outset a higher rate of interest than that of other securities 
of the Government of India, is not peculiar to those terms. The “Southern 
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Per cent. 
£ 8, d. 
. .646 

1882 

. . 6 12 4 

1SS3 

. .646 

1SS4 

. . 6 12 6 

1885 

. . 5 11 6 

specified marginally. 


Mahratta terms comprise, during the first seven years, not only tlie same 4 per 
cent, as the ** Bhopal terms,” hut also, under certain circumstances, a share of all 
net earnings in addition ; TFhile after that period they ensure about 4 per cent., 
even if the net earnings should only be 1 per cent. 
Any objection on the score of exceeding the late of 
interest of Government securities applies, therefore, 
with greater force to the former than to the latter. We 
may add that it applies likewise to working agreements 
such as that for the East Indian Railway, whose de- 
ferrei-annuity holders have received the dividends 

4. After all the preceding considerations have been duly taken into account we 
are free to admit that the advantages and disadvantages of the two forms of conces- 
sion are pretty evenly balanced. This being so, the only practical guide to a selec- 
tion appears to be the reception which the money market is willing to accord to 
them respectively. We would invite attention to the remarks in the same sense in 
paragraph 5 of our Despatch No. 191 of 9th December 1884. 

5. The fact that the promoters of the “ Indian Midland ” Railway have accept- 
ed the Southern Mahratta terms ” indicates an expectation that this reception 
will he favourable, and we trust that the passing away of political difiBoulties, com- 
bined with the present cheapness of money, may enable them to justify their con- 
fidence. In that case, it may be hoped that the promoters of the Nagpore-Bengal 
Railway will promptly follow their example. 

6. On the other hand, it is possible that the exact form of contract may prove 
an obstacle or that the promoters of the Nagpore-Bengal Railway may find them- 
selves at a disadvantage from the want^of influential support, such as that of the 
Great Indian Peninsula Railway Board which the “ Indian Midland ” enjoy. 

In view of such a contingency, and not with any desire of prolonging useless 
controversy, we have submitted the preceding remarks, in the hope that they may 
throw fresh light upon the question, and may assist Tour Lordship in coming to 
final terms with the promoters of the latter, or of both railways if necessary, on 
whatever basis may at the time of negotiation be ascertained to be most likely to 
be favourably received by investors. 
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2.— Indian Midland Railway. 


Telegram, dated 26th Augnst 1885, 

From — Secretary of State, London, 

To— Viceroy, Simla. 

Subscriptions to Indian Midland Eailway Company amount to two millions 
instead of three offered to public. I have decided to allow Company to proceed on 
these conditions : First, prepayment by Company of amount already expended 
by Government ; second, Company to proceed with portions of system deemed most 
expedient by Government ; third, obligation of Company to raise thud million re- 
mains in full force. Despatch follows. 


ITo. 109 (Eailway), dated 30th September 1885, 
From— The Secretary of State for India, 

To— The Government of India. 


Tour Excellency’s Government has been informed by the telegram marginally 

quoted of the formation of the Indian 
Midland Railway Company. Simultane- 
ously with the receipt of Tour Excellency’s 
Eailway letter No. 77, dated 12th June 
1885, regarding the terms upon which an 
agreement should be entered into with the 
promoters of the Indian Midland Eailway 
Company for the construction and work- 
ing of the lines of railway comprised in 
their system, a further application was 
received from the promoters themselves, 
stating that it was impossible for them to 
raise the required capital on the terms 
and conditions offered to them, namely, a 
guarantee of 3^ per cent, hy Government, 
with ^ per cent, added for seven years, and one fourth of net receipts after the line 
was opened ; but that if 4 per cent, were guaranteed by Government for the terms 
of the contract, it would be possible to form a Company, and they would then only 
require one fourth of the profits in excess of the interest. At the same time Your 
Excellency’s telegram* of 13th July reached me. 

2. After giving my best consideration in Council to the whole matter, I decided. 


Telegram to Viceroy ^ dated, 26iJi August 188B! 

“ Suliscriptions to Indian Midland Eailway 
Company amount to two millions instead of 
three millions offered to public. I have de- 
cided on allowing? Company to proceed on 
following conditions j— First, repayment by 
Company of amounts already expended by 
Covemment. Second, Company to proceed 
first with the portions of their system which 
are deemed most expedient by Government. 
Third, obligation of Company to raise third 
million remains in full force. Despatch 
follows,** 

* Telegram from Viceroy, dated 13th July t88B, 

** Unless Indian Midland Company can now 
be launched upon the terms previously offer- 
ed, we strongly urge concession of modified 
terms suggested in our Eailway Despatch 
No. 77, of 12th June last, in order to provide 
funds for frontier communication and defences. 
Indian Midland would refund 61 lakhs,** 


in accordance with your recommendation, to concede the terms asked for, and the 
project was accordingly brought before the public on this basis. Tour Excellency’s 
Government has been made aware by my telegram of 26tli August 1885 that the 
capital offered was only subscribed for to the extent of two thirds, and I was doubtful 
at first whether the undertaking should be allowed to proceed. It appeared to me, 
however, on a consideration of all the circumstances of the case, that it would not 


be to the advantage of the Government of India to withdraw from the arrangements 
which had been provisionally entered into with the promoters, and the Company 
was accordingly allowed to proceed. It is, of course, to be regretted that a Com- 
pany which was introduced to the public, supported by a Government guarantee, 
should have failed to secure more complete support, but I am advised that the fail- 
ure may be ascribed to causes quite apart from the merits of the scheme itself. 
Prominent among these are the political uncertainties which have recently affected 
our uorth-western frontier, to which may be added the unfavourable time of year 
at which the scheme was brought out. 
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* 1. Letter from Mr, T, E. Watt, dated 6th. 
July 18S6. 

2. Letter to Mr, T, E. Watt, dated 2l8t 
July 1885. 

3 and 4, Contracts between Government 
and Company. 

5. Articles of Association, 

6. Prospectus of Company, 


3. I forward herewith the correspondence* which has passed between the pro- 
moters and this Office, together with the 
contracts which have been entered into, 
and copies of the prospectus and memo- 
randum of association of the Company, 
Tour Excellency will learn from these 
papers that the Company has been allow- 
ed to proceed with its operations on three conditions. These are, — first, that the 
sums already expended by Government on any of the lines comprised in the system 
shall he at once refunded. Secondly, that the available funds then remaining in 
the Company’s hands shall be applied first, to those parts of the system which have 
been actually commenced by Government, and in a manner satisfactory to your 
Government, whilst the other portions of the system shall be carried out in such 
order as shall be decided to he most expedient by your Government. Thirdly, that 
the obligation of the Company to raise the whole sum of three millions named in 
the 32nd section of the Contract is to remain in full force, the sum of two millions 
now raised being accepted as part of the said sum of three millions. 

4. It will be for Your Excellency's Government, in accordance with the two first 
of these conditions, and under the terms of clauses 3 and 6 of the Contract, to 
consider carefully what directions should now he given to the Company for proceed- 
ing with the operations, in view of the present partial subscription of capital and 
the uncertainty of the Company being able to raise more money at any early period. 
Steps also should he taken for transferring to the Company the works connected 
with the project which have already been commenced, the expenditure ,on which 
has to he recouped by the Company, and the exact amount of which should be 
ascertained with the least possible delay, 

6. You will learn from the letter from the Directors of 24th August lastf that a 
t Letter from Mr. T. E. Watt, dated 24tli sum of £1,026,290 will immediately be 
August 1885. paid by the Company into the Pank of 

England, to the credit of Government, which will provide a sufficient amount to 
meet all past outlay, with a fair surplus for future operations. Doubtless a careful 
and detailed survey of the route to be traversed by the main line is one of the first 
points to which the attention of the Company will have to be turned concurrently 
with the prosecution of the operations of construction already in hand. 

6. The question of access of the Company’s system to Agra, on which great 
stress wus laid by the promoters during the negotiations, has been settled by a pro- 
vision embodied in Clause 58 of the Contract, which, in certain specified contingen- 
cies, transfers the Gwalior- Agra line to the Company on payment by them of a sum 
not exceeding £800,000, such sum to be treated as capital of the Company. Notice 
of any such transfer will of course have to be given to the East Indian Railway 
Company at the proper time. It will be obvious that your suggestion that the whole 
of this amount should have been immediately raised and paid over to the Govern- 
ment was one that could not he acted on. 

7. As regards rates and fares, full control is reserved to Government by Clause 
t Letter from Mr. T. E. Watt, dated 21th 26 of the Contract, and you will also learn 

November 1884. from the enclosed letter J from the Secre- 

tary of the Great Indian Peninsula Railway that the Directors of that line did 


agree to adopt, for through traffic between Bombay and the then projected railway 
now launched as the Indian Midland," the same rates as shall be fixed for through 
traffic on the lines of the latter system. 

8. The manner in which the accounts of the Company are to be kept will be 
found described in Clauses 46 to 65 of the Contract, from a perusal of which it will 
be observed that the course which has been followed in respect of the accounts of 
the Southern Mahratta Railway Company will apply to the accounts of the Indian 
Midland Company, with such modifications as are apparent. 
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9. The Directors of the Company have expressed themselves as hopeful of raising 
the balance of £1,000,000 required to complete their share capital within no vei*y 
distant period, and Tour Excellency’s Government will of course be kept duly in- 
formed on this important point. 

10. I have communicated a copy of this letter to the Board of the Great Indian 
Peninsula Railway Company, for their information. 

11. Since the above was written, the enclosed* communication has been received 

^ ^ , , , , from the Board of the Company, intim.it- 

* Letter (with enclosure) from Indian Mid- . . , . 7 1 - 

land Railway Company, dated 7th September mg the provisional appointment of Mr, 

to ditto, doted 25th September 1885. ^ Engineer of the system, an 

arrangement which 1 have sanctioned 
subject to the concurrence of your Government being obtained to the several in- 
structions issued to him. 


No. 169 (Railway), dated 26th October 1885. 

Prom — ^The Government of India, 

To — The Secretary of State for India. 

We have had the honour to receive your Lordship’s Despatch No. 109, dated 
the 30th ultimo, on the subject of the Indian Midland Railway, and in reply beg 
to forward copies of a Note* showing the condition, on 
* Not printed. 2 nd instant, of the operations on the various lines 

composing the system, as also of a memorandum of conclusions adopted at a confer- 
ence with Mr. Wilson Bell, the Company’s Agent and Chief Engineer, on the 5th 
instant, and of the instructions on the whole matter which we have now issued. 

2. Tour Lordship will observe that we have provided, as desired, for the primary 
object of push ng forw'ard construction on the sections of the system which have 
been actually commenced, and also for the completion of the surveys of the main 
line. 

3. As. regards funds, we have deemed Tour Lordship’s instructions in the tele- 
gram, dated the 23rd ultimo,t and in the despatch un- 
der reply, to warrant our making a provisional grant of 
5 lakhs of rupees for the opemtions in immediate pros- 
pect. We trust, how^ever, that we may very shortly be 
favoured with the reply to our telegram of the 26th 
ultimo, which has been promised in Your Lordship’s 
teb-grams of the 7th and 14th instant, so that we may 
be in a position to make suitable grants for Indian ex- 
penditure on the Kalpi Bridge and the Jhansi-Manick- 
pur Section, as soon as the information we have called 
for has been received. The outlay in England will 

consist of that on the girders for the Kalpi, Betwa, Dusan and Ken Bridges, and 
the other major and minor bridges for the Jhansi Manickpur Section, and can be 
estimated by Your Lordship from the indents already sent home, which we are of 
opinion should in all cases be adopted. 

4. Considering, however, that this outlay in England will not fall due for some 
months to come, we trust that Tour Lordship will deem the condition of the Com- 
pany’s surplus balance, after meeting past outlay, sufficient to warrant our sanction- 
ing the commencement of earthwork and bridge foundations upon the m.iiu line 
between Bhopal and Kalpi as soon as the land can be acquired, so as to save the 
best portion of the present se.ison, and to prepare the way for active operations as soon 
as the Company’s further capital shall have been secured. We need scarcely point 
out that upon the completion of the main line the remunerativeness of the two sec- 
tions already in hand must very largely depend. Permanent- way for the Jhansi- 
Manikpur Section will also be required, hut its cost will depend upon the descrip- 


t From — Secretary of State, 
To— Viceroy. 

** Indian Midland Railway, 
I have sanctioned appoint- 
ment of WiKon Udl Com- 
pany ’s Agent and Chief 
Enirineer. All instructions 
iciL to hin: hy Board are 
subject to your concurrence, 
and operations can he pro- 
ceeded with in direeiion 
desired by jou. A despatch 
on the subject will follow.’* 
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tion of road decided upoa after receipt of the anticipated report from Mr. Wilson 
Bell. 

5. We trust to submit at an early date the account of expenditure to be recoup- 
ed by the Company, which is culled for in paragraph 4 of the despatch under reply. 

6. Regarding the agency by which the several works are to be prosecuted, Tour 
Lordship will observe that, with the full concurrence of Mr. Wilson Bell, we have 
arranged that the section from Oawnpore to Ealpi, including the bridge, shall be 
completed by the North-Western Provinces Government, which has already ad- 
vanced it so far, and has a complete and efidcient establishment under Major Graoy, 
R.B., available for the purpose. The remaining operations we propose to transfer 
entirely to Mr. Wilson BeU, as his establishment becomes adequate to undertake 
the several works. 

7 . With reference to the Company’s contract, we have at present only two 
points to bring to your Lordship’s notice. Clause 58 makes no mention of our 
obligations to His Highness the Maharaja of Gwalior in respect of the maintenance 
of his state carriages, and their haulage, for his persopal use, between Gwalior and 
Agra. Clause 59 appears to be framed on the supposition that the Bhopal Railway 
consists of two separate sections owned by different parties, whereas it is owned 
jointly by the Indian Government and the Bhopal State. We presume that both 
these matters can be adjusted by explanation to the Company. 


No. 159 (Railway), dated 19th October 1885. 

Prom — ^The Government of India, 

To — The Secretary of State for India, 

In continuation of our Railway Despatch No. 83 of the 2nd June 1883, we have 
now the honour to forward abstract estimates, prepared after survey, of the Kutni- 
Etawah Section of the Bilaspur-Etawah Railway. It will be seen that the estimates 
aggregate Rl, 30, 45,145 for 162 miles of line against Rl, 10,00, 000 for ] 56 miles as 
previously reported by us on the basis of the results of the preliminary reconnais- 
sances. 

2. The estimates for the portions of the line comprising the section from Kutni 
to Bilaspur are almost complete, and will be forwarded shortly ; but we now send 
those for the Kutni-Etawah Section in advance, so that the Indian Midland Railway 
Company may be in possession of them at the earliest practicable date. 


No, 133 (Railway), dated 3rd December 1885. 

From — The Secretary of State for India, 

To— The Government of India. 

In compliance with the request contained in Your Excellency’s Railway letter 
of the 19th October 1885, No. 159, I have forwarded to the Directors of the Indian 
Midland Railway Company the abstract estimates, herewith enclosed, of the cost of 
construction of the line of railway from Etawah to Kutni. 

2. You will have learnt from a perusal of the contract which accompanied my 
Railway Despatch of the 30th September 1885, No. 109, that, under clause 57, the 
section of the line in question which is between Saugor and Kutni is not included 
in the present system which the Company have undertaken, the clause providing 
that the Secretary of State may at any time hereafter during the continuance of 
this contract require the Company, subject to terms as to the provisions of capital 
being then agreed upon, to construct it. 

3, The question of the date of its construction remains, therefore, for future 
consideration. It will be desirable that the detailed estimates on which the 
abstracts forwarded with your letter are based should be handed to the Agent of the 
Company. 



PBOTECTIVE RAILWAYS. 


199 


N'o. 140 (Railway), dated 24th December 1885. 

From — The Secretary o£ State for India, 

To — The Government of India. 

I have received and considered in Council the letter of your Government, No. 169 
(Railway), dated the 26th October, reporting your proceedings in connection with the 
commencement by the Indian Midland Railway Company of their operations on the 
undertaking which has been committed to them. In giving directions to the Com- 
pany’s officers you have provided that the construction should be pushed forward 
on those sections of the system which have been actually begun, and that the 
surveys of the main line should be completed. 

2. I entirely approve of this course, which, as you will see by the letters from 
the Directors to Mr. Wilson Bell, of the 13th and 27th ultimo, also commended 
itself to them. 

3. With regard to funds, I have to inform you that, in addition to the sum of 
1,026,2902. referred to in paragraph 5* of my despatch of the 30th September, 
1,195,9822. has been paid by the Company into the Bank of England to the credit of 
the Secretary of State in Council. Steps have recently been taken to place the 
balance of shares which were not subscribed for in August, the present result being 
that 131,796 of the 150,000 have been issued, leaving 18,204, which, it is expected 
will be taken within the next two months. In September 1,405,5652. had been paid, 
in October 103,3752., in November 640,0122. 10^., and in December 73,3192. 10^. 

4. You will have received, with my telegram of the 14th ultimo, the estimated 
expenditure by the Company during the present and the next official years. To this 
will have to he added the amounts which the Company will recoup to your Govern- 
ment for the works which were executed under your directions before the contract 
was made, and the cost of which you intend, at an early date, to lay before me. 

5. With your Railway letter No. 159, dated the 19th October 1885, you forward- 
ed an estimate of the capital required for the whole section of the Elawah-Saugor 
and Kutni line, and I pointed out to Tour Excellency in reply that the question of 
proceeding with the section between Saugor and Kutni must, under clause 67 of 
the Contract, be considered separately whenever it may be thought desirable. 

6. The indents for materials required from this country are being duly attended 
to, and that for the eight Engineers has been complied with. 

7. As regards the points raised in paragraph 7 of your letter in connection with 
the provisions of clauses 68 and 59 of the Contract, they were not overlooked when 
the Contract was under discussion. That which relates to the maintenance of 
carriages for the use of His Highness the Maharajah of Gwalior and Agra can be 
arranged with the Company, and there will be no difficulty, when the time arrives, 
in carrying out the intentions expressed in clause 59, of transferring to the Com- 
pany the working and management of the lines in the Bhopal and British territory, 
in accordance with the conditions of the treai^ with Her Highness the Begum. 


No. 24 (Railway), dated 2nd February 1886. 

From— -The Government of India, 

To— The Secretary of State for India. 

In continuation of our Railway Despatch No. 169 of the 26th October 1885, we 
have now the honour to report the farther arrangements which we have been able to 
make with the Agent of the Indian Midland Railway Company for the prosecution 
of the different lines of railway comprised in their system. Those previously re- 
ported have had to be modified somewhat as further experience has been gained, 
so it will be well to state succinctly how matters stand at present. 

2. JhansUBhopal Section, — The^portion between Jhansi and Lalitpur is being 
surveyed and estimated for by our own officers on behalf of the Company, and the 
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work is well forward. Between Bhopal and Lalitpur the surveys and estimates are 
bein^ prepared hy the Company’s officers, and such progress has been made that we 
expect shortly to be able to permit construction work to be started on the portion 
between Bhopal and Basoda, a distance of 56 miles. The estimates for the remain- 
der of this section should be ready before the monsoon rams of 1886, 

3. Jhansi^Matiifcpur Orders have been issued for the active prosecu- 

tion of work on the easternmost section of this branch between Manikpur and 
Banda, and the road is expected to he ready for the permanent- way as soon as it tan 
arrive. At the Jhansi end nothing can be usefully done at present, and in the 
centre work will only be pushed at the crossing of the Ken river. This programme 
will enable the rails to be laid continuously from the Manikpur junction. 

4. Jhan&i~Cawnpore Section , — As Tour Lordship is aware, this section has 
hitherto been in the hands of the Government of the North-Western Provinces, and 
as it is a matter of convenience to the Company, the construction of this branch will 
he carried out by our officers in the North-Western Provinces. The portion be- 
tween Cawnpore and Kalpi is expected to be ready for traffic in April next 5 the 
bridge over the Jumna is maki g excellent progress ; and work on the portion be- 
tween Kalpi and Jhansi is just being commenced. 

5. Jhansi- Q'loalior Section , — It is not our intention to push this branch at 
present, hut there are two works on it — a heavy rock-cutting near Gwalior, and the 
crossing of the Sindh liver— which will require much longer time th.in any of the 
others, so we have given instructions to put these two works in hand so soon as the 
estimates for them have been prepared and approved by us. 

6. Jhansi Station site , — The site of the station at Jhansi depends on a vai ioty 
of circumstances, and its exact position cannot be determined until both the Civil 
and Military exigencies are thoroughlj’- considered. A Committee is about t > meet 
and settle the question, but it is not expected that any serious delay will result, as 
the only line which will be much affected by a change in position is that towards 
Cawnpore. About 15 miles of this bi-anoh may have to be changed, but the surveys 
are all done, and the works on this part of the Railway are so light that the delay 
caused by the site of the station not being yet fixed is not likely to retard the 
ultimate completion of the line. 

7. Btaioah-Saugor The plans and estimates for this section prepared 

by our officers have been handed over to the Agent of the Company, and we have 
also given to the Agent the plans and estimates of the further sections eastwaids 
from Saugor to Kutni on the East Indian Railway. 

8. It will thus be seen that we have arranged for work being started on all 
sections except the Saugor branch, and we hope that the programme of expenditure 
shown in our finance Bespatch No. 353, dated 29th Decemher 1886, will be worked 


up to. 

9. Saiigor-Kutni Section , — The construction of the extension of the Etawah- 
Saugor branch to Kutni depends on the power of the Company to raise money for 
the work ; and now that all the share capital of the Company has been placed, we 
would call Tour Lordship’s attention to the power contained in clause 57 of the 
Company’s Contract. It is most desirable for the successful and economical working 
of the whole Indian Midland system that a connection with the Kutni-Umaria 


Railway be made at the earliest practicable date, so that coal at a moderate price 
may he made available. We alluded to this in our Financial Despatch already 
quoted, but we were not then so well informed of the financial stability of the Com. 
pauy {IS we are now j the matter, however, is a pressing one both for the Company 


Secretary of State’s No. 133 
(llaihvayj, dated 3rd Uecem- 
her 1&85, para 2. 

Secretary of State’s No 14o 
(Railway), dated 21th Decem- 
ber IdSS, para. 5. 


and for ourselves, so we would now recommend that 
Tour Lordship should take the action under clause 57 of 
the Contract which is alluded to in the despatches specified 
marginally, with a view to the early commencement of 
this section of the undertaking. 
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No. 32 (Bailway), dated 15tli April 1S86. 

From— -The Secretary of State for India, 

To~The Government of India. 

Before considerinpf the proposal contained in your letter No. 24 (Bail way), dated 
the 2nd February, that the Inland Midland Railway Company should be called 
upon at once to undertake the construction of the Saugor-Kutni section of their 
system, under clause 57 of the Contract, I caused the Directors to be asked their 
opinion on the subject. 

2. It appeared to me to be very doubtful whether the chief object of executing 
this line at the present time, viz., the facilities it would afford for obtaining coal 
from the Umaria mines, was of sufficient importance to justify the increased outlay 

which would have to be incurred during the next year or 
* Dated 22nd March 1888. ^ confirmed in this view by the reply * which 

has been received from the Board of Directors, copy of which is enclosed. 

3. The Jhansi-Manickpur branch will furnish a direct route for the coal required 
for the upper portion of the system, and although the lengthened distance, either b}’ 
this line or via Jubbulpore and Itarsi, will add to the cost of conveying the coal to 
the lower sections, it will nevertheless he available for both. 

4. Financial reasons, moreover, have, as you are aware, induced me to pause 
before incurring fresh liability this year on account of railway extensions, and I am 
contemplating measures which will, I trust, enable the Secretary of State to rai&e 
money for railway purposes on better terms than heretofore. 

6. While, therefore, 1 do not doubt that the line in question will eventually he a 
useful and important addition to the Indian Midland system, I have decided to 
postpone calling upon the Company to undertake it. 

6. In the meanwhile, as the country through which it would pass is difficult 
from an engineering point of view and sparsely populated, it may be desirable to 
ascertain, by fresh examination and surveys, if necessary, whether the most advan- 
tageous route has been selected. 


No. 38, dated 22iid March 1885. 

From— T. B. Watt, Esq., Managing Director, Indian Midland By. Co. (Limited), 

To — ^The TJnder-Secretary of State for India. 

I have laid before the Board of Directors your letter of the 9tb instant, stating 
that the Government of India now repoit that *‘it is desirable for the successful 
and economical working of the whole Indian Midland system that a connection with 
the Kutni*Dmaria railway should be made, so that coal from the Dmaria mines 
may at a moderate price be available for use when it is open,” and requesting, with 
reference to clause 57 of the Contract, that the Directors will state “ what course in 
their opinion it would be desirable to take both in regard to the raising of the 
necessary capital for this line and to its construction.” 

2, The Board desire me to inform you in reply, that they are fully impressed 
with the importance to the Company of their obtaining coal from the Umaria mines 
at a moderate price. If, however, this be the main object to he attained by the 
immediate construction of the line from Kutni to Saugor, the Board do not think 
that it is sufficient in itself to call for the Company now undertaking this addi- 
tional liability, as without the capital expenditure which would have to be incurred 
on the line from Kutni to Saugor, estimated at E90,20,252 for 114^ miles, the coal 
in question will be available for all the Company's lines delivered vid Etarsi and 
Bhopal on the one side and oid Manickpur on the other. The Board would, there- 
fore, prefer to postpone taking up this additional line at present, in order that the 
Company’s efforts may he closely given to pressing forward with and completing as 
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early as possible the railways composing the undertaking within the terms of the 
existing Contract. At the same time, should the Government particularly desire 
that this extension between Kutni and Saugor shall be immediately proceeded with, 
the Board will be ready to do so, the means of meeting the capital expenditure 
being, as suggested by the Secretary of State, in the first instance settled. 

3. The Board consider that, in that case, the best way of providing the required 
capital would be by shares in all respects similar to and having the same guarantee 
ns those forming the present share capital. The condition of the market being now 
favourable for the issue of such shares, the Board would propose that the Company’s 
share capital be increased from 3,000,000 to 4,O00,0O0Z., by the creation of 60,000 
shares at 20Z. each, and that such shares be allotted at par to the shareholders of the 
Indian Midland Bailway Company. 

3.— Bengal-ITagpur Railway. 


No. 17 (Eailway), dated 19th January 1886. 

From — The Government of India, 

To — ^The Secretary of State for India. 

"With reference to para. IS of Tour Lordship’s Despatch No. 367 of the 10th 


* ” Your Financial De- 
Fpateh No. 367, para. 18. 
yee our JRailway Despatch 
No. 191, dated 9th December 
lasst, and our Kailway De- 
spatch No, 77, dated 12th 
June last. We heg to re- 
commend coming to final 
teims with promoter's on 
Indian Midland or Southern 
Mahratta terms, or whatever 
reasonable basis may at the 
time of iiegoti|tion he as- 
certained to he most likely to 
he favourably received by the 
money market *’ 
t No. 132 By., dated 18th 
August 1883, paras 38 and 42. 

No. 269 P.,dat.-d 21th Sep- 
tember 1883, paias 1 « —17. 

No 27 F„ dated 29th 
January 1883, para. 13. 


ultimo, and to our reply thereto, dated the 2nd instant, 
which is quoted in the margin,* we heg to forward copy 
of a letter w’hich we have received from the Bengal 
Chamber of Commerce regarding the Nagpore-Bengal 
Eailway. From this letter, as also from the address 
delivered to the Bombay Chamber of Commerce on the 
13th instant, by their Chairman, the Hon. F. Forbes* 
Adam, Tour Lordship will learn the view taken on the 
subject by the mercantile community. As regards the 
protective value of the line, we have nothing to add to 
our previous representations on the subject specified 
marginally ,t and to the more recent opinion given in 
para. 7 of our Despatch No. 264 (Financial), dated the 
22nd September last. 


Dated 2nd January 1886. 

From — S. E. J. Clahke, Esq., Secretary, Bengal Chamber of Commerce, 

To — ^The Secretary to the Government of India, P. W. Dept. 

My Committee have viewed with satisfaction the passing of the Land Acquisition 
(Mines) Act as a removal of a cause of dela3^ in the energetic prosecution of a lino 
of railway to connect Calcutta with Nagpore. Considering that this project has been 
before the Government and the public in one form or another since 1863, and that 
since 1876 it has formed a frequent subject of correspondence between the Chamber 
of Commerce and Government, my Committee feel that the arguments which power- 
fully recommend it to the earnest attention of the Government have been threshed 
out in a manner to which no other Indian Eailway can furnish a comparison. The 
necessity for such aline has been freely admitted, and as a practical project it hag 
during the last four years engaged a large share of public attention, both in this 
country and in England. It is unnecessary', therefore, for my Committee to enter 
into the considerations proving the urgency of |the construction of this line, since 
anything they could now urge has been frequently repeated, and found forcible 
expression before the recent Parliamentary Committee on the extension of Indian 
Eailways. 

My Committee confine themselves, therefore, to pressing upon Government the 
admitted value of this great work to the political, military, and commercial interests 
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of India, and to pointing out tlie extreme desirability that its construction should 
be resumed at once and should be steadily pei-severed with as an emergent work, even 
although political complication may arise to strain the immediate financial resources 
of the State. 

Looking to the immense utility of direct communication between Calcutta and 
Bombay by a line traversing some of the most fertile and most productive districts 
of the Empire, and to the great importance to Calcutta of opening up the districts 
which are at present practically inaccessible for trade purposes, and the produce 
of which would naturally find an outlet at this port, my Committee would urge that 
the construction of the Bengal-Nngpore Railway should be taken in hand by the 
Government and prosecuted energetically without waiting for the formation of a 
Company to undertake the work. Nothing that the Chamber can say can add to 
the force of what has been already advanced as to the value of this line as a factor 
in the competition between India and other great producing countries. But they 
may point out that the delay in the construction of this Railway is depriving India 
of an advantage of which she could otherwise readily avail herself. 

My Committee trust that the matter will receive the early attentien of His 
Excellency the Yiceroy in Council, and that the Government will decide to at once 
undertake the work, leaving the question of its transfer to a public Company to he 
settled hereafter. 


No. 24, dated 18th March 1886. 
From— The Secretary of State for India, 
To — ^The Government of India. 


2^agpore~Benga,l 'Bailway^ 

* “ Your Financial Des- 
patch No. 367, paragraph 18. 
See our Railway Despatch 
No 191, 9th December, and 
our Despatch No. 77, 12th 
June. We beg to recomneud 
coming to bnal terms with 
promoters on Indian Mid- 
land or South Mahratta 
terms, or whatever reason- 
able basis may, at time of 
negotiation, be ascertained 
to be most likely to be 
favourably received by tbe 
money market, 

+ Letter from promoters, 
dated 12th January 1886, 
Letter from promoters, 
dated 27th February 1886. 


With reference to Tour Excellency’s telegram, dated 
2nd Januaiy 1886,* and to your Railway letter, No. 17, 
dated 19th January 1886, I transmit herewith copy 
of correspondencef which has recently passed between 
the promoters and this Office in respect to the formation 
of a Company for the construction and working of the 
proposed Bengal-Nagpore line. 

2. Your Excellency’s Government will learn fiom 
a perusal of this correspondence that, after considera- 
tion of the matter in Council, I have decided that 
the present is not a convenient time for the prosecution 
of this scheme, and that I have caused the promoters 
to he so informed. 


No. 1, dated 12th January 1886. 

Erom—GBORGE Miller, Esq., Honorary Secretary to the Committee, 

To— The Under-Secretary of State for India. 

Referring to former correspondence on the subject, I now beg leave to submit, 
on behalf of the Committee of gentlemen named in my letter, dated 22nd Septem- 
ber 1884 (with the exception of Sir John Straohey, G.C.S.I., who has since retired), 
the following proposal for the construction of a railway to connect the East Indian 
Railway (from Sitarampore, Burrakur) with the Central Provinces of India, -da 
Purulia, Gangpur, Bilaspur, and Nagpore, on the route surveyed by Mr. Parker, C.E., 
under the orders of the Government of India. 

The terms which my Committee now propose are based generally on those 
lately granted to the Indian Midland Railway Company, as set forth at length in 
the Secretary of State’s contract with that Company, dated the 2nd of October 1885, 
but my Committee ask for the following modifications thereon 

Capital of the Bengal-Nagpore Railway to be 2,000, OOOZ. (two million 
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pounds). The rt'inainder which may be required for the undertaking 
(say four million pounds) to be raised as is provided in Clause 34 of the 
Indian Midland Contract, either by the issue of shares or debentures, 
or otherwise. 

/Seco»cZ— The contract to be determinable, at option of Government, in 1936, 
1946, or any subsequent tenth year. 

TAirf?— -The existing Nagpore-Chhattisgarh State Railway works to be taken 
over by the Company at a valuation, except as to permanent- way and 
rolling-stock, for the use of which the Company would pay rent for 
(say) three years. 

jPowriA— The Secretary of State to guarantee payment of the preliminary 
expenses connected with the formation and launching of the Company. 

— The Committee to have six months within which to bring out the 
Company, otherwise the concession to lapse. 

I am desired to s-iy that the present condition of the money market renders it 
extremely desirable that the earliest possible answer should be given to this proposal. 


No. 72 P. W., dated 27th February 1886. 

From — J. A. Godlet, Esq., TJnder-Secretarylof State for India, 

To— The Honorary Secretary to the Committee. 

The Secretary of State for India in Council has had undi^r consideration your 
letter of the 12th ultimo, in which, acting on behalf of the Committee interested 
in the formation of a Company for constructing a railway from the East Indian 
Railway at Sitarampore to Nagpore, in the Central Provinces of India, you submit 
fresh proposals for that purpose. 

The terms on which it is now proposed that the Company shall raise the neces- 
sary capital for the undertaking in question are based generally on those granted to 
the Midland Railway Company, which include a guarantee of interest at 4 per cent, 
and a share to the Company of one fourth of the surplus profits, and it is suggested 
that the immediate issue of capital should be limited to 2,000,000z., the remainder, 
estimated at 4,000,000 i., being raised either by shares or debentures, as required. 

In reply, I am directed to inform you that, having regard to the heavy obliga- 
tions already incurred in connection with the works now in course of construction, 
or authorised to be undertaken in India, the Secretary of State in Council is not 
prepared at the present time to adopt these proposals. 


No. 132 (Financial), dated 20th April 1886. 

From— The Government of India, , 

To — ^The Secretary of State for India. 

"We beg to acknowledge the receipt of Tour Lordship's Despatch No. 24 of 18th 
ultimo, in which we are informed of the rejection of the offer of Messrs. Hoare, 
Miller & Company’s Committee to construct and work the Nagpore- Bengal Railway, 
upon terms based generally upon those lately granted to the Indian Midland Com- 
pany, on the ground that ‘‘ the present is not a convenient time for the prosecution 
of this scheme.” * 

2. We do not desire to question the propriety of the decision at which Tour 
Lordship has, for the present, arrived. We consider it right, however, to commu- 
nicate to Tour Lordship certain additional information which has been laid before 
us since our last Despatches on this subject, and trust that we may he permitted to 
take advantage of the opportunity in order to explain, in a concise form, the grounds 
upon which we have hitherto recommended this project. This information may be 
found useful, in the event of circumstances so far changing as to induce Tour Lord- 
ship to reconsider the question. 
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3. Since the receipt of the Despatch now under acknowled^ent, the Bombay 
Government have forwarded to us a communication from the Bombay Chamber of 
Commerce, of which a copy is appended, requesting information as to the present 
position of the negotiations for the construction of the Nagpore- Bengal Railway and 
making further representations in favour of this project. 

4. We observe that Your Lordship has postponed sanction to the scheme, in 
view of “ the heavy obligations already incurred in connection with the works now 
in course of construction or authorised to be undertaken in India.” Regarding the 
necessity for the construction of the line, we understand tb.it there is no difference 
of opinion, as Tour Lordship, in September 1884, decided that the work should be 
undertaken, and entered into negotiations with the promoters (Despatch No. 121 
[Railway], dated 8th October 1884). In respect, however, of the special ground on 
which Tour Lordship’s decision is based, we desire to bring to Your Lordship’s con- 
sideration calculations which we have caused to be carefully prepared, and which 
seem to us sufficiently to show that the additional burden which the constructiou 
of this line would now impose upon us is of considerably less financial importance 
than may have been supposed. The result of these calculations we here summarise, 
but we must refer Your Lordship for the calcalations themselves to the memorandum 
enclosed. Should Your Lordship accept them, we 1 rust that the additional financial 
obligations likely to be incurred by us may be carefully weighed against the consi- 
derations involved in the constructiou of the Railway — considerations which we 
have caused to be summarised in enclosure No. 3 to this Despatch, so that the whole 
case may be available in a complete and convenient form. 

(a) The debit of the interest of the project to the Famine Grant has already 
been sanctioned (No. 367, Financial, dated 10th December 1885), and 
no increase will therefore be incurred to the total annual expenditure. 

(5) In any case, the net additional charge for interest is relatively inconsi- 
derable, amounting to only half a lakh, 3 lakhs, and 5| lakhs in the 
current and two following years respectively, as will be seen from 
paragraph 9 of the memorandum. 

(e) The Nagpore- Chbatisgarh metre-guage Railway requires heavy renewals, 
involving large outlay chargeable against the existing revenue, which 
are unavoidable, and must be carried out very shortly, unless its oor.- 
version to broad guage, which the project comprises, be undertaken 
instead. The latter course would be much cheaper in the long run, 
and is estimated to save some 6 or 7 lakhs, which would be a material 
set-off to the interest charge of y lakhs for the first three years. 

(d) The half lakh for the current year, or even more, can be easily provided 

by redistribution of allotments under the Famine gi-ant, without dis- 
turbing the Budget arrangements. 

(e) Even irrespectively of the Famine grant, the special enhancements of 

land revenue which the Railway would render possible in the settle- 
ments in the Raipur, Bilaspur, and Sarabulpur districts now uii« r 
revision, are likely to prove a valuable set-off towards meeting the net 
additional interest charge (see paragraph 39 of oar Despatch No. 132 
Ry., dated 18th August 1883). 

(/) The project is a link between the Great Indian Peninsula and the East 
Indian Railways, and must bring considerable additional net earnings 
to both, as pointed out in the memorandum, and also in paragraph 40 
of our Despatch No. 132 Ry., dated 18th August 1883. 

5. From the above it will appear that we consider that the sanction of the pro- 
ject, so far from practically adding to our obligations, will tend to lighten them 
directly in more ways than one. 

On the other hand, the present appeared to us to be unquestionably a convenient 
time for launching thejprojeot. Money is cheap, and the market continues to be so 

P 
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favourable to Indian enterprises, that not only have the Southern Mahratta Railway 
Company recently raised the whole capital for the Mysore Railway, but even the 
Nizam’s State Bailway Company have just got what they required by debentures. 
IMaterials, specially steel, are also still cheap, as they were stown to be in paragraph 
17 (8) of the report of the Parliamentary Committee of 1884. Finally, the receipt 
of two millions sterling into the Secretary of State’s treasury would obviously he a 
financial convenience, and diminish the loan to be raised this year in England, since 
the Company’s needs, after meeting the refund of 138 lakhs, would probably leave a 
balance of about 78 lakhs on March 31st, 1887. 

6. It will be a source of satisfaction to us if the arguments of the Bombay Cham- 
bei of Commerce, and the present statement of our views as to the facts of the case 
and the financial compensations to the guarantee charge which we have above set 
forth, should enable Your Lordship to reconsider the present decision and to grant 
the concession desired. 


Dated 31st Majch 1886. 

From — ^J. Marshall, Esq., Secretary to the Chamber of Commerce, Bombay, 

To—The Secretary to the Government of Bombay, P. W. Dept. (Railway). 

I am directed by the Committee to request that Government may be pleased to 
favour the Chamber with such information as may be available regarding the ex- 
isting position of the negotiations for the construction of the Nagpur-Bengal 
Rail u ay. 

2. From reports which have reached my Committee through non-official chan- 
nels, there seems reason to believe that the successful floating of the project has been 
impeded for some time past, and the ultimate success of the proposed Company for 
developing the undertaking seriously endangered, by the Secretary of State for 
India insisting upon terms from the promoters which are not likely to prove accept- 
able to the London market. 

3. If this he the case, the Committee venture to hope that His Excellency the 
Governor in Council will be pleased to transmit to the proper quarter an energetic 
protest on behalf of this Chamber against any trifling discrepancies in the condi" 
tions of contract, or slight difference in the guaranteed rate of interest being allowed 
to further delay the prosecution of so important a work. Were the remunerative 
character of the undertaking in the least degree doubtful, a difference of a half per 
cent, per annum might be allowed due weight in considering whether the scheme 
should be supported or not ; but this line has long passed that stage ; its ultimate 
success, pecuniarily, has been clearly demonstrated, while the necessity of it as a 
protection from famine is all-important. In fact, it is manifest from the evidence 
given before the Select Committee on East India Railway Communication in 1884, 
that the Government of India have throughout, and justly so, regarded the 
Nagpur-Bengal line as the first link in the entire scheme of famine protection 
railways. In their report the Select Committee say 

“ What the Government of India desires is continuous broad-gauge commumea- 
txons from the centres of production to the centres of population and to the famine 
tracts. It is with this object mainly that they earnestly press for the construction 
of certain lines, especially the Bhopal-GwaHor and the Nagpur-Barrakur Railway, 
which they desire to entrust to limited Guarantee Companies.” 

And again, classing it under Schedule A amongst railways indispensable for 
protective or other urgent purposes to he completed by the State in default of other 
agency, the Committee say : — 

“ This project is one of first-class importance and urgency on account of its pro- 
tective value, and, moreover, its evident productiveness has induced two distinct 
firms to make offers to construct it, which are now before the Secretary of State.” 

The point is brought out still more clearly in the evidence given by the Hon. 
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Hr. W. W, Hunter, wlio, speaking of the pioposed railway S 5 ’stem. for famine pro- 
tection, said : — 

“ The system starts from the centre of a wheat-prodncing country known as the 
Chhattisgarh division in the eastern part of the Central Provinces. It connects this 

part with all the famine tracts of India Starting 

from Ohhattisgarh the proposed railway system sends to the east the ITagpur-Bengai 
line which will connect this wheat-prodncing country with Behar 

. • . . I take the Chhattisgarh country as the nucleus of this 

system of granary lines. It is a large area of about 24,000 square miles, with a 
small population of 12S persons per square mile, an abundant and uniform rainfall, 
and a fertile soil. This country is known to native merchants as the land of 
threshing-floors. It comprises 24,000 square miles, but we have only exact informa- 
tion with regard tolthree and three-quarter million acres, because a very large part of 
the country is in the hands of Native Chiefs. With regard to these three and three- 
quarter millions the facts are as follow ; — The peasant holdings are nearly six times 
the acreage that an average peasant holds in Bengal and twice the acreage which he 
would hold in Bundelkhand. Besides the area under cultivation there are close on 
2,000,000 acres awaiting cultivation, and of those 2,000,000 acres 1,000,000 consist of 
black wheats-o-iL The Chhatisgarh country raises annually 241,000 tons of grain 
more than the.people consume. We also find that the prices are exceedingly low. 
When I last made the enquiry, wheat had been selhng in the local markets at, I 

think, Is. 4d. per cwt., which comes to about 5s. a quarter The 

country is shut out from the adjoining provinces, Bilaspur is not very far from 
Jabalpur ; but at Jabalpur the wheat must fetch 200 per cent, more than it can be 
bought for at Bilaspur, in order that .it should pay the cost of cart-carriage. The 
crops of this isolated country are rice, which, on the whole, is the staple crop for 
local consumption, and wheat, which is raised in large quantities, and which could be 
raised in still large quantities if there was any chance of selling it with profit. That 
gives a fair account of the granary country which the Government of India propose 
to tap by this system of protective lines.” 

4. Assured by the prominence which the Government of India have thus always 
given to the line that its prosecution would not be unduly delayed, and feeling, 
moreover, that the anxious condition of political affairs during the greater portion 
of the past year afforded some reason for matters of all but the most pressing 
moment being held to a certain extent in abeyance, the Committee of the Chamber 
have refrained for a considerable interval from reopening the correspondence on 
the subject which terminated with the letter from your Department, No. 
dated 5th January 1886, covering a communication from the Public Works 
Department of the Government of (India Railway Construction) of 19th December 
1884. In that communication it was definitely stated that 

« Preliminary operations are in hand for the construction of the Nagpur-Bengal 
Railway by Government officers pending the formation of a Company, with the pro- 
moters of which Her Majesty’s Secretary of State is in communication.” 

My Committee, in the absence of information to the contrary, have naturally 
accepted this as continuing to be the position of the undertaking until tht reports 
reached them which I have already mentioned in the second paragraph of this 
letter. With that information before them, however, they feel they cannot, in the 
interests of the mercantile community which they represent, longer remain silent, 
and they trust the view they take of the urgency of the matter may commend itself 
sufficiently to the appreciation of His Excellency the Governor in Connoil to induce 
His Excellency to support the Chamber’s representations by lending them the 
countenance of the Government of Bombay. 


Mevnorandum on the net additional interest charge for interest which sanction of the 
Nag;pur ^Bengal Railway wonld entail. 

According to the latest data available, the probable cost of the Nagpur-Bengal 
Railway is as noted below : — 

The outlay onthe existing Nagpur-Chhattisgarh Railway up to the end of 

p 
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1886-87, including the cost of the Kanhan bridge, and also including exchange, is 
now estimated at Rl, 20, 66, 000. The cost of the conversion of the open section from 
Nagpur to Nandgaon, leaving out the cost of the Kanhan bridge, is placed by 
Mr. Cregeen at R66,07,366. Of this, R20,73,775 is for outlay in England. The 
exchange on this will amount to R6,91,258. So the total cost of conversion will 
amount to R72, 5^8,624, and the total cost of the line from Nagpur to Nandgaon 
will come to R 1,93, 64,624, say Rl, 94,00, 000. This allows a credit for the full 
outlay on the metre gauge stock, but apparently no other credits. The credit for 
the metre-gauge stock appears too high ; but possibly allowing for credits for meti e- 
gauge rails and other materials that can be utilized elsewhere, the cost of the 
section may stand at, say, Rl, 85, 00, 000, 

2. The line from Nandgaon to Bilaspur is now estimated at R99,80,076. 
Allowing for exchange on the English outlay jof £289,000, R9,63,000 must be 
added. This will make the cost of this section Rl,09, 43,076, say Rl, 10,00, 000. 

3. The last estimate of the Sitarampur-Bilaspur Section is apparently 
R3,17,76,739. In this estimate exchange has apparently been calculated at 
Re. l=ls. 8d- Allowing for the fall in exchange, the estimate will probably now 
not fall short of R3, 30,00,000. 

The total cost of the whole Railway may thus be placed as under : — 


Lakhs. 

Nagpur-Nandgaon •••...•• 185 

Nandgaon-Bilaspur . 110 

Bilaspur-Sitarampur 330 


Total . 625 


4. A further provision must be made to meet the value of stores on hand when 
the line is opened throughout. Allowing R25, 00,000 on this account, the total 
outlay may be placed at R6, 50, 00, 000. 

The allocation of the conversion estimate between Capital and Revenue has not 
yet been determined ; and, for the purposes of the present note, I will assume that 
the whole cost has to be met by Capital. 

5. In addition to the outlay incurred on the open line, the State will have 
incurred, up to the end of the current year, outlay to the extent of R17,12,000 on 
the survey, taking up land, and earthwork between Nandgaon and Sitarampur. As 
already shown in paragraph 2, the estimated outlay on the Nagpur-Nandgaon 
Section up to the same date is Rl, 20, 66, 000, This will make the total outlay 
incurred by the State on the whole project up to 31st March 1887 Rl,37,78,000. 

Thus, out of the 650 lakhs estimated to he needed, nearly 138 lakhs have already 
been provided ; and if the whole line were now sanctioned, the further amount 
required to complete the Railway (bl2 lakhs) would probably be needed somewhat 
as under;— 

1886- 87 

1887- 88 

1888- 89 

1889- 90 

1S90-91 


Lakhs. 

. 50 

. 150 

. 150 

. 130 

. 32 


Total . 512 
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6. The interest charge on this additional Capital, calculated at 4 per cent., will 
be as under : — 

Lakhs. 

1886- 87 1 

1887- 88 5 

1888- 89 11 

1889- 90 16*6 

1890- 91 . . . • 19*84 

1891- 92 20*48 


7. The net earnings of the open Railway during the year 1886-87 are estimated 
at R4, 60,000, the working expenses being very high owing to heavy renewals. The 
gross earnings are estimated at R15,00,000, or about R190 per mile per week. 

If the construction is now undertaken, the carriage of the construction mate- 
rials during the current year would probably add about ^ lakh of rupees to the net 
revenue of the open line. 

In 18S7-88 at least 40 miles at the Central Provinces end could be opened, say, 
by 1st January 1888. This and the additional revenue brought on to the open 
line would probably increase the net revenue by R*2,00,000, 

In 1888-89 the whole line to Bilaspur, about 110 miles, should be opened for 
the greater portion of the year, and probably about 80 miles at the Bengal end. 

-The Bilaspur section may well yield a net revenue of li lakhs, and should add 
fi 2 lakhs more to the revenue of the Nagpur-Nandgaon 

Say earnings , 6,oo,o(» Section. In addition to this, compared with estimates 

Expenses , . 4,60,000 , , « e> -i i t. • * 1 . 

Nee , . . 3 , 50,000 of the current year, a reduction of 3 lakhs in the nor- 
mal expenses of the Nagpur-Nandgaon Section may be expected, as the heavy re- 
newals will then have come to a close. Allowing no net revenue on the Bengal 
Section, the line should in this year yield a net revenue of lakhs better than in 
1886-87. 

In 1889-90 an additional 80 miles at each end may he expected to be opened 
throughout the year. This will make 190 miles open at the Central Provinces end, 
and 160 miles at the Bengal end. 

R 


The first 110 miles this year may be expected to yield . . 8,00,000 

and the additional 80 miles , • , . . . . 3,00,000 

Out of this 3,00,000 


may be assumed to be net revenue. 

The net revenue* of the open line may 

• Partly by reduction of expenses due to expected to be 6 lakhs better than in 
cessation of heavy renewals. x 

the current year. 

We may expect to realise R1,00,000 net from the 160 miles open at the Bengal 
end in this year. 

This will make the net revenue of 1889-90 R9, 00,000 better than the net reve- 
nue of the current year. 

About the middle of 1890-91 the line may be expected to be open throughout. 
The additional mileage opened during 1890-91 may be expected to add R3,00,00a 
to the net revenue earned in 1889-90, or make the net revenue of that year 
R12,00,000 in excess of the net revenue of the current year. 

In 1891-92 we may anticipate that the 626 miles of 3 :ailway will earn 15 lakhs 
above the net revenue of the current year. 

8. The expenses of this line should be low, as it will have cheap coal, and the 
earnings may he expected to reach 160 a mile a week on an average shortly after 
opening throughout. This would yield a gross revenue of 52 lakhs ; and if this 
traffic can be worked for 50 per cent, of the gross earnings, as apparently it should 
be, the net earnings would be 26 lakhs of rupees, or sufficient to cover the interest 
at 4 per cent, on the assumed capital of 650 lakhs. 
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9. The increase in charges and revenue due to the construction bf this line, com- 
pared with the net charges for the current year, will, according to this forecast, be 
as unaer— 


Tear. 

Additional 

interest. 

Additional * 
net revenue. 

Additional 
net charge. 


Lakhs. 

Lakhs. 

Lakhs. 

1886-87 

1 

0*5 

0*5 

1887-88 

5 

2*0 

3*0 

1888-89 •*•••• 

11 

5*5 

5*5 

1889-90 

16*6 

9-0 

7*6 

1890-91 

19*84 

12-0 

7*84 

1891-92 

20 48 

15-0 

5*48 


It is needless to remark that if any portion of the Capital is raised at a lower 
rate than 4 per cent., the additional net charge will be reduced. 

10. In addition to the above, the Railway may be exppoted to bring consider- 
able additional traffic to both the Great Indian Peninsula Railway and the East 
Indian Railw«iy. The additional net earnings on the former of these lines, with 
its lead of 600 miles to Bombay, wUl largely reduce the net extra charge to the 
State shown above. 

11. It will be seen from the above figures that there will be no diflSculty in 
meeting the amount needed for the payment of the additional charge for interest 
during the current year from the existing grant for Protective Irrigation Works, 
or even from the ordinary gi’ants for Public Works. 

The amounts needed in subsequent years can be provided from the Protective 
Irrigation grants as already sanctioned by the Secretary of State. 


HesumS of arguments in favour of sanction of the 'Sagfur •'Bengal Bailtoag, 

1. The protective value of this project was indicated in 1878* by Sir John 
* Dcapatck No. 132 By., dated_i8tli August Strachey and Sir Andrew Clarke. Dur- 
1883, paragraph 42. jjjg discussions on protective railways 

in 1881, General A. Eraser brought it specially forward j Lord Ripon concurred in 
the importance of the early making of the line ; and it was consequently placed 
t Despatch No, 92 By., dated 22nd July first in the protective scheme then sub- 
1881, Appendix. mitted to the Secretary of State.f The 

question whether the line could be regarded as “ Protective,” in the sense in 
which that word was used in the Pamine Commissioners* report, was settled in the 
afl&rmative by the opinions of the four Famine Commissioners in India—Messrs. 
t Despatch No. 27, dated 29th January Cunningham, SuHivan, Peile, and Elliott 
~ ’ — to whom it was referred.! The same 

view has been held by a number of other 
competent authoritie8.§ Again, the argu- 
ment in favour of protective railways, 
among which the Nagpur-Bengal is ex- 
pressly named, is summed up in para- 
graph 17 (1) of the report of the Parlia- 
mentary Committee of 1884, and was 
evidently a leading consideration in their 
decision to recommend considerable rail- 
way extension. Finally, the Government 
of India in September last, II after an exhaustive reconsideration of the whole pro- 
gramme of Internal and Frontier Railways, describe the project in these terms 
“ The Nagpur-Bengal Railway is the backbone of onr whole protective system. 


1884, paragraph 13, and enclosure 4. 

§M[r. J. F. K. Hewitt, Commistioner of 
Chota-Nagpur’s note of June 1881, paragraphs 
56 and 70. 

Sir John Morris, Chief Commissiouer, Cen- 
tral Proymces, No. 2314, dated 28th June 
1882. 

Sir Eivers Thompson, Lieutenant-Governor 
of Bengal, Nos. 2948 and 4513 By., dated 28th 
July and 27th December 1883. 

Mr. J. B. Fuller, Director of Agriculture, 
Central Provinces, No. 249, dated 11th July 
1883. 

Mr. W. B. Jones, Chief Commissioner, 
Central Provinces’ note of Ist August 1883. 

II Despatch No. 264. Financial, dated 22nd 
September 1885, paragraph 7, 
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as it taps the cotuitry which produces the largest and most reliable surplus of grain 
in India, is centrically situated, and, when this system is complete, will he connected 
by radiating lines with every province in India. The construction of this line is 
essential to the scheme of famine protection.** 


The Government of India have also more than once, in emphatic terms,* urged 

on the Secretary of State the responsi- 
bility which lies on the Indian and Home 
Governments to complete these famine 
lines, both as the one sure means of 
saving life, and also as greatly diminish- 
ing the cost of meeting famine when it does come. 


* Despatch No. 29, Financial, dated 23rd 
January 1883, paragraph 149. 

Despatch No. 269, Financial, dated 24th 
September 1883, paragraph 21. 

Despatch No, 27, Finanei^, dated 26th 
February 1884, paragraph 25. 


1883, paragraphs 27—36, 

Despatch No. 17 Ry., dated 29th January 

1884, and enclosures. 

t No. 284C., dated 26th June 1884. 


2. Its remuneratlToeness has been established by a long series of competent 

tJDespatch No. 132 Ry, dated 18th August authorities— Sir John Morris, Mr. H. H. 

Risley, Mr. J. B. Fuller, Mr B, Jones, 
Mr. Parker, and Sir Rivers Thompson, f 
as also by Mr. C. H. T. Crosthwaite^ 
the Chief Commissioner in the Central Provinces, both in 1884, and also in a letter* 
dated 22nd February last, to the Manchester Quardian^ of which a copy is ap- 
pended to this despatch. 

3. Its commercial value is involved in its remunerativeness, but the certainty 
that it will largely increase exports of grain, oilseeds, &c., has been dwelt upon by 
many of the authorities already quoted, and has been specially and repeatedly 
urged upon the Government by the Chambers of Commerce of Bengal and Bombay. 
As an illvjstration of the views of the latter, we may refer to our Despatch No- 
17 Ry. of 9th January last, and its enclosures, and to the letter from the Bombay 
Chamber, dated the 31st ultimo, which is forwarded herewith. 

4. The relief to exchange which the increased exports due to the line tend to 
afford is obvious, as explained in paragraph 41 of the Government of India’s De- 
spatch No- 132 of 18th August 1883. 

5. Us military^ political^ and administrative value his been illustrated in 


paragraph 38 of the despatch just quoted by reference to remarks by a previous 
Secretary of State, and is brought to notice by both the Bengal and Central Pro- 
vinces Government. Mr. W. B. Jones observes, in enclosure No. 5 to that de- 
spatch, that “ the military importance of this through line would not |be inconsi- 
derable, since, in the case of commotion in Upper India, it would afford an almost 
unassailable line of communication between Calcutta and the west of India.” 

6. The preceding arguments in favour of the project may be summed up in the 
following words of Sir Rivers Thompson when deprecating, about two years ago, 
further delay in “ the opening up by a main line of railway of a portion of the 
country which has in this respect been already too long neglected 


The line has been carefully laid out on the ground throughout its entire length, 
the detailed drawings and estimates have been prepared, all statistical facts have 
been ascertained, the advantages over alternative lines, as well as its remunerative 
prospects, have been considered and disenssed, and the mercantile community 
throughout the country are, for reasons which are plainly incontrovertible, urgently 
pressing for more rapid railway extensions. In this case, moreover, private enter- 
prise has come forward, and is ready to nndertake the construction of the line.** 
(Enclosure No. 1 to despatch No. 18 CRailway], dated January 29th, 1884.) 

7. Finally, the line has been actually commenced, under the Secretary of State’s 
telegram of 10th September, and Despatch No. 121 Ry. of 9th October 1884. The 
acquisition of the land for a large portion of the whole length has been effected, a 
good deal of earthwork was completed before the suspension of operations last 
spring, and some 17 lakhs of rupees have been spent, as shown in the accompany- 
ing memorandum- 
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Dated 22nd February 1886. 

From— 0. H. T, Csosthwaite, Esq., Chief Commissioner, Central Provinces, 

To — ^The Editor of The Manchester Guardian, 

I am glad to see from your issue of the 18th instant that the Bombay Chamber 
of Commerce is giving renewed attention to the question of constructing the Bengal 
and Nagpur line of railway. As the present head of the Central Provinces Ad- 
ministration I am greatly interested in this work, and I wish during my stay in 
England, on furlough, to do all I can to promote it. The Government of India is 
I believe, anxious to have the work pushed on, but there seems to be some hesita- 
tion on the part of the India Office. If this hesitation is caused by financial con- 
siderations, it is, I think, groundless. At present, as you are aware, the Great 
Indian Peninsula line has a terminus at Kagpur. A narrow-gauge line has been 
constructed by Government from Nagpur to Rajnandgaon, a distance of 150 miles. 
The capital required for this line was, after much insistence, obtained from the 
Government of India by the provincial administration, which guaranteed the payment 
of interest. Some money was also subscribed by the public, also under a provincial 
guarantee, and 4i per cent and half the net profits in excess of 41 per cent. Al- 
though this little railway has only been open for three years, and works under 
several disadvantages,— for example, the shortness of the line, the break of gauge 
at Nagpur, &c.,— it pays well, and the province hopes to derive from it a profit of 
£20,000 or £30,000 per annum, which will be expended on a system of feeder roads. 
The temporary terminus of this liuej^Rajnandgaoij, was a mere village, and has now 
become a busy market town. The feudatory chief to whom it belongs admitted 
the receipt of 40,000 rupees in one year as dues on the carts which brought grain 
and seeds for despatch by rail. The present terminus has hardly touched the 
outside of the large province of Chhattisgarh, which the line is intended to tap. 
From the best markets there is still a lead of from 40 to 80 miles over which goods 
have to be conveyed by country carts or pack-bullocks. The line is not long 
enough to have any appreciable effect on the large and populous district of Sambal- 
pur, or on the large dependencies which are attached to the Central Provinces, such 
as Kalahundi, Bastar, &o., containing large tracts of country capable of much 
development. The great pilgrim trafiBo to Pooree, which would be a source of 
revenue to the Nagpur-Bengal line, is of course quite lost to the present short 
line. 

I mention these few facts to show how much there is in favour of this under- 
taking. Apart, however, from the direct receipts, the Government has other sources 
of gain to look to. The railway will traverse the three districts of Raipur, Bilas- 
pur, and Samhalpur, which contain, in round numbers, 12,000 square miles of land 
assessable to revenue, not counting the large tracts held by chiefs who pay tribute 
to the Government. This country contains much wheat and rice land of excellent 
quality, which now pays about 6d. or 7d. an acre. Until quite recently the absence 
of roads and the distance of markets rendered the surplus produce valueless. Large 
quantities of rice and wheat lay unused, because the people could neither sell nor 
eat it. The peasantry had plenty of food, but no money for comforts or luxuries. 
This condition of things has rapidly altered, even under the influence of the present 
short narrow-gauge railway. Produce has risen in value, the people are acquiring 
money, and with better railway communication land must rise to the same value 
which it has in the more accessible districts. In other words, after the through 
line has been opened for some years the land revenues of these districts will double 
and treble their present figures. The stamp and excise revenues will also rise. 
Under these circumstances it is a pity to see the construction of the line delayed* 
for want of confidence in its prospects. In the present state of India and England 
everything ought to be done to stimulate trade, English workmen are crying out 
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for employment. The Indian Government is suffering from the fall in the gold 
value of silver. Everything which tends to increase the exports, to bring money 
into circulation, and to add to the power which the Indian population has of 
absorbing silver, will be for the benefit of both countries. The construction of 
commercial lines likely to prove profitable undertakings is particularly urgent. 
The Nagpur- Bengal line ranks first among these. 

Manchester is deeply interested in this matter. I hope that this letter may be 
useful in drawing the attention of Manchester manufacturers to the Nagpur- 
Bengal line, and in inducing them to bring their powerful influence to bear on the 
authorities in whose hands the matter now rests. The removal of the obstructive 
Government of Upper Burma has been justly made the subject of congratulation 
to trade, but I venture to think that the opening of the through line from Nagpur 
to Calcutta would do more in the immediate future for Manchester and India than 
the opening up the Irrawaddy. 


Telegram, dated 21st May 188S. 

From — ^The Secretary of State for India, 

To—Viceroy, Simla. 

Considering increased expense incurred and impending in Burma, and recent fall 
in exchange, do you adhere to proposals involving further charge, especially if 
increase gold liability ? I refer particularly to Bengal-Nagpur Railway, and re- 
organization of the Telegraph Department. Promoters of the Railway propose 
payment of interest during construction out of Capital. Should you approve this, 
how will you meet probable deficit this year ? Please reply by telegraph. 


Telegram, dated 25th May 1886. ‘ 

From— Viceroy, Simla, 

To — ^Tbe Secretary of State for India, 

Tour telegram of 21st. Bengal-Nagpur Railway. Do we rightly understand 
proposed payment of interest during construction out of Capital to mean Bengal 
and North-Western terms, and that we shall have no responsibility for interest on 
Capital even^after construction ? 


Telegram, dated 26th May 1888. 

From-— The Secretary of State for India, 

To—Viceroy, Simla. 

Tour Lordship’s telegram dated 25th. Bengal-Nagpur Railway. No. The 
effect would be that when construction was completed, guaranteed interest would 
have to be paid on Capital enhanced by interest advanced up to that date. 


Telegram, dated 29th May 1886. 

From — Viceroy, Simla, 

To — ^The Secretary of State for India. 

Tour telegram of 21st. Roberts, Ubert, Bayley, and Hope hold strongly that 
notwithstanding probable expenditure in Burma, — 

Nagpur-Bengal Railway is imperatively necessary as nucleus of 
system of insurance against famine. 

Present good opportunity should be seized for construction, be- 
cause political or monetary changes may prevent recurrence of 
similar one hereafter. 
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TAird.^Tall in exchange may he discarded, because reduction in sterling 
equivalent to rupee outlay, and probable lower gold prices of 
materials will balance extra rupee remittances for interest. Por 
instance, burden at 1^. 4d and Is. 6d. identical. Heavy fall may 
also much stimulate Railway receipts from exports. 

Indian Midland terms therefore still suitable, as shown in De- 
spatch 20th April, but may for present itself be modified, if 
desired, by debit of interest during construction to Capital. 
Government might retain option of redeeming extra interest 
charge when convenient to do so out of ordinary revenue, and 
even secure payment of additional interest charge before di- 
viding surplus profits. 

Burden of contract on such terms incommensurably small in propor- 
tion to famine and other advantages to he secured. 

Nagpur- Bengal Railway refund would conveniently supply funds for 
Mandalay extension till 1888-89. 

Abandonment of Telegraph Reorganisation to be deprecated, but 
preferable to present sacrifice of Nagpur-Bengal Railway. 

Sir A. Colvin, in view of inevitable construction of railway to Mandalay, and of 
disorganisation of silver market and consequent disorder in finances, is opposed to 
any proposals involving increased gold liability, and consequent risk of increased 
charge on that account, and would suspend Nagpur-Bengal Railway for the present j 
would defer later in the year decision as to Telegraph Department • is strongly 
opposed to payment of interest during construction out of Capital. The Viceroy is 
disposed to support Financial Department in financial question of this kind. 


'Telegram, dated 3rd June 1886. 

From— Viceroy, Simla, 

To— Secretary of State for India. 

Our telegram 29th. Nagpur-Bengal Railway. Despatch follows explaining 
more fully grounds of opinions expressed. 


No. 89 (Railway), dated 11th June 1886. 

From— The Government of India, 

To— The Secretary of State for India. 

In continuation of our Railway Despatch No. 113 of the 11th July 1884, we 
have the honour to forward, for Your Lordship’s information, copy of correspond- 
ence relating to the present condition of the way and works on the open line of the 
Nagpur-Chhattisgarh State Railway, the cost of converting that line to the standard 
gauge, and the estimate for the construction of the Nandgaon-Bilaspur and Bilas- 
pur-Sitarampur sections of the Nagpur-Bengal Railway. 

2. With reference to paragraph 4 (e) of our Financial Despatch No. 132 of the 
20th April last, we beg to invite perusal of enclosures Nos. 1 and 3, and especially 
of paragraphs 7 and 22 to 25 of the former, which relate to the present condition 
of the open line. 

3. Regarding the revised estimate of Mr. Oregeen for the Nagpur-Bilaspur 
section, and the conversion, as well as the previous amounts quoted by him for the 
Bilaspur-Sitarampur section, we may remark that the figures are for the most part 
somewhat out of date, and also subject to correction in respect of the rate of ex- 
change and the fall in the price of steel. They may now be considered as super- 
seded by the amount of 625 lakhs given in the memorandum accompanying our 
Despatch No. 132, Financial, dated 20th April last, which we believe to be as 
correct an approximation as can, under present circumstances be arrived at. 
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1 . 

Telegram, dated IGtli Jxme 1886. 

From— Viceroy, Simla, 

To— Secretary of State for India. 

Our telegram 29tli ultimo. Nagpur-Bengal Railway. We approve of modified 
scheme submitted hy Miller comprising purchase existing line, conversion to broad 
gauge, and extension to Bilaspur, with provision like Indian Midland clause 57 
that Company shall complete line when required hereafter by Government. Colvin 
consents on condition of postponing equivalent expenditure of Capital on uncom- 
menced lines to be selected from scheduled forecast (Appendix to Despatch No, 
264, September 22nd, 1885). We all agree to this. 


2 . 

Telegram, dated 19th June 1886. 

From— Secretary of State for India, 

To— Viceroy, Simla. 

Tour telegrams May 29th, June 3rd and 6th. Modified proposals for Railway 
to Bilaspur will be considered without delay. I have determined to postpone larger 
scheme of Bengal-Nagpur Bail way and other avoidable increases of expenditure. 
Further borrowing this financial year for public works cannot be authorised. If 
Mandalay Railway inevitable, reduction must be effected on other lines. 

I cannot agree to postpone adjustment of finances in hopes of bi-metallic union, 
or till probable deficit is ascertained. Prompt -steps must be taken to secure 
equilibrium. Treasury has declined action suggested in our letter January 26th. 


3 . 

No. 185 (Fmancial), dated 19th June 1886. 


From— The Goremment of India, 

To — The Secretary of State for India. 


With reference to the extract quoted marginally from Tour Lordship’s telegram 


'‘Considering increased ex- 
pense incurred and impend- 
ing in Burma, and lecent fall 
in exchange, do you adhere 
to proposals involving fur- 
ther charge, especially if they 
increase gold liability? i 
r^er particularly to Bengal- 
Nagpur Railway, and reor- 
ganisation of the Telegraph 
Department. Promoters of 
the Railway propose payment 
of interest during construc- 
tion out of Capital. Should 
you approve of this ? ** 

* « « « 


dated the 21st ultimo, and to our reply dated the 29th 
idem, we now beg to explain more fully than was pos^ 
sible by telegram the grounds for certain of the opinions 
thus briefly conveyed. 

2. Our honourable colleagues. General Sir Fre- 
derick Roberts, Mr. Ilbert, Sir Steuart Bayley, and 
Sir Theodore Hope, hold that provision to meet needs 
which are really essential and pressing, such as that of 
the protection of important provinces from famine, 
and of safeguards from military and i olitical dangers 
on our frontiers, should be proceeded with irrespectively 


of fall in exchange. They do not consider that the fact of the liability being in 


gold should affect such provision. 

3. That the Nagpur-Bengal Railway is an essential and pressing need they deem 
it almost superfluous to reiterate, in view of the arguments set forth in the 
rimme which accompanied the Government of India’s Despatch No. 132 (Fman- 
cial), dated the 20th April 1886, together with the fact that it was recognised as 
such in both that communication and the new programme comprised in Despatch 
No. 264 (Financial), dated 22nd September 1885, and that its construction was 
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cominenced nearly two years ago under Tour Lordship’s orders, pending its trans- 
fer to a Company. The project is not an isolated one, hut designed to afford food- 
supply in the event of famine occurring in any one of several provinces, and its 
completion is therefore the more imperative. 

4. Such being the character of the work, our colleagues named above earnestly 
recommend taking prompt advantage of the present favourable opportunity of 
providing for its prosecution, which may at any time pass away under the influence 
of political or monetary changes. Already upon three occasions such changes have 
interposed after favourable opportunities for coming to terms with the promoters 
lay open but had not been utilised, and a delay of four years has resulted, with 
corresponding loss of financial advantage and increased risk of the supervention of 
famine before an effective system of food-supply to meet the calamity has been 
provided. Should the chance once more afforded be allowed to slip away, a most 
serious responsibility will, they consider, have been incurred. 

5. with reference to the question of how far the financial prospects of this pro- 
ject, as set forth in our Despatch No. 132 (Financial) of the 20th April last, are 
affected by the fall in exchange which has since occurred, our colleagues maintain 
that the latter has practically had no effect at all, and may he discarded. The re- 
duction in the sterling equivalent of the rupee outlay which a fall implies, and the 
probable lower gold prices of materials purchased in England, tend to counteract 
snob heavier rupee remittances for interest as it may entail. In fact, a fall does uot 
necessarily increase the gold liability, but may diminish it ; for instance, the burden 
with exchange at Is. and at Is. %d. may be anticipated to be identical. In illustra- 
tion of this, they would refer to the memorandum by Lieutenant-Colonel Filgate, 
R.E., which is appended to this despatch. Moreover, any very considerable fall may 
he expected to stimulate traffic, and to compensate for additional interest charges. 

6. Another consideration which has already been mentioned in paragraph 4 (c) 
of the Despatch of 20th April, they believe to deserve especial prominence, namely, 
the unsatisfactory condition of the existing Nagpur- Chhattisgarh metre-gauge rail- 
way. Unless the conversion to broad gauge which the construction of the Nagpur. 
Bengal Railway involves he promptly proceeded with, renewals and remodelling of 
the metre-gauge track cannot he deferred, with due regard even to the safety of the 
public. The cost of these will fall, according to rule, upon the current revenue, 
causing a present heavy burden on the finances, and will be in great part absolutely 
thrown away, in view of the conversion to follow thereafter. In fact, these unpro- 
fitable operations will cost more to the State in the current and coming years than 
the grant of the Indian Midland terms ” to the Company. 

7. Our colleagues above named would also invite attention, with reference to para- 
graph 4 (fi) of the same despatch, to the accompanying extract, paragraphs 11 and 
12, from Note by Mr. J. B. Fuller, the Commissioner of Settlements in the Central 
Provinces, upon the extent to which the construction of the Nagpur-Bengal Rail- 
way will warrant the enhancement of land revenue in the Chhattisgarh Division, 
it will be seen that, in Mr. Fuller’s opinion, there cannot he the smallest doubt 
that the prompt construction of the railway would immensely strengthen the hands 
of Govemmeut in taking at once all that it is now entitled to take, and in impos- 
ing on the people a larger enhancement than it would otherwise have felt safe in 
imposing ” We may mention, however, that Mr. Fuller appears to be unaware of 
the rapidity with which the railway if sanctioned at once could be extended to 
Raipur, and onwards into the Bilaspur District. It would also, in the event of such 
sanction, he matter for consideration whether arrangements could not be made 
which would enable the enhancements due to the railway to come gradually into 
effect during the new settlements as soon as the opening of successive sections of 
the line justified their application, 

8. The advantages in respect of ways and means which were shown in para- 
graph 5 of the same despatch to he attendant on an early concession to the Com- 
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pany, has also, in the opinion of our colleagues already named, been illustrated and 
accentuated by the recent fall in exchange. If the Secretary of State had in his 
treasury the two or three millions which the Company would raise to start with, 
he need not be under so much apprehension as to selling the amount of bills for the 
year, and need not feel obliged to press them on a falling market, at times when 
the fall seemed likely to be temporary and due to panic. The additional money 
received would enable him to take his own time. The portion of the capital which 
would accrue as refund would be an actual reduction of the drawings for the year, 
and much of the balance would remain available for a considerable period. If it 
were knoTpn that the drawings, after being specially reduced for a while, would be 
resumed in diminished total amount, this might under certain circumstances help to 
restore confidence. 

9. A further advantage of a collateral nature may he found in the fact that the 
refund might, if thought desirable, be applied towards the extension of the Burma 
Railway to Mandalay, thus avoiding special borrowing at present on that account, 
and deferring the raising of the balance which the line would require till 1888-89. 

10 Under the circumstances, therefore, our colleagues already named consider 
that the position, as set forth in the Despatch of 20bh April, substantially holds 
good, and that the grant of ** Indian Midland terms ” would still be suitable. It 
will be seen from the despatch already quoted, and Colonel Pilgate’s memorandum, 
that the actual net interest charge would probably only he half a lakh this year and 
three lakhs next year— amounts which are relatively very small, and involve no < 
addition to the Budget arrangements, since they fall on the Famine grant. These 
estimates, moreover, are maxima, irrespective of the various sets-off specified, and 
it may still be safely said that the sanction of the project, so far from practically 
adding to our obligations, will tend to lighten them in more ways than one.” 

It should likewise be borne in mind that as soon as the line pays 4 per cent., 
which all the best authorities concur in anticipating that it will do within five years 
after opening, even the direct burden, such as it may be, will disappe ar, 

11. If, however, an absolute freedom from all risk of present burden be desired, 
then they see no objection to the debit to Capital of interest during construction of 
the line. This course is theoretically unobjectionable whenever it is adopted for 
sufficient reason, and a suitable limit is fixed to the period during which construc- 
tion ’’ is to be deemed to continue. The system was started in 1882, with the ap- 
proval of the Secretary of State himself, in the case of the Bengal and North- 
Western Railway and though the market at first did not understand it, the shares 

Financial Despatolies No 29, dated 23rd f P”' Government of 

. - - — — India has given general opinions in its 

favour on two* occasions, and has also 
twice recommended its application to this 
very Nagpur-Bengal Railway.f Moreover, 
the Bengal and North-Western ” terms met with the full approval of the Parlia- 
mentary Committee of 1884. The urgent need for this Railway, no less than our 
present financial difficulties, are circumstances warranting the adoption of the prin- 
ciple, and there would be no difficulty in fixing a suitable term after which debit of 
interest to Capital should cease. 

A concession similar in all respects to that of the Bengal and North-Western 
Railway would in some respects be the most simple solution of the whole case, hut 
this perhaps might not be acceptable to the promoters or the money market. The 
combination of the system with a guarantee to run from completion may, therefore, 
unobjectionahly he agreed to, and is, indeed, precisely what was suggested in the 
Despatch of 18th August 1883, just referred to. Whatever objection may be felt 
to the increase of the Capital cost of the line, if purchased on the termination of the 
contract, would be sufficiently met by providing a power to Government to redeem 
the advances to Capital, whenever it desired to do so. 


January 1883, paragraphs 60—65, and No. 27, 
dated 29fh January 1884, paragraph 17. 

t Despatches No. 269, Financial, dated 24th 
September 1883, paragraph 17, and No. 132 E., 
dated 18th August 1883, paragraph 37. 
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12. With reference to the objection which may be put forward that a heavy fall 
in exchange will affect the entire finances, and not merely the case of the Nagpur- 
Bengal Railway, that the present state of the silver market creates a state of deficit, 
and that therefore we ought to accept no fresh risk whatever, however minimised, 
which may add to our sterling obligations, our colleagues would offer a three-fold 
reply. 

They consider it proved that the railway will not, all things considered, prac- 
tically add to our direct obligations at all, and that it will very greatly lighten 
them, whenever famine occurs, as in the long run it inevitably must, in one or moi-e 
of the provinces which the railway is specially designed to relieve. 

Admitting, however, for the sake of argument, that there may be an extra obli- 
gation in one form or another to the extent of some portion of the direct interest 
charge, they think that, in dealing with the question, due regard should be had to 
general as well as financial considerations, and that the argument against avoiding, 
under present circumstances, even a very small financial risk has been pushed too 
far. Certain new charges are even now recognised as unavoidable, and will he so 
irrespectively of the course of exchange. The question is, whether this charge 
should be one of them. Considering that it is so extremely small in amount, that 
it may be safeguarded considerably, and that it affords a very large financial assur- 
ance in the event of famine, they hold that it should be so. 

Pinally, the charge is debitable to the Famine grant, and will involve no extra 
burden, unless, and until, the whole of the remaining unappropriated portion of 
that grant has been diverted from its recognised application towards meeting loss 
by exchange— a contingency which may, for many reasons, be treated as improbable, 
at any rate in the near future. 

13. With reference to Tour Lordship’s enquiry regarding the urgency of the 
reorganisation of the Telegraph Department, our colleagues already named would 
greatly regret on general grounds the postponement of a measure of relief adminis- 
tratively so desirable. Considering, however, that it is estimated to entail a charge 

amounting to from one to nearly two lakhs per annum 
during the next five years, averaging about a lakh and 
a half during the next ten, and costing thereafter about 
a lakh permanently, they reckon it as an obligation at 
least equal, when the items set off are taken into con- 
sideration, to that which the Nagpur- Bengal Railway 
may possibly entail on the most unfavourable assump- 
tions. If the choice lies between the interests of a 
small body of public servants, however deserving, and 
those of the millions of people whom the railway would partially ensure against 
famine, and of the general tax-payer, who must eventually provide millions of extra 
outlay, in default of such insurance, they think that the latter interests must pre- 
vail. To sanction a new obligation on behalf of the former, while refusing to incur 
any risk on behalf of the latter, on the ground of the condition of exchange and the 
finances, would be a manifest inconsistency. 

14. Our honourable colleague General Newmarch only took his seat on the 29th 
ultimo, and therefore expressed no opinion in our telegram of that date. On full 
consideration he now desires to express his concurrence with our four colleagues 
whose views are set forth in the preceding paragraphs. 

16. The opinion of our honourable colleague Sir Auckland Colvin is expressed in 
a separate Minute appended to this despatch. 

16, To the Hon. Sir Auckland Colvin’s Minute our five colleagues do not 
feel called upon to offer any lengthy rejoinder. They will merely make the follow- 
ing remarks. 

Their argument regarding the fall of exchange is evidently misunderstood. As 
to whatever fall may occur up to the date of launching the project, it does not 


1887 




B 

94,600 

1888 




1,60,000 

1889 




1,60,000 

1890 




1,95,600 

1801 




1,91 200 

1892 




1,64,300 

1893 




1,68,200 

1894 




1,25,100 

1895 




1,20,900 

1896 




97,800 
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depend on the assumption alluded to, but rather on the fact, to which reference is 
not made, that the fall will reduce the sterling equivalent of the rupee outlay. As 
to a fall subsequent to launching, though the increase of railway receipts is admit, 
ted, no account is taken of the corresponding inci ease of exports, and its counter- 
acting effect upon the fall itself 

They are not of opinion that Mr. Puller’s report bears out, to the extent sug- 
gested by their honourable colleague, the depreciatory views offered by him re- 
garding the value of the railway towards enhanced settlements. 

The statement made in paragraph 8 of the Minute regarding the interest charge 
for the Indian Midland Railway is misleading, since the gross figure is given 
instead of the net, and the analogy with that line suggested is fallacious, because 
the latter has not the advantage of a long and paying open section to start with^ 
which the Nagpur-Bengal project possesses. 

The case is argued throughout as if the proposed project would he a considerable 
financial burden — an assumption neither warranted by the evidence nor compatible 
with the statement made in the Despatch of 20th April last, in which Sir Auckland 
Colvin concurred, that “ the sanction of the project, so far from practically adding 
to our obligations, will tend to lighten them directly in more ways than one.” 
Thus, no notice is taken of the facts that even the direct charge will cease as soon 
as the line pays 4 per cent., and that the present burden to the finances will be 
greater if the project is postponed than if it is sanctioned, and that a great portion 
of that burden will eventually be money absolutely thrown away. Similarly, it is 
not mentioned in paragraph 7 that future purchase may be optional, that the in- 
terest charge alluded to would he trifling, and would become practically infinitesi- 
mal if redemption were soon resorted to. 

The argument in paragraph 9, that the charge for this project (supposing that 
there be any) is optional, and such as it is possible to avoid, amounts to a petitio 
princtpH. It is as optional as the charge for Prontier Railways, but no more so— 
perhaps less, as argued in paragraph 12 of the Secret Despatch No. 25, dated 22nd 
September 1884, because the eventual advent of famine may be anticipated with 
more confidence than that of complications on our ^o^tb -Western frontier. 

Pinally, tbe general argument, especially in the second, third, and fifth para- 
graphs of the Minute, appears to he scarcely relevant to the practical issue. There 
is no question now of whether some vast general scheme, necessitating taxation, 
shall be inaugurated or laid aside. Since the views of the Government of India 
and the Parliamentary Committee, to which reference is made, were put forth, the 
system of Prontier Railways has necessarily been added to, and has transformed, 
the programme, while a fall in exchange has lately supervened. If any new taxa- 
tion should be found eventually necessary, it cannot he attributed specifically to 
the original rather than the later obligations, more especially since a new source 
whence to meet such of the former as the Nagpur-Bengal Railway has lately been 
provided in the Pamine Insurance grant. The question now at issue is in reality 
very simple. The Nagpur-Bengal Railway is shown to involve a direct charge 
extremely small in amount, which is expected to disappear shortly, and is counter- 
balanced by indirect items virtually cancelling its burden. It is also shown to 
afford an important insurance against heavy outlay in the event of famine. Is 
there any valid reason why this insurance should be foregone, and the risk of such 
heavy outlay incurred, especially when this course will involve a heavier present 
burden than that of sanctioning the railway ? 

17. His Excellency the Yiceroy, while fully acknowledging the cogency of the 
considerations set forth in the foregoing paragraphs, is disposed to coincide in the 
views of his Pinaucial advisers in regard to the risk which may arise from an in- 
crease of the gold obligations of India as long as silver remains in its present 
unstable condition. 
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MeTMrandwm by Colonel A. J. Filgatb, B.B., Accountant-General^ Fublic Works 
Department, dated Srd June 1888. 

In the enclosure to Despatch No. 132, dated 20th April 188f>, it was estimated 


that the further outlay needed to complete the Nagpur-Bengal Railway after the 
close of the current year, placing exchange at Is, 6d. per rupee, would be 512 lakhs. 

This outlay was distributed as under — 



Lakhs 

or Sterling. 

1886-87 

. 50 

375,000 

1887-88 ...... 

. 150 

1,125,000 

1888-89 ...... 

. 150 

1,125,000 

1889-90 

. 130 

975,000 

1890-91 

. 32 

240,000 

Total 

. 512 

£3,840,000 


2. It is desirable to see what effect a serious fall in exchange (say to Is. 4id.) 
would have on the finances of the Empire in connection with the railway. 

3. We may assume that the fall will not affect the rupee outlay in India, It is 
also probable that the gold prices of the articles purchased in England for the 
railway will, as heretofore, follow the fall in the gold price of silver. If this is the 
case, the outlay in each year in sterling will be as follows : — 

£ 


1886- 87 

1887- 88 

1888- 89 

1889- 90 

1890- 91 


333.333 
1,000,000 
1,000,000 

866,666 

213.334 


Total . . 3,413,333 


It is needless to say that the interest on this sum in rupees, at Is. 4d. exchange, 
will be precisely the same as the interest on £3,840,000 at Is. 6d. exchange, and 
under these conditions, while the railway will cost £426,667 less, the burden on the 
finances of India wiU remain the same. 


4. Supposing, however, for the sake of example, that gold prices generally in 
England do not fall in the same ratio as the gold prices of silver, and that, owing 
to the fall of 2d. in the exchange, the line will now cost £3,500,000; under this 
condition the transactions may be expected to assume the following aspect ; — 
Outlay each year. £ 


1886- 87 

1887- 88 

1888- 89 

1889- 90 

1890- 91 


340.000 

1,030,000 

1,030,000 

880.000 

220,000 


Total . . 3,500,000 

The interest charge on this outlay, at exchange of Is. Ad, compared with the 
interest charge on the Capital of the line with exchange of Is. 6d., is as follows ; — 
Exchange Is. 4d. Exchange Difference, 



sterling. 


Is. 6d. 

More. 


£ 

R 

R 

R 

1886-87 

. . . 6,800 

1,02,000 

1,00,000 

2,000 

1887-88 

. . . 34,200 

6,13,000 

5,00,000 

13,000 

1888-89 

. 75,400 

11,31,000 

11,00,000 

31,000 

1889-90 

* 113,600 

17,04,000 

16,60,000 

44,000 

1890-91 

. . . 13.5,000 

20,34,000 

19,84,000 

50,000 

1891-92 

• • • 140,000 

21,00,000 

20,48,000 

62,000 
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It will be noticed that the “difference is but slight, and it may be safely antici- 
pated that the fall in exchange which is supposed to have led to the additional 
charge for interest will fully compensate the State by increased TraflBc Revenue. 

5. It may thus be safely assumed that the net additional charge to the Stato 
due to the construction of the Nagpur-llengal Railway, even if there be a fall of 
2d. in the exchange, will not exceed the amount stated in the enclosure to the de- 
spatch alluded to, oia;., — 

Lakhs. 


1886- 87 -5 

1887- 88 3*0 

1888- 89 5*5 

1889- 90 7*6 

1890- 91 7*84 

1891- 92 5-84 


and the charge may be less, ns the estimate is by no means a sanguine one. It 
cannot reasonably be maintained that the above additional charges will, under any 
circumstances, seriously embarrass the finances of the State, and, judging from the 
opinion expressed by the Government of India on many occasions during the last 
five years, as to the importance of the Railway for Pamine protection, the line 
should apparently now be undertaken, even at the risk of increasing or incurring a 
deficit in the Pinance and Revenue Accounts. 

6. These calculations, however, are extreme ones. They take no account of the 
additional earnings which will accrue to the Government through the East Indian 
and Great Indian Peninsula Railways, over one or other of which the whole export 
and import traffic of the line must necessarily pass, or of the other collateral gains 
shown in the despatch alluded to. Pinally, there can be no doubt that if famine 
should occur in the tracts that could be supplied with grain by means of this Rail- 
way, the saving that would be effected, even in one year, by its agency, would far 
exceed the amount of burden which the construction of the Railway would throw 
on the State, 

7. The proposal that interest during construction of the line shall be paid out 
of Capital, and a guarantee on the Indian Midland principle commence on its com- 
pletion, may next be considered. I am very much opposed to charging interest 
daring construction to Capital under ordinary circumstances, but the early con- 
struction of this railway is so important that, as a special case, this plan might be 
adopted sooner than allow the work being further postponed. The line, if now com- 
menced, will probably be completed at latest by the 30th June 1890. The interest 
accruing in the meanwhile on the Capital still needed, less the anticipated addi- 
tional revenue during the same period, wiU, at compound interest at 4 per cent., 
amount to about 22 lakhs on the 30th June 1890. So the adoption of this pro- 
cedure would add to the capital outlay and throw an additional permanent charge 
of about RSSjOOO per annum on the Revenues of India. This is not a large outlay 
to gain an important end. 

Should this course be adopted, however, the Government might retain the 
option of meeting the interest charge hereafter out of ordinary revenues, while the 
liability of the Company would remain to meet this sum of fi88,000 as a permanent 
first charge against the net revenue of the line. In fact, the amount might be 
allowed to remain in the Company’s Capital account, but could be removed, when 
convenient, from the Government Capital account. Government would by this 
means secure the payment of the additional interest charge of R8S,000 per annum 
before dividing any surplus profits. 

8. Again, under the Indian Midland terms, with the modificatiou of charging 
interest to Capital during construction, no charge against the Indian revenues 
would arise until, say, 30th June 1890 ; but this escape of immediate burden would 
be counterbalanced by a future additional annual charge of R88,000, This charge 
however. Government might keep an option of redeeming at its own convenience, 

D 
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sstracti paragraphs 11 and 12, from a Note hy 3. Fuller, Esq., Commissioner of 
Settlements and Agriculturej Central Provinces, dated 10th May 1886. 

11. It would appear, then, that the extension of tlie Chhattisgarh line to the 
headquarters of the Raipur, Bilaspur, and Sambalpur districts would bring about a 
rise in prices which would warrant an enhancement of 22 per cent, in Raipur, and 
of 50 per cent, in Bilaspur and Sambalpur, unless Government relinquishes to the 
malguzars a portion of the increase in profits. The railway would further enable 
the people to sell at a profit a large amount of produce which is now lost to the 
country from lack of transport, or which might be grown with a small amount of 
extra trouble, were transport for it available. 

But the increase of revenue to which the Government is entitled from these 
districts on grounds which are quite independent of any further extension of the 
railway, is so large, that it is doubtful whether it would be possible to enhance any 
further at present on account of the railway. The extension of the railway points 
very clearly to the advisability of naaking short-term settlements. But it cannot 
be expected to bring about an increase of revenue at the present assessment. 

Moreover, setting aside the fact that the railway would give Government merely 
a claim to more than it could take from the people, it is exceedingly improbable 
that it would be completed in time to enable Settlement Officers to take its effect 
into account in framing their assessments, 'unless indeed they assessed on prospect- 
ive assets. 

12. But, however this may be, there cannot be the smallest doubt that the 
prompt construction of the railway would immensely strengthen the hands of Gov- 
ernment in taking at once all that it is now entitled to take, and in imposing 
on the people a larger enhancement than it would have otherwise felt safe in 
imposing. 

On this ground the railway, if constructed at once, may be fairly credited with a 
proportion of the revenue enhancement which may be anticipated from the Chhat- 
tisgarh Division. This enhancement can hardly bo less than 4i lakhs rupees. The 
revenue of the Raipur khalsa will without doubt bear enhancement fiom R5,2 1,000 
to Bi7,50,000. It should be possible to raise that of Bilaspur fiom R2, 44,000 to 
111,00,000; and the R93,000 which Sambalpur now pays, could, it would appear, 
he safely raised to R 1,60, 000. 


Minute Uj SiR Auckland Colvin, E.C.G., C.I.E., dated 8th June 1886, 

The point on which the Secretary of State has asked our opinion is whether, in 
view of increased expenditure incurred and impending in Burma, and of the pre- 
sHjnt state of the silver market, we still recommend the construction of the Nagpur- 
Bengal Railway. It may be presumed that our Despatch of April 20th, 1886, was 
before the Secretary of State when, on 2 1st May, he telegraphed this enquiry. 

2. The basis on which, in the Budget of March, we calculated the discharge of 
our financial engagements in gold in the year 1886-87 was Is. 6d. When in April 
we sent home the despatch above referred to, exchange stood at about Is, 
Before the Secretary of State telegraphed in May a heavy fall had begun, and the 
market was disorganised. At present the Secretary of State is holding up his hills, 
and it is impossible to say what the rate would he if he were selling the full normal 
amount. In any case there is a possibility of something less than one crore of 
rupees being added to the expenditure for which we made provision in the Budget 
of 1886-87 on account of exchange. Hence, at the same time that the Secretary of 
State made the above enquiry, he asked also how we propose to meet the probable 
deficit. 

3. I have thought it necessary to point out m limint that the probability of a 
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deficit in the current year was present to the Secretary of State’s mind when he 
asked us whether we still propose to proceed with the Nagpur- Henj^al Railway, 
because the scheme of internal railways, of which that project is a part, re^ts on tiie 
understanding that taxation is on no account to be imposed to provide for them- 
In other w’ords, that scheme suppope<l a state of financial surplus, or at least of 
equilibrium, and not of deficit The Parliamentary Committee, endorsing the 
declaration of the Government of India itself, were very emphatic on this point : — 

“ In making the recommendations contained in this report, your Committee wish 
■o * * 1 * r. -w. most emphatically to endorse the declaration of the 

xnittee on Eabt ImUau Kail- Government of India, made hy Major Conway-Gordon 

that the proposed extension of rail- 
w’ays should not involve additional taxation.’ ’ 

In the present year alone we have borrowed £6,000,000, which at 3 per cent, 
will entail a burden on our revenues next year of £l8o,000 true sterling, of which, 
however, about £54,000 takes the place of liabilities previously existing. As from 
the fall in silver which has occurred since we resolved to borrow this year, we are 
likely, unless fresh measures are taken during the year to strengthen our position, 
to find ourselves at its close in considerable deficit, we must meet this sum either 
from the proceeds of increased taxation, or from transfer of the Famine grant. 
The latter, assuming that it is not wholly swallowed up by the fall in silver (on 
which point I have more to say in a later paragraph), is essentially a reseive in- 
tended to obviate the need for additional taxation when famine occurs, and its 
absorption to meet ordinary expenditure must on the occurrence of any emergency 
involve in all probability an increase of taxation. We shall have further to meet 
interest on the capital — say 2 millions — ^required for the Upper Burma line, which, 
for political reasons, I regard as absolutely essential. Letting alone, therefore, the 
interest on the capital for the projected Nagpur- Bengal Railway, we have this year 
incurred, or are about immediately to incur, expenditure which will involve a new 
annual charge of £206,000 true sterling, while our revenues suddenly threaten to 
fall considerably before our expenditure. 

4. It is, therefore, unquestionable to me that to proceed with the Nagpur- 
Bengal Railway at present is in direct opposition to our declared policy which we 
have seen endorsed by the Parliamentary Committee, The position is not affected 
by the contention that for the next five years we shall have to pay comparatively 
small amounts on account} of our guarantee to that Railway. The policy put for- 
ward in 1384 assumed a state of financial equilibrium, in which surplus funds may 
reasonably be believed to be available to meet interest on the vaiious projects em- 
bodied in the scheme put forward by this Government. This is not our position 
in 1886, though in 1883 and 1884 it appeared to be so. The same reasoning, it 
will be urged, applies to every project embodied in the Railway proposals submitted 
to that Committee. It does. I am not now called upon to pronounce definitely in 
regard to other projects. But I avail myself of the opportunity which has been 
thus afforded me of recording my opinion that the point of view at which, from the 
course of events during the last eight weeks, I am now obliged to place myself, is 
opposed to the prosecution, until our financial position is re-established, of any rail- 
ways (the Upper Burma Railway apart) other than those in the active construction 
of which we are at the present moment positively engaged. 

5. If I am charged with desiring to introduce a sudden change into the policy 

but recently adopted, I can only reply that the basis on 
whioh that poUoy rested has been undermined by the 
subsequent fall in silver. No one concurs more fully 
than I in the remarks of that Committee as to “ the mischief occasioned by constant 
fluctuations of policy in the construction of railways,” or in the justice of their 
recommendation ‘‘ that a careful forecast having been made of future requirements 
for public works over a considerable term of years, such a scale of expenditure 

Q ^ 
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upon railways should be adopted as can reasonably be maintained.” But the 
experience of the last two years has incontestably shown that it is impossible, at 
least in the present circumstances of India and its finances, to state, except within 
the very narrowest limits, what is reasonable. In a state of deficit, I consider the 
immediate further prosecution of the scheme of 1884 as a whole certain to prove 
impracticable, and as being therefore unreasonable ; and I regard the Nagpur- 
Bengal Railway project, among the rest, as a project which we are not warranted 
in accepting, because we have no longer a surplus from which to provide payment 
of interest during construction. I think that to give a concession for it at present 
would be in contradiction to the letter and the spirit of our own declarations, and 
of the Parliamentary Committee's recommendations. 

6 It is contended that the burden of the Nagpur-Bengal project on our 
finances is not affected by the fall in the exchange which has occurred since 20th 
April. I do not see, I may say in passing, any proof of the assumption which 
underlies this argument, uw., that a proportionate fall in the prices of material 
immediately follows upon a sudden fall in silver. But the point with which we are 
concerned is, not the fall in the exchange which has recently occurred, but the 
further fall which may and, if silver remains demonitised in Europe, must occur. 
The burden of the recent fall may possibly (though I doubt it) he balanced by 
the average fall in the prices of material during the period of construction ; hut 
that will not balance the burden of the difference between the present rate of ex- 
change and the rate which may he established by any future fall. Thus, assuming 
that if the capital is raised when the rate of exchange is 1.?, Sd., the total amount 
required is £3,600,000 true sterling, a fail in the rate of exchange to Is. 4d, will 
increase the annual interest charge by Rl,27,000. This in itself may not seem very 
considerable j hut the burden of the whole of our already existing gold liabilities 
would he simultaneously raised by the fall from Is. 5d. to Is. 4d in the same 
proportion. It is further pointed out that the Nagpur-Bengal Railway will increase 
our railway receipts. Very possibly ; but in proportion as exchange falls a greater 
proportion of railway receipts (which are in silver) will be required to meet 
gold dividends in England, before the Government can receive its share of pro- 
fits. In proportion also as we cumulate payments to be made in gold in England, 
whether by Government or by companies, we depress exchange against ourselves. 
Both these points must be taken into consideration when hopeful views are 
expressed as to the effects on our revenues of increased receipts from the Nagpur- 
Bengal Railway. Finally, I believe I am right in saying that we cannot look to 
any early increase of land revenue through the construction of the Nagpur- 
Bengal Railway. At the ensuing revision of settlements the increase of land 
revenue must, I believe, in any case, from quite independent causes, be so heavy 
that for some years to come no account can be taken of enhancement of rent, 
and consequent increase of land revenue, which may be due to the introduction 
of the railway. 

7. To the grant of the Bengal North-Western terms I have no objection, if a 
company can he got to accept them. In the present prospects of exchange, I shall 
he surprised if any company does accept them, involving, as] they do, all absence of 
any guarantee. I am entirely opposed to including interest on capital during con- 
struction if a Government guarantee is given It provides an escape from im- 
mediate difficulty by increasing our ultimate charges. It will be remembered that 
we have already charged the cost of Frontier Railways and Coast Defences to 
borrowed money. With regard to the suggestion that, “ whatever objection may 
Paragraph 10 of Draft ease of the capital cost of the line, if 

liespatch. purchased on the termination of the contract, would be 

sufficiently met by providing a power to Government to redeem the advances to 
capital, whenever it is desired to do so,” I answer that our successors will have 
their own burden — a burden to which the circumstances of the last two and a half 



PROTECTIVE RAILWAYS 


225 


years have already compelled ns very seriously to add ; and I do not think that 
we have any right to dispose of our own present difficulty by transferring to those 
who come after us the option, if they can do so, of redeeming advances made in our 
day. 

8. I am unable to agree that the appropriation of the whole of the Pamine 
grant to ordinary expenditure in the near future is improbable, unless, indeed, we 
are to resort to taxation, which, on i>oIitical grounds, I hold to be most impolitic. 
1 believe the appropriation of the Pamine grant, on the contrary, to be imminent. 
In the present year a sum amounting to R13,87,000 is assigned from this grant to 
meet interest payable on capital raised for the construction of the Indian Midland 
Hallway, and the portion so assigned will steadily increase during the next few 
years. The balance of the grant must, in prudence, he kept in reserve to meet the 
probable increased cost of exchange. I see, therefore, no probability now of 
meeting the charge for interest during construction from the Famine grant. 

9. I think, further, that to press at this present time for any expenditure which 
it is possible to avoid, is inconsistent with the view, which I believe is held by the 
whole Council, that unless a fixed ratio is established between gold and silver as the 
result of international agreement (on which certainly cannot reckon), our finan- 
cial difficulties must increase. It seems to me unreasonable to urge upon the Sec- 
retary of State W’ith one hand, as we are now doing, the dangers imminent to our 
finances from the fluctuations in the relative value of gold and silver, and with the 
other to declare our readiness to accept, in the present condition of silver, an ac- 
cession to our gold risks and obligations on account of interest for railway capital 
construction. I saw lately tfiat one of the chief London city papers {The BulhonUt) 
expressed its astonishment that, while we were unquestionably in ssiious diffi- 
culties, we were adding £6,000,000 this year to our sterling debt on account of 
railway construction. The writer was doubtless unaware of the causes which have 
practically made much of our present railway construction compulsory, and of other 
reasons which led to the raising of that loan ; but the criticism is just, when applied 
to so much of our railway construction as is optional. Admitting, as the despatch 
contends, that due regard must he had to general as well as to financial consider- 
ations, I think that of late we have been compelled, in spite of ourselves, by the 
attitude of Russia, and by the course ol events in Central Asia, to give for a time 
to financial considerations less importance than they require. Our great aim 
should now, in my opinion, be to reconcile, so far as in the present state of silver 
we may, financial equilibrium with the henvy defence expenditure which has been 
forced upon us. In that view, and for the reasons stated in the earlier paragraphs 
of this Minute, I think it necessary to defer, for the time, among other things, the 
consideration of the Nagpur-Bengal Railway project. 

10. The adoption of this policy will no doubt compel us to add temporarily to 
our expenditure on account of the Nagpur-Bengal metre gauge. I am sorry that 
we should have to incur expenditure on that account, but I prefer it to the alter- 
native course of giving a guarantee, when our finances are not in assured equili- 
brium, to the constructors of the proposed Nagpur-Bengal Railway. 

11. In regard to the Telegraph Department, I would postpone decision till the 
prospects of our financial position become more assured. 


Telegram, dated 23rd June 1886, 

From— The Secretary of State for India, 

To— Viceroy, Simla. 

Tours 16th June last. Bilaspur Railway. I do not understand Colvin’s condi- 
tion, Dncommenced protective lines in scheduled forecast were not to be begun 
till 1888-89. How does their postponement afiect present financial position ? 
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Telegrarrij dated 35tli June 1886. 

From— Viceroy, Simla, 

To— The Secretary of State for India. 

Tour telegram of 23rd June. Colvin’s view is that modified Nagpur scheme 
will not exceed probnble additional charge of 1180,000 this year, H.1,60,000 next 
year, and R80,000 in 1888-89, or R3,20,000 in all ; after which receipts will exceed 
charges, and progressively strengthen revenues. On other hand, cost of inevitable 
repairs to present metre gauge debitable to revenue, estimated for next two years at 
over six lakhs. Acceptance of addition to gold obligations during next three years 
of £1,200,000 therefore admissible, if balanced by corresponding deferment from 
1888-89 of additions at present contemplated to such obligations. Refund by Com- 
pany on account of present railway will assist in furnishing funds for early com- 
mencement of Mandalay Railway, construction of which by suspension of railway 
now in active course of construction would entail financial loss, and is practically 
impossible, 


No. 196, dated 26th June 1886. 

From— The Government of India, 

To— The Secretary of State for India. 

With reference to your telegram, dated the 16th instant, on the subject of the 
Nagpur-Bengal Railway, we beg to explain that we received through Messrs. 
Hoare, Miller & Co., of Calcutta, a telegram from Mr. Robert Miller, requesting 
our concurrence in a modified scheme consisting of the purchase and conversion of 
the present line, with extension to Bilaspur at once, and the reservation to the 
Company of a preferential right to extension to Sitarampur hereafter. 

2. The financial aspects of this proposal appeared, on examination, to he ap* 
proximalely as follows : — 

The total outlay involved would be 295 lakhs (see paragraph 3 of the memoran- 
dum accompanying Despatch No. 132 [Financial] of 20th April) 'j^lus 10 lakhs for 
store sbalance, — total 305 lakhs ; or £2,160,300, placing exchange at Is. 5d. per 
rupee. 

The outlay already incurred on the open line, including the Kanhan bridge and 
cost of exchange, and on the extension to Bilaspur, is estimated at 130 lakhs up to 
the end of 1886-87 ; or £920,000. A refund of this amount would at once accrue 
to the State, subject to a deduction hereafter for metre-gauge materials and stock 
returned by the Company. 

The further outlay necessary would consequently be 175 lakhs, or, say, 
£1,200,000 in round numbers. 

The distribution of this further outlay, and the additional charges and revenue, 
compared with the net charge for the current year, were estimated as under ; — 


Tear. 

Further 

outlay. 

Additional 

interest. 

Additional net 
revenue. 

Additional net 
charge. 


R 

R 

R 

B 

1886-87 

40,00,000 

80,000 

50,000 

30,000 

1887-88 

1,10,00,000 

3,80,000 

j 

2,00,000 

1,80,000 

188S-89 

25,00,000 

6,50,000 

5,50,000 

1,00,000 

1889-90 

... 

7,00,000 

8,50,000 

—1,50,000 


The line would thus cease to cause any additional charge after the third year. 



PKOTECTIVE RAILWAYS. 


227 


3. Our five honourable colleagues, General Sir Frederick Iloberi'!, Mr. Ilbeit, Sir 
Steusut Bay ley, Sir Theodore Hope, and Colonel Newraarch, who advocated the 
sanction of the entire railway in our Despatch Xo. 185 of 19th instant, would have 
preferred to give an unqualified acceptance to this modified scheme. But- their 
honourable colleague Sir Auckland Colvin, who objects to any increase of obligations 
in gold at the present time, stipulated, as a condition of his supporting it, that, as 
an equivalent to the contemplated new obligation, works amounting to 175 lakhs 
should be selected for postponement to it from among those which are entered in 
the Forecast appended to Despatch No. 264 (Financial) of 22nd September 1885 
but have not yet been commenced, and should only be proceeded with hereafter 
when, and so far as, compatible with the 3i million limit to annual outlay. Under 
the circumstances we all agree to this condition. It is, however, understood that 
the postponement would be waived in the event of an improvement of the financial 
situation replacing us in the position we.held in April last, before the recent fall in 
silver. 


Telegram, dated 7tli July 1SS6. 

From— The Secretary of State for India, 

To — ^Viceroy, Simla. 

Tour telegram of June 16th. Bilaspur Extension. Is a despatch on its way 
explaining fully Colvin’s reasons for agreement ? If so, when was it sent ? 


Telegram, dated 8th July 1886. 

From — ^Viceroy, Simla,, 

To— The Secretary of State for India. 

Tour telegram of 7th. Bilaspur Extension. We did not think of sending home 
a despatch because [the] considerations on which Colvin’s concurrence was found, 
ed, as stated in our telegram of 25th June, did not seem to require lengthened ex- 
planation. Main considerations were, firstly, recognised importance of project from 
famine protection point of view j secondly, postponement of obligations to an equi- 
valem; amount on account of construction of other railways at present contemplated ; 
thirdly, favourable financial aspect of proposal j and, fourthly, alternative of con- 
siderable outlay in next two years on existing metre-gauge line. 


Telegram, dated 13th July 1886. 

From— The Secretary of State for India, 

To — ^Viceroy, Simla. 

After full consideration of the recommendation of your Government, I regret 
that extension to Bilaspur, however desirable in itself, either by the State or future 
company, cannot be sanctioned at present in consequence of state of the finances. 


Telegram, dated 22nd July 1886. 

From— The Secretary of State for India, 

To— Viceroy, Simla. 

Company proposes to purchase Nagpur-Chhattisgarh Railway, and extend (to) 
Bilaspur (on) Bengal North-Western Railway terms, making works 5' 6" gauge 
laying way metre-gauge, deferring conversion till dividend 5 per cent, per annum 
^a^ned. Have you any objection ? 
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Telegram, dated 23rd July 1886. 

From — ^The Secretary of State for India, 

To — ^Viceroy, Simla. 

My telegram of yesterday. Nagpur-Clihattisgarb Railway. What number of 
rupees should Company pay as from 31st December next for existing line, deducting 
cost putting into thorough repair, and what for work done on extension ? 


Telegram No. 2175, dated 24th Julv 1886, 

From— Viceroy, Simla, 

To— The Secretary of State for India, 

Tour telegram of 22nd instant- Nagpur-Chhattisgarh Railway. We are all 
entirely opposed to continuance and extension of metre gauge, which would practi- 
cally defer indefinitely the connection of Bilaspur with TTmeria and Bengal, and 
consequent famine protection of Central India, Noith- Western Provinces, Behar 
and Orissa ; also the development of eastern portion of Central Provinces with 
eventual increase of land revenue and the improvement of outlets to Calcutta for 
produce of Chota-Nagpur and Western Bengal. Proposed measure is thus entirely 
unsuitable to objects which railway is intended to serve, and to its position rela- 
tively to other lines with which it should be connected Metre gauge is unsuitable 
for future trunk line to Bengal, and its adoption is certain to be opposed by com- 
mercial public. 

We all consider entire Nagpur-Bengal project sound (and necessary, for reasons 
given in Despatch No. 132, Financial, dated April 20th, and advocate sanction of 
whole, provided Bengal and North-Western Railway terms can be obtainecf vhich 
is best solution. Otherwise we adhere to our proposal in our Financial D..spatch 
No. 196, dated 26th June. But any extension beyond Nandgaon should comprise 
immediate conversion of existing line. 


Telegram No. 2196, dated 26th July 1886. 

From — Viceroy, Simla, 

To — ^The Secretary of State for India. 

Tour telegram of 23rd instant. Nagpur-Chhattisgarh Railway. Capital outlay 
on 31st December next 120 lakhs. Cost of thorough repair to be deducted is 12 to 
14 lakhs. Outlay Nandgaon to Bilaspur 6 lakhs. Cost to Government of proposed 
scheme consequently far greater than under guarantee, — see our Financial Despatch 
No 196, dated 26th June, — though only metre gauge obtained instead of broad. 


Telegram, dated 30th July 1886. 

From— The Secretary of State for India, 

To— Viceroy, Simla. 

Negotiations for Nagpur-Chhattisgarh Railway have been suspended. A de- 
spatch on the subject will follow. 


No. 215 (Financial), dated 29th July 1886. 

From— The Secretary of State for India, 

To — ^The Government of India. 

I have considered in Council the letter from your Government, dated the 19th 
of June, No. 185, on the subject of the prosecution of the Bengal-Nagpur Railway, 
orwarding a Minute on the same subject by Sir Auckland Colvin, in whose views 
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Your Excellency was disposed to coincide- Sir Auckland Colvin deprecates the 
prosecution of the Bengnl-Nagpiir Railway under a guarantee, on a consideration 
of the risks that would arise from an increase of the gold obligations of India in the 
present condition of silver. The majority of your Council, however, are of opinion 
that this consideration should not be allowed to interfere with the immediate com- 
mencement of the railway, in favour of which they adduce various arguments. 

2, Erom my telegram of the 13th of July, Your Excellency has learned that I 
have resolved that, in the present state of the finances, even the limited Scheme 
subsequently proposed for the extension to Bilaspur of the existing line cannot be 
sanctioned, either as a State Railway or as one to be constructed by a Guaranteed 
Company. A proposal for the construction of the line from Nandgaon to Bilaspur 
without a guarantee is now under my consideration in the Public Works Depart- 
ment ; and on this occasion I desire merely to deal with the points in the letter 
from your Government, and its enclosures, which bear on the general policy of 
railway construction at the present time. 

3, Sir Auckland Colvin, writing at a moment when exchange stood at about 
Is. Sfd. the rupee, and when the demand for bills had almost ceased, and recog- 
nising the probability of a financial deficit occurring this year, observed that it was 
an essential condition of the programme laid down by the Government of India, 
and one which was endorsed by the Select Committee of the House of Commons, 
that the proposed extension of railways should not involve additional taxation, or, 
in other words, that this increased charge should be borne by surplus revenue ; and 
lie held that this position was not affected by the contention that for the next five 
years comparatively small amounts would have to be paid on account of the guaran- 
tee for a particular line. 

4, The majority of the Council, on the other hand, held the opinion that pro- 
vision to meet needs which are really essential and pressing, such as that of the 
protection of important provinces from famine, and of safeguards from military and 
political dangers on our frontiers, should be proceeded with irrespectively of fall in 
exchange ; and they did not consider that the fact of the liability being incurred 
in gold should affect such provision. Nor did they consider that, if any new taxa- 
tion should be found eventually necessary, it could be attributed specifically to one 
obligation rather than another. 

6. I cannot think that these observations weaken the force of Sir Auckland Col- 
vin’s argument, that it was an essential condition of the Government of India’s 
programme for the construction of internal railways, not merely that the lines select- 
ed should in the long run be profitable, but that their construction should not in- 
volve additional taxation, and that the liabilities they created should be met by the 
surplus revenue. To proceed with fresh lines or extensions of existing lines, at a 
time when a deficit, which does not arise from temporary causes, is impending, is 
to court the necessity for further taxation. The amount of such taxation would 
have to he increased, either in order to pay the interest guaranteed on the capital 
till the revenues of the line are sufficient to meet the charges, or, if for the present 
the deficit he met by borrowing, to defray the interest on the loan which will even- 
tually have to be raised for the purpose of meeting it. 

6. While I do not in the least overlook the importance of extending the railway 
system in India, both for the purpose of providing additional means for protecting 
the country against famine, and for developing its resources, I must impress upon 
your Government that even these unquestionable advantages may be too dearly 
bought, if you are compelled, in order to meet your expenditure, to resort to in- 
creased taxation. 

7- It is most especially needful to incur no new obligations for public works, 
which are not really unavoidable, at a time when yon are committed to a heavy ex- 
penditure for the improvement of your north-western frontier communications, 
which for military and political reasons cannot be postponed, and when, moreover. 
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it is proljable that a large further outlay will be necessary for the construction of 
railways in Burma. Measures which seemed highly desirable when there was a 
fair prospect of a surplus of revenue over expenditure, must be suspended in the 
changed condition that has arisen ; and I entirely concur in Sir Auckland Colvin’s 
opinion, that “ our great aim should now be to reconcile, as far as in the present 
state of* silver we may, financial equilibrium with the heavy defence expenditure 
which has been forced upon us.” 

8. I cannot accept the view stated in the 4th paragraph of the letter, that the 
fall in exchange has practically had no effect on the financial prospects of the 
scheme, and may be discarded. As Sir Auckland Colvin observes, it is not merely 
the fall which has already occurred that constitutes the difficulty, but the instabi- 
lity of the value of the rupee, and the further fall which there is too much reason 
to fear may he anticipated. A sterling guarantee given a few years ago, which, 
if exchange had not fallen, would have been discharged by net earnings equal to 
4 percent, on the capital -outlay, even now requires more than 4^ per cent, of net 
earnincrs to meet it, and it seems not unlikely that the percentage may be further 
increased ; and this would happen simultaneously with a corresponding increase of 
the charge arising from all the other remittances to meet Home expenditure. 

9. That the exchange should be, as is argued in paragraph 8, artificially kept 
up by borrowing two or three millions of money now, to meet part of the year’s 
expenditure in England, the drawings being reduced in a corresponding degree, is a 
suo-o-estioii which, in my opinion, is, in the actual circumstances, wholly opposed to 
true economy. Some of the pressure would, no doubt, be removed for the moment, 
at the cost, however, of enhancing the amount of bills to be sold in future years^ 
when, so far as it is possible now to anticipate, the difficulties of remittance are 
likely to he still further increased. 

10. Finally, in regard to the statement in the 16th paragraph, that a new source 
whence to meet such obligations as those involved in the construction of the Ben- 
gal-Nagpur Railway has lately been provided in the Famine Insurance grant, it is 
necessary, first, to remark that this resource is simply drawn from the revenues, 
and with the failure of the surplus may wholly disappear. But farther, with re- 
ference to such an application of the gmnt as that to which you refer, I must draw 
Tour Excellency’s attention to the concluding paragraphs of Lord Randolph 
Churchill’s Despatch of the 10th of December 1885, No. 367, in which he said that 
whatever anangement might be made respecting the method of charging in the 
accounts the interest guaranteed to a Railway Company, the Famine Insurance 
grant was not to be resarded as a fund to which resort might be legitimately had for 
the payment of interest on any large or novel Public Works expenditure. 


No. 79 Ry., dated 2nd September 1886. 
From— The Secretary of State for India, 
— ^The Government of India, 


The telegrams noted in the margin, which have passed between Tour Excel- 
lency and my predecessor, will have kept 


Teleffram 

Ditto 

Ditto 

Ditto 

Ditto 

Ditto 

Ditto 

Ditto 

Ditto 

Ditto 

Ditto 

Ditto 

Ditto 

Ditto 


to Viceroy, 
from ditto, 
from ditto, 
from ditto, 
to ditto, 
from ditto, 
to ditto, 
from ditto, 
to ditto, 
fo ditto, 
to ditto, 
from ditto, 
from diUo, 
to ditto. 


21st May 
29th May 
3rd June 
16th June 
22nd .lune 
26th June 
7th July 
8th July 
13th July 
32nd July 
23rd July 
24th July 
26th July 
30th July 


1886. 

1886. 

1886. 

1886. 

1886. 

1886. 

1886. 

1886. 

1886. 


1886. 

1880. 


your Government acquainted with the 
different phases in which the question of 
the Nagpur-Bengal Railway has been pre- 
sented for consideration during the last 
three months. 

2. You will also have learnt by the 
telegram of the 30th July that negotia- 
tions with the promoters of a company 
for undertaking the line had been sus- 
pended for the present, and I take the 



PEOTECTIYE BAIWATS. 


231 


opportunity of fumisliing Tour Excellency, in the moaiitirae, with fuller informa- 
tion than the telegrams could have given you of the proceedings which have taken 
place on the subject. 

3. In the letter from your Government, No. 132, in the Department of Finance 
and Commerce, dated the 20th April List, you strongly urged that concessions 
should be given to a company, based on the terms granted to the Indian Midland 
Company, for undertaking the line in question, and expressed the hope that the 
reasons given in support of this recommendation would induce my predecessor to 
consider the decision which he had come to in Council, that the piesentwas 
not a convenient time for the prosecution of the scheme. 

4. A further consideration of the subject, in compliance with Tour Excellency’s 
rtquest, led my predecessor to transmit to you his telegram of the 21st May, the 
reply to Tvhich showed that, while certain members of your Government continued 
to advocate the immediate commencement of the line in question, the Financial 
Member, supported by Your Excellency, was of opinion that it should be post- 
poned for the present, on the ground explained in your telegram of the 29tb May. 
When the matter was in this position, a further proposal was made that the project 
should be limited for the present to the extension of the existing line to Bilaspur, 
a distance of only 100 miles— a work which, according to your latest estimates, 
would, together with that of converting the line from Nagpur to Nandgaon to 
the 5' gauge, involve an expenditure of from 180 to 200 lakhs. 

5. This proposal received the unanimous support of your Government, hut it 
was, after much consideration, decided by Lord Kimberley in Council thai the ex- 
tension of the railway to Bilaspnr, however desirable in itself, either by the State 
or a Guaranteed Company, could not be sanctioned at pt esent, and the telegram of 
the 13th July was accordingly despatched to Your Excellency, 

6. In communicating this decision to the promoters of the Company, they were 
informed that, if they should he prepared to submit proposals which did not involve 
the grant of a guarantee, such proposals would receive early attention. 

7. In response to this invitation, the promoters of the Company expressed their 
readiness to make the attempt to launch the limited project on the basis of the 
terms given to the Bengal and North-Western Railway. When negotiations were 
commenced on this new footing, and the latest information which had been received 
from your Government regarding the cost and earnings of the open line, and the 
estimated outlay on the extension, had been placed before the promoters, they en. 
quired whether they might postpone the conversion of the present line to the 5 ' 6" 
gauge, and in the first instance construct the extension to Bilaspur with works in 
all respects suitable for the 5' 6" gauge, but lay the rails for metre gauge, and that 
the whole length should be allowed to remain in this condition uutil the Company 
had earned 6 per cent, on the capital raised by them. 

8. The promoters were of opinion that with the large outlay that would have been 
required in the event of immediate conversion, the dividend from the probable receipts 
would be so reduced during the first few years as to deter the public from subscribing 
the capital. They therefore deemed it desirable that they should he able to prove 
the remunerative character of the railway before incurring the expense of "altering 
the gauge of the existing line. Your Government, having been asked by a telegram, 
dated 22nd July, whether you would assent to such an arrangement, expressed 
your disapproval of the proposal. But as it is possible that you may not have 
distinctly understood it, owing to the necessarily condensed terms of the telegram, 
I have explained the reason and object of the arrangement more fully, and request 
that I may be again favoured with your opinion on the subject by letter. 

9. Before Messrs. Miller & Co. had been informed of the views of your Govern- 
ment on this point, they had come to the conclusion that the season was too far 
advanced to lead them to hope that a company could be successfully launched at 
the present time j but if they are to make the attempt later in the year without 
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the guarantee of interest, it Tvould be desirable that every reasonable encourage- 
ment should be given to them, and I should be glad to learn that your Government 
were not averse, under the circumstances, to allow the adoption of the 5' 6" gauge 
to be kept in abeyance until such time as the receipts from the new line gave a 
sufidcient financial basis for raising the further capital requisite for the conversion, 
which the company should engage to undertake as soon as that result was attained, 
or, if they declined to carry it out, the Government should be placed in a position 
to obtain possession of the work, &o., constructed by the company, at cost price. 


Extract from a letter, No, 148 Ry., from the Government of India, to Secretari/ of 
State for India, dated 29th Sejptemher 1886. 

Para. 17. With reference to the construction of the line by State agency, we 
have very carefully considered the suggestion, made in paragraph 51 of Lord 
Kimberley^s Despatch No. 216 (Financial), dated the 29th July last, that the funds 
“ should, if possible, be found by the postponement of operations on other lines of 
railway, or of some other expenditure not equally urgent.” We do not think it 
would be desirable in the interest of economy to stop the construction either of the 
Famine lines in active progress or of the Frontier lines now rapidly approaching 
completion. On the^other hand, it is necessary for political reasons to complete 
with the least possible delay the scheme of Frontier and Coast Defence works at 
present in hand, the urgency of which is not, we believe, called into question. 

It is not, therefore, possible to find the necessary funds by the postponement 
of operations on other lines of railway, or of some other expenditure not equally 
urgent. At the same time, we are fully aware of the objections to increasing, in 
the present financial situation, the amount of our obligations, and especially of our 
annual borrowing in the market. We are on the whole of opinion that the least 
objectionable method of providing ourselves in these circumstances with the 
necessary funds will be to carry out, on the conditions proposed in our Despatch 
No. 196, dated 26th June 1886, the negotiations at present in suspense for the pro- 
secution of the Nagpur- Bengal Railway scheme. The term might be “ Indian 
Midland,” " Bengal and North-Western,” or such as Tour Lordship may, under 
the circumstances, deem preferable. The concession would provide us with a 
refund amounting to about 111 lakhs of rupees, which will, we calculate, with 
other resources at our command available to meet any small possible excess, enable 
us to meet all demands for the Mandalay Extension up to the close of 1887-88. 
By that time the Famine and Frontier railways now in hand will have been com- 
pleted, and the question of the mode of supplying funds necessary for the comple- 
tion of this extension in 1888-89 can be considered in the light of the circumstances 
of the time, without prejudice to the prosecution of railways in course of comple- 
tion, such as at present make the question of provision of funds more embarrassing 
to deal with. It is not to be denied that we shall, under the plan which we pro- 
pose, add to our obligations in the ensuing year by the amount of the refund 
anticipated. The necessity, however, in which we believe ourselves placed, of 
bringing to completion without waste the works on which we are actually engaged 
and at the same time of carrying out, without increasing the amount of our annual 
loan operations, the project, the urgent need of which forms the subject of this 
despatch, seem to us, in the present instance, to justify the course which we pro- 
pose, It may be added that the scheme which we now put forward for Tour Lord- 
ship’s acceptance will enable us to carry to early completion a section of the 
Bengal-Nagpur project which is likely to be very remunerative, and which, as 
shown in our Despatch No. 132, dated 20th April 1886, will not impose on our 
’finances during construction a burden in excess of that which otherwise must fall 
on them, for repair of the present narrow-gauge line, should that line be main- 
tained. 
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No. 155, dated the Itli October 1886. 


From — ^The Government of India. 

To — ^Tbe Secretary of State for India. 


We have had the honour to receive Tour Lordship’s Railway Despatch No. 79, 

dated the 2nd ultimo, 

Telegram, dated 22nd July 1886. 

From— Secretary of State for India, 

To— Viceroy, Simla. 


Company proposes to pnrchase Nagpur-Chhattisgarh Railway, and 
extend to Bila^par on Bengal and North-Western terms, making 
works 6’ 6" gauge, laying way metre-gauge, deferring convereion till 
dmdent fi per cent, per annum earned. Have you any objection ? 


Telegram, dated 24th July 1886. 

Prom— Viceroy, Simla. 

To— Secretary ot State for India. 

Tour telegram of 22nd instant — Nagpur-Chhattissrarh Railway. We 
are all entirely opposed to continuance and extension of metre gauge, 
which would practically defer indehnitely the connection of Bilaspur 
with Umaria and Bengal, and frir-n: Toteetion of Central 

India, North-Western Province , Mi n.': n.* also the develop- 
ment of eastern portion of Cf im v. even»ual increase 

of laud revenue and the improvement of outlets of Calcutta tor pro- 
duce of Chota-Nagpur and Western Bengal. Proposed measure is 
thus entirely unsuitable to objects which railway is intended to serve, 
and to its position relatively to other lines with which it should be 
connected Metre gauge is unsuitable for future trunk lmet*» Beiig.il, 
and its adoption is certain to be opposed by commercial public. 

We all consider Nagpur-Bengal project sound and necessary, for 
reasons given in Despatch No. 132 (Finauciali, dated April 20th, and 
advocate sanction of whole, provided Bengal and North-West Uiiilway 
terms can be obtained, which is best solution. Otheiwise we adhere 
to our proposal in our Financial Despatch No. 196, dated 26th June. 
But any extension beyond Nandgaon should comprise immediate con- 
version of existing line. 


Telegram, dated 2ard July 1886. 

From— Secretary of State for India, 

To— Viceroy, Simla. 

My telegram of yesterday— Nagpur-Chhattisgarh Railway. What 
number of rupees should Company pay us from 31bt December next for 
existing line, deducting cost putting into thorough repair, and what 
for work done on extension? 


in which an explana- 
tion is given of the 
reason and object of 
the arrangement for 
extending the Nag- 
pur-Chhattisgarh 
Railway to Bilaspur 
on the metre gauge, 
regarding which the 
telegraphic corre- 
spondence quoted 
marginally took place 
in July last, and it 
is requested that, as 
we may not have 
distinctly understood 
the arrangement 
owing to the neces- 
sarily condensed 
terms of the tele- 
giam,we will again 
express our opinion 
by letter. 

2. \V''e may state, 
at the outset, that 
the explanation with 
which we are now 
favoured does not 
differ in any material 
particular from the 


Telegram, dated 26th July 1888, 

From— Viceroy, Simla, 

To— Secretary of State for India. 

Your Lordship’s telegram, dated 23rd instant— Nagpur-Chhattisgarh 
Railway, (’apital outlay on 3lst December next 120 lakhs, cost of 
thorough repair to be deducted is 13 to 14 lakhs. Outlay Nandgaon 
to Bilaspur, sjx lakhs, i'ost to Governuieut of proposed scheme conse- 
quently tar greater than under guarantee (see our Financial Despatch 
No. 196, dated 26lh June), though only metre gauge obtained instead 
of broad. 


outlines of the 
arrangement con 
veyed in the telegram 
of July 22nd, or 
modify the opinions 
unfavourable to it 
which were express- 
ed in our telegrams 


Telegram, dated 30th July 1886, 

From— Secretary of State for India, 

To — Viceroy, Simla, 

Negotiations for Nagpur-Chattisgarh Railway have been suspended, 
A despatch on the subject will follow. 


of the 24th and 26th 
idem. Your Lord- 
ship will no doubt 
desire, however, to 
receive from us a 


fuller exposition of 

the grounds for those opinions, and this we now beg to submit. 

3, We need not refer in detail to the correspondence of the past five years in 
order to explain that the principal ground on which the Government of India have 
advocated the construction of the Nagpur-Bengal Railway has been its famine 
protective value. A re&ume will be found in the first paragraph of the third 
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enclosure to our Despalcli 132 (Finance and Commerce), dated SOth April last. 
In September 1885 we termed this line “ the backbone of our whole protective 
system.” Paragraph 42 of our Despatch No. 132 (Railway), dated 18th August 
1883, gives the following explanation of this statement 

Supposing the line now under consideration to be constructed, the whole 
resources (vastly increased) of the tract referred to will be available at either end 
for famine relief of Behar and Bengal on the one hand, and of Western and South 
India on the other. Moreover, the addition hereafter of a branch to Cuttack will 
render impossible in Orissa a disaster snch as that of 1869, while the connection of 
Bilaspur with Bnndelkhand and Northern India will be a most important safeguard 
against famine in that quarter.” 

It is evident that if the Nagpur- Bengal Railway be commenced on the broad 
gauge, by conversion of the existing line and extension on that gauge to Bilaspur, 
its continuation to Sitarampur in Bengal could be taken in hand at any moment 
when financial circumstances allowed, and the full benefit of each section of the 
extension eastward, as they were successively opened, would be secured by the 
continuity of gauge in the rear to Bombay. The connection between Bilaspur and 
the broad-gauge line at Umaria, and the branch to Cuttack and Pooree, could be 
similarly proceeded with at once, whenever the occasion permitted. 

But to these essential protective extensions, a line to Bilaspur on the metre 
gauge would constitute a formidable obstacle. However favourable might be 
the opportunities for starting them, the conversion of the 259 miles between 
Nagpur and Bilaspur would be an indispensable condition precedent. But the 
Company could not, under the proposed arrangement, be called on to begin it 
until their own undertaking had reached a certain specified remunerativeness ; 
when so called on, time would he consumed in preliminaries, a favourable occasion 
in the money market would be necessary, and the conversion itself would occupy a 
considerable period. In the meantime, the favourable opportunities for the exten- 
sions might have passed away j iu any case, a very considerable delay would have 
been interposed. 

4. Although famine protective in its origin and primary object, the Nagpur- 
Bengal Railway has also been recognised throughout as remunerative, or technically 

productive ” in its financial aspect. This point is also brought out in the resume 
already referred to (paragr.iphs 2 to 4), and in the despatch to which it is an en- 
closure, To the Government, the principal advantages are the opening up of the 
now completely isolated and landlocked eastern tracts of the Central Provinces, 
with consequent increase of land revenue, and the larger net earnings which must 
accrue to the Great Indian Peninsula and the East Indian Railways by the new 
traffic from those tracts, as also from Chota-Nagpur and Western Bengal, which 
will be poured upon them. To the commercial public, the value of this antici- 
pated traffic is attested by the frequent representations from the Chambers of Com- 
merce at Calcutta and Bombay, which we have from time to time submitted to 
Tour liordship. These advantages—and such of them as will accrue to ourselves 
we can ill spare— will necessarily he at least postponed, as explained in the preceding 
paragraph, by the obstacle which a metre-gauge line to Bilaspur would interpose. 

5. The preceding remarks will explain the opinion expressed in our telegram of 
the 24th July, that the proposed measure, which would conduct a railway on the 
metre gauge to Bilaspur, is entirely unsuitable to the objects (protective, commer- 
cial, and financial) which the Nagpur-Bengal Railway is intended to serve, and also 
to its position relatively to other lines with which it should he connected-lines all 
upon the broad gauge. In fact, that measure would have to be undone, and the 
step taken to be retracted, at the cost of unnecessary delay and expense, before any 
of those objects could be attained, or the connection with other lines which they 
postulate could be suitably effected. 

6. We may next explain the anticipation, also stated in our telegram, that the 
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measure would practically defer indefiaitely the exteusioni beyoud Bilaspur, 
and their consequent advantn^'es— 

(a) In the fir'^t place, although fully recognising the special remunerativeness 
of the section of the Xai^pjur- Bentral Railway project which lies between 
Kagpur and Bilaspur, we should hc-sitate to predicate a definite period 
W’ithin which a metre-gauge line extending thoughout that section, but 
weighted w'ith the cost of broad-gauge worts for two fifths of the 
wh(dc length, and with very heavy outlay for repairs of the remainder 
and enlarged workshops for the whole, as also impeded at its outlet by 
the break of gauge at Nagpur, would return 5 per cent, on the capital. 
]VIoreover, such a return for a single half-year, or even year, could pro- 
bably not be supported as sufficient to w’arrant the enforcement of the 
c<>ndition in the Company’s contract to raise the further capital for con- 
version when that percentage of earnings had been attained. 

(i) But supposing such earnings to have been admittedly attained, it seems 
doubtful whether the Company would willingly comply with the con- 
dition, or the Government he either willing or able to compel them to 
do so. The Company, in possession of an undertaking yielding so pro- 
fitable a return as 5 per cent., would natui*ally be very reluctant to 
“ "Water down ” their capital by the large addition necessary’ for the 
conversion, and to suffer the heavy fall which must, for the time at 
least, occur in the market value of their shares. 

The Company would also lose in the conversion much of the heavy expenditure 
which they would have incurred for putting the existing line in order, enlarging 
the workshops, &c. The Government, on the other hand, would have then to take 
over from the Company on the conversion a much larger quantity of metre-gauge 
l)ermaTient-way, stock, &o., than if the conversion were made at once, and might 
find a difficulty in disposing of it which would not, we have reason to believe, 
arise in the latter case. Moreover, if, notwithstanding these difficulties on both 
sides, w’hich it would be impossible to ignore, the Government decided to enforce the 
contract, and the Company chose to incur the penalty suggested of surrender of 
the works, &c., constructed by the Company, at cost price, the former W'ould be in 
a worse position still, and as far off conversion and extension as ever, since no new 
Company would be likely to take the line over except at a heavy allowance for 
depreciation of works, or to embark on those operations without a guarantee. 

Under these contingencies of two different classes, we consider that the conver- 
sion and extension beyond Bilaspur would practically be deferred indefinitely, if in- 
deed the expectation now held out, that they would be merely kept in abeyance, 
did not prove illusory altogether. 

7. The risk that the expectation referred to might prove illusory would obvi- 
ously arise from the temptation to both parties to dispense with conversion, and to 
extend from Bilaspur to Sitarampur and elsewhere upon the metre gauge. The 
Company would thereby secure a highly remunerative property "without complying 
with the condition under w’hich alone it had been conceded to them, while the 
Government would be relieved of the large amount of metre-gauge way and stock 
otherwise thrown upon their bands, and of the dilemma as to the enforcement of 
that condition which has been explained in the pieceding paragraph. 

Upon the numerous evils which the adoption of metre gauge for the extensions 
■w'ould create— the double break in through communication, the single break and 
change of vehicles imposed on all exports and on grain for famine relief, the loss 
of carrying power and economy in working, &o — we deem it unnecessary to dilate. 
The subject was fully dealt with in paragraphs 18 to 20 of our Despatch No. 132 
(Railway) of 18th August 1883 ; the necessity of broad gauge for trunk lines was 
laid down by the Parliamentary Committee of 1884 ; and the adoption of that 
gauge for the Nagpur-Btmgal Railway has been specifically sanctioned, by the 
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Secretary of State. In our telegram of July 24th, we stated that metre gauge 
[is] unsuitable- for future trunk lines to Bengal, and its adoption is certain to be 
opposed by commercial public,” and we are unable to assent to any measure 
which involves even the contingency of its being resorted to. 

8, We will now proceed to examine more closely the financial aspect of the 
proposed arrangement as indicated in Lord Ximberley’s two telegrams and the 
despatch now under reply. 

The capital outlay on the existing line, including loss by exchange, is 120 lakhs ; 
that on the extension to Bilaspur 6 lakhs : total 122 lakhs. The cost of putting 
into thorough repair is estimated at 12 to 14— probably 14— lakhs. Deducting the 
cost from the total outlay as contemplated in the telegram of July 23rd, and 
already proposed to the Company, the amount which the latter would have to pay 
to the Government would be 112 lakhs. They would also have themselves to place 
the line iu thorough repair and also to enlarge the present workshops, &c., for 
which at least the 14 lakhs would be required. The 
in extension to Bilaspur of 1093 miles* would 

be 120 laths for broad gauge, so perhaps 20 lakhs less 
should be allowed for only metre-gauge rails and stock to be at first supplied for 
the broad-gauge works according to the arrangement. Probably 10 lakhs would 
be required for interest during construction, and a further sum, say 5 lakhs, for re- 
turns below the rate at which the captial was raised pending development of the 
traffic. The Company would thus have to raise 241 lakhs at the outset. Assum- 
ing the receipts, when the traffic was developed, to be R190 per mile per week, 
as on the present metre-gauge lines, and the working expenses to be 55 per cent , 
then the return on the capital would be 4*78 per cent. 

The doubt expressed in clause (a) of our paragraph 6 above is thus so far con- 
firmed. But it is obvious that while, on the one hand, the longer the receipts took 
to attain the postulated 6 per cent., the more would the desired conversion and 
extension be deferred ; on the other, the sooner they reached it the more unneces- 
sary would the proposed arrangement for postponed conversion and metre-gauge 
extension he proved to have been. 

In any case, the Government would have, by the latter, sacrificed 14 lakhs of its 
capital outlay on the existing line, and the Company would have sunk another 
somewhat similar sum in metre-gauge repairs, &c-, which would for the most part 
become unremunerative whenever the conversion took place. 

9. We observe that the scheme for deferring the expense of altering the gauge 
of the existing line, until the remunerative character of the railway shall have 
been proved, is stated, in the 8th paragraph of the despatch under reply, to be 
founded on an opinion of the promoters that, “ with the large outlay that would 
have been required in the event of immediate conversion, the dividend from the 
probable receipts would he so reduced during the first few years as to deter the 
public from subscribing the capital.” 

There can be no doubt, we presume, that the entire Nagpur-Bengal scheme by 
which the cost of conversion would be distributed over the whole 625 miles com- 
prised in it, instead of being thrown entirely in the first instance upon the 259 
miles of the Nagpur- Bilaspur section alone, while the latter section would rapidly 
benefit from traffic contributed by the lines beyond, affords a broader basis for 
permanent remunerativeness, and should be more attractive to the public, than the 
modified scheme, limited to immediate conversion and extension to Bilaspur, with 
extensions beyond in the future. At the same time, the latter scheme, provided 
that the prospect of extension were not left altogether indefinite, does not seem to 
be so radically different from what the promoters have all along desired as to 
justify their hesitation in embarking on it. We cannot but apprehend that they 
may not be possessed with a full acquaintance with the facts. We append a 
memoraudum, prepared in our Public Works Department, which shows, in amplifi- 
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cation of our Despatch Xo, 196 of 26th June last, that under this modified scheme 
the Companj* would have to raise a capital of 290 lakhs, and that a return of fully 
4 per cent, may be anticipated from the outset, even on an estimate of gross receipts 
which is extremely cautious for a broad-gauge line, in a locality where the succe^ 
of railway communication has already been established. We are not awaie that 
the Bengal and North-Western Railway started under expectations better and more 
trustworthy than these. It may be added that under this scheme both the sacri- 
fices alluded to at the close of the preceding paiagraph would be avoided. 

10. In view of the above calculations, we think that the promoters need not 
hesitate to embark in the project for immediate conversion and extension to Bilas- 
pur on “ Bengal and North-W estern terms (as they now stand), but that they 
would succeed as well if not better with the public by undertaking the entire 
Nagpur-Bengal scheme on those terms, as suggested in our telegram of 24th July 
last. We trust that on learning the present full exposition of the case, which Your 
Lordship will no doubt cause to be explained to them, they will consent to adopt 
either one or other of these courses. 

11. In the event, however, of their not so consenting, then the only alternative 
which we deem justifiable is that of giving a guarantee to the modified conversion 
and extension scheme, as set forth in our Financial Despatch No. 196 and our 
telegram of 24th, and as lately submitted for Your Lordship’s recorsideration in 
paragraph 17 of our Railway Despatch No. 148 of the 20th September 1886, with 
special reference to the facilities ajfforded for the prosecution of the Mandalay Rail- 
way by the refund which would accrue. 

In the consideration of this alternative, we would especially commend to Tour 
Lordship’s notice the fact that, if no concession at all be made at present to the 
Company, we must speedily expend, as shown in paragraph 4 (c) of our Despatch 
No. 132 of 20th April 1886, some 6 or 7 lakhs on placing the existing line in a 
state of repair compatible with safety and convenience of the public ; while, if the 
arrangement for carrying the metre gauge to Bilaspur, and holding conversion in 
abeyance, he carried out, no less than about 14 lakhs must be surrendered by the 
State on account of thorough repairs. Rather than incur the outlay thus inevitable, 
in one case or the other, we submit that it would be preferable to do away with its 

necessity by substituting the lesser cost 
of a guarantee, which would at the same 
time secure the more useful and remun- 
erative object of broad-gauge communi- 
cation with Bilaspur, and its easy exten- 
sion beyond hereafter. This view appears, 
we may point out, to be in entire accord- 
ance with the reasoning set forth in the 
remarks quoted marginally, contained in 
Your Lordship’s, Railway Despatch No, 
76, dated the 2nd ultimo, on the subject of the Godra-Rutlam line. 

12. In conclusion, we would point out that the possibility of a rise in the ex- 
change enhances the desirability of raising of the capital at the earliest practicable 
date. 


** It baa been my dnty to explain to S'onr 
Excellency the circumstances under which 
zny predecessor felt himself nnable to sanc- 
tion the prosecution of the Nagpur-Bengal 
Bailway, even to the limited extent recently 
proposed; and there would be no justification 
for allowing the scheme now under notice to 
be proceeded with, unless it were the means 
of substituting for an outlay which is inevit- 
able, an expenditure which would fulfil the 
object of such outlay, and at the same time 
be more useful and remunerative.” 


MemoraTtdum, 

Mr. Cregeen’s estimates for the conversion of the Nagpur-Chhattisgarh line* 
which form enclosures to Despatch to the Secretary of State, No. 89 By., dated 11th 
June 1886, amount to — 

R 

73 66 974 

Deduct Kanban Bridge already provided .... * 7159^608 
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but in arriving at this figure a 
gauge) 


Bails, &c. . 

Points and crossings 
BoUing-stook 


credit has been taken for the following items (metre 

E 

6,11,561 

26,220 

»•«•••• » 13,72,608 


Total . 20,10,379 

Leaving this credit for the present out of consideration, the real amount of the 
estimate becomes E86, 17,725. 

On going over the various items of the estimate, the only conclusion to be arrived 
at is that, in consequence of the fall of exchange to, say, Is. 5d., the estimate should, 
notwithstanding a fall in the price of steel, be increased to about B90,50,000. 

2. The estimated expenditure on the existing line (including stores in hand and 
nt the Kahan Bridge) to close of December 1886 is about Rl, 20,00, 000. If Govern- 
ment converted the line, therefore, the total book debit to capital would be 
120 + 901 ==210^ lakhs. This includes expenditure on rolling-stock and metre- 
gauge material to the extent of about R40 lakhs (this is an approximation, as no 
ready means are at hand of ascertaining the exact figure) : and as this will be 
eventually useless to the new line, it might be thought desirable to reduce the capital 
value to E210I lakhs— B40a=R170^ lakhs. 

But as the metre-gauge material, &o., wiU be required for at least a year, it 
would be well to leave it until no longer required at the debit of the capital account, 
though, should the line be made over to a company, a deduction of B15 lakhs for 
depreciation might reasonably be made. 

3. This would make the capital to be raised by the company for the purchase 
and conversion, and for the further extension to Bilaspur R210i lakhs— B15 + 
R120=B315^. As soon as the metre-gauge stock and material was no longer re- 
quired, the company would receive a refund of the 25 lakhs, thus making the total 
of the capital of Nagpur-Bilaspur line on which interest will be payable to the 
company, R170I- lakhs + B120=B290i lakhs. 

Loss of interest during the construction of the existing line has been excluded 
from the calculation, as well as the indirect establishment charges in the matter 
of leave and pension allowances. Interest during construction of the extension, 
and while its traffic was developing, has also not been taken into account. 

4. Notwithstanding the loss by conversion this figure is not unreasonable for a 
line 25 miles in length, more especially when the fact is considered that the success 
of railway communication in these parts has already been established, and that the 
great progress already made will lead to an earlier realisation of surplus profits. 

6. If a company can be started on this basis, Ibe immediate cash refund to 
♦ 120 16 Government will be BIOS* lakhs for the Nagpur- 

Nandgaon section + B6 lakhs for the Bilaspur section ; 
in all Rill lakhs, which will provide amply for the prosecution of the Mandalay 
Railway in 1887-88. 

There will remain at the debit of Government an unproductive capital of R15 
lakhs + any further sum by which the eventual realisation on account of the metre- 
gauge material falls short of the 25 lakhs allowed to the company. This it appears 
impossible to avoid. 

6. The return which this capital may be reasonably expected to yield is the next 
point. 

"WTien it is considered that in the last year the Nizam's Railway earned nearly 
R180 per mile per week, and the Great Indian Peninsula over R460, it would not 
apparently he an exaggerated estimate to place the earnings of the Nagpur-Bilaspur 
line at R200 (as a metre gauge it earned last year R190), This for an open mileage 
of 259 miles would give gross earnings of R26, 93,600. • 



PEOTJECTrVJi; EAILWATS. 


239 


The working expenses on the 2Cizam’s line, which is only 120 miles long, are 
only 5d per cent, of gross earnings j on the Great Indian Peninsula they are 50*46, 
With working expenses at 50 per cent, of gross earnings, the net earning 
R13, 46,800, would represent a dividend of 4*63 per cent, on the capital of 290^ lakhs. 
But even if the rate were taken at 55 per cent., which seems unnecessarily high, the 
return would still be 4*17 per cent. 


Telegram, dated 4th October 1836. 

From — ^Viceroy, Simla, 

To — Secretary of State for India, London. 

Your Eailway Despatch No. 79, dated 2nd September. Despatch has been posted 
to-day. Full explanation of reasons for objecting to deferred ^conversion of Nagpur- 
Chhatisgaih Eailwaj* and metre-gauge extension to Bilaspur, and unanimously 
reiterating recommendations contained in our telegram dated 24th July, and para- 
graph 17 of our Eailway Despatch No. 148, dated 20th September last. 


Telegram, dated 28th December 1886. 

From— Viceroy, Calcutta, 

To — Secretary of State for India, London. 

Tour despatch — Mandalay Railway. We are anxious to know whether negotia- 
tions have been concluded with promoters Nagpur-Bengal Eailway. We unani- 
mously recommend coming to final terms with them on such reasonable terms as may 
be ascertained to he most likely to he favourably received by the money market. 
See our telegram of 2nd January last and paragiaph 17 of our Eailway Despatch 
No. 148, dated 20th September last. 


Telegram, dated 25threhraary 1887. 

From — Secretary of State for India, London, 

To — ^Viceroy, Calcutta. 

Nagpur Railway Company has been formed and capital subscribed for. 


No. 36 (EaEway), dated 24th March 1887. 

From— The Secretary of State for India, 

To — The Government of India. 

Your letters noted in the margin have been before me in Council while the 
'Formation of ihe Bengal-Nagpur Sailwag guestion of the Bengal-Nagpur Railway 

lettets Nos. 147 and 186 of 20tli consideration. 

September and 4th October 1886. 2. The telegrams which have passed 

will have kept Your Excellency informed of the course which the negotiations with 
the promoters of the scheme took, of the ultimate formation of a Company, and of 
the issue of three millions of share capital on terms similar to those granted to the 
Indian Midland Railway Company. 

3. You will observe by the letter addressed to Mr. Miller on the 4th February 
1887, that the Company were required to pay in 750,0002. within 6 months, and a 
further sum of not less than 1,000,0002. before the 31st March 1888. They have, 
however, already paid in 1,681,9962. 

4. I forward herewith copies of the contract which has been entered into with 
the Company, the name of which is the “ Bengal-Nagpur Eailway Company.’* 
The provisions of the Indian Midland Eailway contract have been generally 

R 2 
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followed. The only practical difference is in respect (1) of the conditions relating 
to the existing Nagpur-Chhatisgarh and the Katni-TJmaria Railways, and (2) of 
the advance by the Secretary of State, under clause 38, of further capital at his 
option. 

6. With regard to the Nagpur-Chhatisgarh metre-gauge line, which will at 
once be taken over and worked by the Company, and which they engage to convert 
to the 5' 6" gauge when required so to do, you will, no doubt, have already made 
arrangements for transferring it to the Company forthwith. The question as to the 
time’and manner of its conversion to the 5' 6" gauge will require careful consi- 
deration in relation to the extension of the line to Bilaspur and TJmaria, and will 
receive the immediate attention of the Board, in communication with their En- 
gineers, and the result of their deliberations will be submitted to you. As regards 
the transfer of the Katui-Umaria section, you will observe that under Section 3 
of the contract the Secretary of State has power to call on the Company to take it 
over “ on or before the date of the opening for public traffic of the branch from 
Bilaspur to TJmaria.^’ It will therefore be for your Government to consider 
whether it would he expedient to place it in the hands of the Company, and, if so, 
whether it should he done at once or at some future period, and whether any 
special conditions should be made with reference to any possible coal traffic. The 
decision on this matter may, in some measure, depend upon the time when the 
prosecution of the line to Bisalpur is proceeded with, and on the conclusion 
whether, in view of the importance of the line as opening a direct communication 
with the North-Western Provinces, operations upon it may not advantageously be 
commenced from TJmaria. The Company is bound to follow the instructions of 
the Secretary of State on these points, and I shall be glad to receive your views 
upon them. 

6. With respect to the provision of further capital beyond the 3,0O0,OOOZ., it 
would be premature, at the present time, to discuss the mode in which it shall be 
obtained. It is sufficient to say that the question of obtaining powers from Parlia- 
ment to raise money for railway purposes in the manner explained in my pre- 
decessor’s Despatch No. 191, in the Financial Department, dated the 8th July last, 
remains under consideration. 

7. It is scarcely necessary to direct Your Excellency’s attention to any parti- 
cular clauses of the contract. The provisions are, as I have already said, similar to 
those in the Indian Midland contract. T?he same powers of supervision and control 
are reserved to the Government both in this country and in India, and the Company 
are under the same obligations to follow the directions that may be given to them 
in regard to the construction and working of the railway. The system of accounts 
and the mode of applying the receipts of the railway are also the same. Under the 
last-mentioned condition, the net earnings of the existing line will be applicable, in 
the first place, to the payment of the guaranteed interest. 

8. It only remains forme to remind Your Excellency that you will have to 
decide, at an early date, where the headquarters of the Company shall be, and that 
you will also soon have to consider how the operations of the Company shall be 
carried on. In your telegram of the 28th February, Your Excellency enquired 
whether the immediate ** commencement of work at both ends” was contemplated, 
and I informed you, in reply, that the Company were not bound to do so, but that 
they would have to “ act according to instructions from the Secretary of State.” 
Work could, of course, he commenced at three points, if thought desirable, — viz.^ at 
Nandgaon, the terminus of the open Chhattisgarh line, at Sitarampur or wherever 
the junction with the East Indian Railway may be fixed, and at Umaria. It is 
desirable that I should be informed of Your Excellency’s views on these points, 
so that the needful consideration may he given to the financial bearing of any pro- 
posed plan of operations, and an early decision come to. 

9. The attention of your Government has already been drawn to the question of 
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the junction between the projected railway and the East Indian TJailway by Lord 
Kimberley’s Despatch No. 57 (Railway), of the 10th June last, and by the memo- 
randum of the Agent of the East Indian Railway Company, dated the ISth 
January 1887. It is a matter which will require very careful consideration, and it 
seems to be not improbable that a re-survey of a considerable length of that part 
of the new line which lies between Bisalpur and Sitarampur will be necessary 
before a satisfactory conclusion can be arrived at. The early attention of the 
Directors will no doubt be given to the subject, and your Government shall be duly 
informed of their views. 


No. 120 (Railway), dated 24th Jane 1SS7. 
From—The Government of India, 


To — ^The Secretary of State for India. 

We have the honour to acknowledge the receipt of Your Lordship’s Despatch 
No. 36 (Railway), dated 24th March last, relating to the Bengal-Nagpur Railway, 
and to submit the following report on the subject. 

2. The Nagpur-Chhattisgarh metre-gauge line was formally handed over to 
Mr. T. R. Wynne, the Company’s Agent and Chief Engineer, on the 9th ultimo. 
Arrangements have been made for considering the line to have been worked on the 
Company’s behalf from 1st April, as directed in Your Lordship’s telegram, 30th 
March last. 

All necessary papers relating to the whole of the Company’s undertaking have 
been supplied to Mr. Wynne, as requested in Your Lordship’s telegram of 25th 
April. 

3. Upon learning from Your Lordship that the undertaking had been conceded 
to the Company, we instructed Colonel Wallace, R.E., our Consulting Engineer, 
to whom the future supervision of the line would fall, to proceed to the Centml 
Provinces for the purpose of visiting the open line and the extension works to 
Raipur, and conferring with the local authorities, and to report upon the most 
convenient and advantageous programme to adopt for the prosecution of works 
from the Nagpur end. On receiving from Mr. Wynne a copy of his Board’s 
instructions. No. 1, dated 12th April, we referred for the opinion of the Chief 
Commissioner, Central Provinces, the suggestion in the Board’s 10th paragraph for 
a direct route between Raipur and the Tedi Maun river fyid Loan, in lieu of that 
md Bilaspur or its neighbourhood, which the Government of India have approved. 
We also invited Mr. Wynne to visit Simla, as soon as he had made all necessary 
local enquiries and arrangements, with the view of discussing the various pending 
questions relating to establishment and operations. 

We now append copies of reports by Colonel Wallace and the Chief Commis- 
sioner, Central Provinces, in reply to the references above specified, and a copy of 
the proceedings of ,a Confeienoe which has taken place with Mr. Wynne, and 
proceed to notice the more important points which have arisen or been disposed of. 

4. Owing to an unfortunate accident. Your Lordship’s telegram of April 6th, 
sanctioning resumption of operations on the Nandgaon-Raipur section, did not reach 
our Public Works Department until 5th of May, but construction was promptly 
put in hand by Mr. Wynne after he had visited Raipur, 

In pursuance of the telegrams quoted marginally, Mr, Wynne has also made 


Government of India to Secretaty of State, dated 9tli April 1887. 

,, ,, ,, - - ” *» 26th „ 1887. 

Secretary of State to Government of India, dated 7tE May 1887. 
Government of India to Secretary of State, dated 9th „ 1887. 

„ ,, ,, „ ,, 27th ,, 1887. 

Secretary of State to Government of India, „ 30th „ 1887. 

Government of India to Secretary of State, ,, 3Ut ,, 1887. 

Secretary of State to Government of India, ,, dith June 1887. 

to this measure we concur in the opinion of Colonel Wallace. 


arrangements for 
proceeding with the 
earth-works, (fee., ne- 
cessary for the con- 
version of the open 
line. With reference 
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5. Regarding the route to be followed between Raipur and Raigarh, we are 
entirely in accord with the Chief Commissioner, Central Provinces, that the sub- 
stitution of a direct line %id Loan, for the hitherto approved route more to the 
westward, would be disastrous to the traffic which it is intended to serve, and con- 
sequently to the financial interests of both Government and the Company. Mr. 
Wynne informs us that his own local enquiries have led him to the same conclu- 
sion. The question was noticed in paragraph 7 of our Despatch No. 132R., 
dated 18th August 1883, and we think that the views therein expressed, and now 
confirmed by both the Chief Commissioner and the Agent, should be adhered to, 
leaving the question of the exact point between the Seonath river and the town of 
Bilaspur, where the line should turn eastward, to be settled after detailed consider- 
ation by the Chief Commissioner, the Agent, and our Consulting Engineer. 

We trust, therefore, that we may receive hy telegram Tour Lordship^s sanction 
to the Agent resuming the suspended operations on the Raipur-Raigarh section. 
In that event it may be possible to lay the rails on a considerable length towards 
Dilaspur before the rains of 1888, and to tap at an early date the Bilaspnr wheat 
traffic, which will at once add materially to the receipts of the whole extension from 
Nandgaon. 

6. Considering the importance of the Bengal end of the undertaking, the traffic 
from Chota-Nagpur which would be accommodated by the opening of a moderate 
length in that direction, and the facility thereby afforded to the future construction 
in the central and comparatively inaccessible section between Raigarh and Chandil, 
M-e recommend the resumption of the work previously suspended, subject, as regards 
the eastern portion, to the settlement of the question of junction with the East 
Indian Railway. 

7. With reference to the latter portion of paragraph 9 of the despatch under 
reply, we have no reason to believe that any material re-alignment will be necessary, 
except possibly in the portion of the railway which lies between the Eeh river and 
Dugui, The scheme of operations approved by the Conference contemplates, how- 
ever, nothing beyond examination and re-survey being undertaken next season 
between Raigarh and Chandil. 

8. Regarding the Bilaspur-Umaria section of the Bilaspur-Katni Branch line, 
we concur with Colonel Wallace that it is desirable that the heavier works, which 
will take a considerable time, and will govern the opening of the whole, should be 
undertaken as soon as possible. The alignment, however, must previously be care- 
fully considered, and the scheme of operations therefore contemplates little except 
re-survey and estimates during the coming season. We concur with the remarks 
in Tour Lordship’s 6th paragraph as to the importance of this line in opening a 
direct communication with the North-Western Provinces ; but the financial re- 
sources, on the basis assumed in our next paragraph, would not suffice for more 
extensive operations here in addition to those necessary in other quarters. 

There appears to he no advantage in requiring the Compa'-ay to take over the 
working of the XTmaria-Katni open line until their operations have reached a more 
advanced stage. 

9. The scheme of operations has been carefully framed with reference to its 
financial bearing, and proceeds upon the assumption that the Company’s share 
capital alone is to provide for the refund for the Nagpur-Chhatisgarh Railway and 
for all outlay on construction up to the end of the year 1888-89 ; leaving to the 
year following, the provision of the further funds which will then be required. 

We understand that the whole share capital, of which a large proportion, at 
least, is already paid up, is equivalent to 890 lakhs of rupees. The cost of the 
Nagpur-Ohhattisgarh Railway being 121 lakhs, and that of work done on the ex- 
tension, 17| lakhs, the amount to be paid over by the Company as a first debit to 
the capital account of the undertaking, under clauses 5 and 44 of the contract, is 
approximately 139 lakhs. Of this, however, a sum of about 20 lakhs, representing 
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tlio probable value of the metre-gauge materinl and stock to be eventually resumed 
by Government under clause 6, will be recredited to capital; and as it thus be- 
comes available for further expenditure, it is deducted from this estimated expend- 
iture of the first two years. The table (in Appendix B) accompanying the de- 
spatch, showing the proposed progressive annual expenditure, gives only 120 lakhs 
as the original refund by the Company, This is due to the fact that the remain- 
ing 19 lakhs are included under the Indian expenditure of 18b7-88 under items 
A to E; this course having been adopted in consequence of the inclusion of 
this expenditure in the estimates of the section by which the Chief Engineer framed- 
this forecast, Mr. Wynne’s scheme contemplates an outlay of 407 lakhs during 
1887-88 and 18SS-S9, but it seems doubtful whether this will be attained. 

10. With respect to the Establishment, we have had the honour to receive Tou- 
LordsMp^s Despatch Ko. 48, dated 5th May, forwarding details of the officers al- 
ready appointed and authority for the augmentation of the staff to such an extent 
and at such times as we might desire. We beg to refer to the proceedings of the 
Conference already alluded to, which will show the strength and remuneration of 
the additional officers whom we agree with the Agent in considering indispensable. 
Some of these, however, wrill only be required later on in the year, and in the 
event of the programme of operations now put forward being in all respects ap- 
proved. 


Dated 10th May 1887. 

Prom — OoLONiSL W. A. J. Wallace, R.E., Officiating Consulting Engineer, 
Lahore, 

To — The Secretary to the Government of India, Public Works Department. 

In accordance with the instructions conveyed in your 170. 329 R.C. of 31st 
March last, I proceeded to Nagpur, and having, between the 18th and 24th ultimo, 
inspected the open line to RaJ-Nandgaon, the unfinished works as far as Raipur, 
and conferred with the local officers, I have now the honour to submit the report 
called for, with an opinion as to the programme which it would be most convenient 
and advantageous to adopt for the conversion and extension of the railways from 
the Nagpur end. 

Metre^gauge open line, 

I append a detailed statement (not printed) showing the present condition of 
all the bridges and culverts. Generally speaking, they are not, in my opinion, at 
all in such a bad state as previous reports would lead one to suppose. The failure 
of the masonry and brick-work of the waterways in the first 50 miles out of Nag- 
pur is chiefly confined to the wing walls, few of the abutments having given, and 
the cracks, none of them very serious, seem to be for the most part due to the de- 
fective bond between the abutments and wing walls ; but original lightness of 
section and the general absence of flooring were no doubt also factors in these fail- 
ures. The waterway provided is said to be in some places insufficient, and some of 
the banks are reported to be not high enough. 

These, however, are defects which can be rectified during conversion to the 
broad gauge j and it is, therefore, if for no other reason, desirable that the change 
should be made without loss of time, because it is now considered necessary in the 
interests of safety to stop all night running of trains during the monsoon. 

In justice to the officers now in charge, I am, however, hound to report that, as 
a fair-weather road, the track is at present in thoroughly good running order, well 
ballasted and sufficiently sleepered with cheap jungle-wood sleepers, while the rails 
show little sign of wear, and the rolling-stock is maintained in excellent condition. 
Statements showing the first cost, the age, the work done, and the estimated con- 
sequent depreciation of both the permanent-way and the rolling-stock are appended 
(A) to this report. I also append (B) a list of girders that will be required for 
conversion to the standard gauge. 
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S.aj~Nandgaon to JRaipur, 

Roughly, about four fifths of the earth work had been finished when construc- 
tion ceased in 1885, and the banks generally seem to have stood well ; they have not 
suffered much by the rains, and they should now be thoroughly consolidated. 

Practically little or no masonry has been done, but some good building-stone 
from conveniently adjacent quarries is deposited at the sites of the large bridges. 

No ballast or other materials appear to have been collected. 

At the time of my visit there was a very large traffic being carried by an al- 
most continuous stream of carts along the 43 miles of road from Raipur to Raj- 
Nandgaon, the whole of which, and probably much more, will seek the rail when 
completed to Raipur. As regards the most advantageous programme to be adopted, 
I would recommend the following to be commenced at once 

The earth- work for the conversion of the metre gauge, including— 

(1) The enlarged banks and cuttings. 

(2) The diversions that will be required while damaged bridges are being re- 

paired or rebuilt, and while broad-gauge girders are being substituted 
for the metre gauge throughout, 

(3) The elimination of all curves of less than 1,000 feet radius. 

(4) Possibly the substitution of an open cutting for the tunnel, which is said 

to he dangerous in the rainy season. 

(5) The preparation of building-stone and ballast at the quarries, so as to 

have an ample supply ready by the close of the rains, when it can be led 
and used where required. 

Simultaneously, the completion of the earth- work from Raj-Nandgaon to Raipur, 
with diversions at all the waterways, should he pushed on vigorously. 

The monsoon being a favourable season for eartb-work in the Central Provinces, 
and being also favourable, owing to slacking of railway traffic, for the plate-laying 
that will he required preliminary to converting the gauge, I, after full discussion 
with the local railway officers, despatched the following telegram to your address 
from Nagpur on the 22nd ultimo 

Important to complete earth-work promptly for converting open line and on to 
Raipur with diversions. I recommend this being commenced at once under Davidson 
with present staff, supplemented by one executive to replace Large going on leave, 
and three additional assistant engineers with subordinates. The permanent way 
with steel sleepers should he supplied at once, so that laying may commence next 
June when traffic slackens; girders should. begin arriving in October and all be 
delivered by January next for open line certainly. This will give only five months 
or erection before rains of 1888, when metre-gnage material might go if hroad- 
auge rolling-stock can he ready. If above cannot he done, metre gauge must stand 
till after monsoon 1888.’* 

The above states the case in a condensed form. It is evident that the prompt 
conversion of the open line and the extension to Raipur depend mainly on the 
rapidity with which the necessary permanent- way, bridge material, and rolling- 
stock can be supplied. I have specified steel sleepers because wood cannot be ob- 
tained in time locally for the sections of line referred to. Good sal and teak will 
doubtless be obtainable later on for use beyond Raipur, from the forests in ad- 
vance, which are reported to yield excellent timber. 

For the conversion, the steel sleepers can be interpolated between the metre- 
gauge sleepers w-hen the^ earth-work is ready, and the broad-gauge rails can then 
he laid outside without disturbing traffic. A similar operation was most success- 
fully carried out in the Punjab a few months ago, when the salt branch from Lala 
Musa to Bhera was converted to the standard gauge. 

The balance of advantages seems to be strongly in favour of the immediate con- 
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version of the metre gauge. Among the chief reasons in su pport of th is o pinion 
the following may be briefly stated : — 

1. The earliest possible removal of the inconveniences due to breah of gauge at 

Nagpur. 

2. The early withdrawal of the restriction to daylight running only between 

June and October. 

3. The liberation of the metre-gauge rails and rolling-stock while still in good 

order and consequently saleable to advantage. 

4. The increased facilities that will be afforded in carrying on the extension of 

the system. 

5. The means thereby obtained for the early extension of the broad gauge 

beyond Raj-Nandgaon, with a view to securing the large and remu- 
nerative traffic from Raipur. 

Bilaspur io Umaria, 

Regarding the proposal to commence work from Umaria towards Bilaspur, I 
spent a day (26th ultimo) at Umaria in making enquiries and in examining the 
plans and estimates, and I think no time should be lost in making a start there, 
for the works are very heavy in places, especially miles 135 to 155 from Katni, i.e., 
Pendra Road Station to Khongsarh Station ; moreover, there seems to be a fair 
chance of traffic when the line shall have been opened to Sohagpur (78 miles from 
Kanti) and Pendra (134 miles from Katni). Mr. Reynolds, Manager of the open 
line and colliery, says large quantities of grain from those places are now carried 
past Umaria into Katni by bullocks. 

To give an idea of the magnitude of the works, I made the following extracts 
from the estimates, &c. : — 

Between miles 135 and 165 there are very heavy cuttings and bankf?, with two 
tunnels (1,000 feet and 300 feet long) i the earth-work alone for the Bhoortonk 
incline, 12 miles long (142 to 154), costing RU,80,000, or R98,500 per mile on the 
average, some of it being estimated to cost over Rl,40,000 per mile. 

From Umaria to Sohagpur, 411 miles, — The earth- work is comparatively light, 
though it amounts to R17,590 per mile. The total estimate is S37,56,000, or 
R90,600 per mile. 

From Sohagpur to Pendra Soad, 56f Total of estimate, R41,58,000, or, 

per mile, R73,279. Earth- work, R8,414 per mile. 

From Pendra Boad to Bilaspur, 62f miles, — Total of estimate, E68,80,000^ 
Total cost per mile, Rl,09,000. 

As regards the question of making over this open line from Katni to Umaria to 
the Company at once or later, I would recommend waiting, in order that the un. 
divided attention of the Company’s officers may be devoted to pushing on constmc- 
tion and other matters more important than the working of this section of open 
line. 

Appendices, 

A, — Abstract of Rolling-stock. 

B. — Statement of Permanent-way and Girders required for conversion. 



Nagptte-Chhattisgabh State Railway. 
Abstract of Bolling-stoch showing age, cost and work done. 
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Third Class with Brakes. 
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Estimated Annual Escp o nditure in lalchs of 
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Total for the years 1887-1889 is 427 lakhs. 

Deduct refunds for rolling-stock and permanent-way . , , • 20 „ 
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APPENDIX B. 


PEOPOSED dates foe OEDEEING PebMANE^TT-WAT A27D Giedees, 

1. Nagpur to Saipur^ 

Permanent-way to be ordered at once ; delivery to commence as soon 
as possible and completed by November 1887. 

Girders ditto ditto ; 150 feet spans for tbe 

Weingunga to come out at once. 

2. Maipur to Bilaspur^ 

Permanent-way to be delivered by March 1888, to enable rails to be 
laid on banks before rains. 

Girders to be delivered by September 1888, to allow of their being 
delivered at bridge site at commencement of working season. 

3. Bilaspur to Baigurh — 

Permanent-way delivery to commence, September 1888, and completed 
by November 1888. 

Girders to be delivered, November 1888, in time for cold- weather season. 

4. Seeiarampur to Chandil — 

Permanent-way to be delivered by March 1889 "^Payment to be made 
Girders ditto ditto, ditto i. in 1889-90. 

6. Baigurh to Chandil — 

Permanent-way delivery to commence, September 1889. 

Girders ditto ditto ditto. 

6. XJmaria to Bendra-^ 

Permanent- way delivery to commence, January 1889 Payment in 
Girders ditto ditto, September 1889 j 1889-90. 

7. Bendra to Bilaspur — 

Permanent-way delivery to commence, January 1890. 

Girders ditto ditto, September 1890. 

The proposals are based on the plan of laying the permanent-way throughout on 
the banks as soon as they are ready, and opening the line for construction purposes, 
with diversions at the different bridges, as soon as possible, 

T. E. WYNNE. 


Telegram, dated 15th August 1887. 

Prom— Secretary of State for India, London, 

To— Yiceroy, Simla. 

Tour Railway Despatch No. .120, 24th June last. Original route between Eai* 
pur and Kaigarh to be adhered to. 


No. 84 E., dated 18th August 1887. 

From— The Secretary of State for India, 

To— The Government of India, 

I have had before me in Council your letter, No. 120, Railway, dated the 24th 
Bengal-Nagpur Rail- reporting your proceedings in connection with 

way, direction of line, the Bengal-Nagpur Railway. 

&c. 
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2. You will have learnt through the Company that the proposal to substitute a 
direct line via Loan for that originally intended between Kaipur and Eaigarh 

was abandoned by the Board, and that directions* were 
* Letter No. 5. given to their Agent on the 17th June to proceed at once 
with the prosecution of the worhs. 

3. I quite concur in your desire that the Bengal end of the undertaking should 
be commenced, as well as in your determination to require the Bilaspur-Umaria 
section of the Bilaspur-Katnai branch to be carefully examined and re-surveyed 
before the alignment is fixed and the work of construction is sanctioned. 

4. The cost of operations and of materials during the next two years, together 
with the sum of 120 lakhs to he refunded to your Government, will, according 
to the estimate of 134 lakhs in 1887-88, and of 173 lakhs in 1888-89, and after 
deducting 20 lakhs for narrow-gauge rolling-stock, &o., which the Company will 
recover, exceed the 390 lakhs, which represent the 3,000,000Z. raised by the Com- 
pany, by 17 lakhs. You are doubtful, however, whether this outlay will be at- 
tained, 

5. Should the progress made reach or exceed the expectations now held out, it 
will be necessary to require the Company to raise more money in 1888-89. You 
will, no doubt, keep me duly informed of the expenditure incurred, so that the 
necessary measures may be taken, in communication with the Company, for 
raising fresh capital. 


No. 38 (Railway), dated 13th March 1888. 

From— The Government of India, 

To— The Secretary of State for India. 

We have the honour to report, for the information of Your Lordship, our pro- 
ceedings in connection with the question of the junction of the Bengal-Nagpur 
Bailway with the East Indian Railway in the neighbourhood of Sitarampur. 

2. When the orders for the commencement of work were received in 1884, the 
line had been already laid out and land plans prepared with the view of making the 
junction at Sitarampur, Proceedings were at once taken for acquiring the land 
under Agt X of 1870, and work was commenced on this alignment within a short 
time of the receipt of those orders. 

3. As early as January 1885 diflSculties arose with respect to the very large 
demands for compensation preferred by some of the Coal Companies through whose 
property the line was taken, and in February of that year orders were issued by 
us to the Director General of Railways to stop immediately all works on land under 
which coal was known or suspected to lie, from Sitarampur southwards, and to 
consider the practicability of a new alignment which should not go through the 
tract in regard to which difficulty had arisen, aud which, it was suggested, might 
effect a junction with the East Indian Railway at Assansol or some other point. 

The magnitude of the difficulty may be judged of from the fact that one claim 
then preferred amounted to over 27 lakhs of rupees, and it was believed that the 
aggregate amount would not he less than 70 or 80 lakhs. 

4. As Your Lordship is aware, these claims led to the passing, on 16th October 
1885, of the Land Acquisition (Mines) Act of 1885, which removed some of the 
difficulties in dealing with cases of the kind ; and the various Coal Companies con- 
cerned agreed to the settlement under this Act of pending claims for compensation 
for the land required for the Bengal-Nagpur Railway. 

6. Whilst the discussions in connection with the amendment of the Land Act 
Letter No. ^||®, dated the progress, a line had, unders the orders referred to 

27tiL May 1885, (Enclosure in paragraph 3 above, been roughly laid out to Assansol, 
and the Engineer-in-Ohief of the Railway strongly urged 
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the advantages of the new alignment, not only on account of considerations con- 
nected with the coal, but also with reference to the greater convenience of Assansol 
for traffic, and on engineering grounds. 

An alternative line suggested by the Consulting Engineer to the Government 
of India for State Railways was afterwards considered and found impracticable, but 
orders on the subject were deferred, pending the passing of the new Act, 

6. As a good deal of work had been done in 1884, and in the early part of 1885, 
on the old alignment, and as, moreover, the Coal Companies had, as above mentioned, 
consented to the application of the new Act to the land required for the raihvay 
and previously taken up, the question of altering the route had not been reopened 
up to i'ebruary 1886, when work on the line was stopped. 27o land plans had been 
prepared at that time in connection with the Assansol route, and although our 
Engineers had entered upon some of the land on the Sitarampnr route, its acqui- 
sition had not been completed, and further steps in this direction were held iu 
abeyance in connection with the stoppage of work generally. 

7. Matters remained in this state until the receipt of Your Lordship’s Railway 
Despatch !No. 36, dated the 24th March 1887, in which the details of the arrange- 
ments with the Bengal-Nagpur Railway Company were communicated to us. 

In paragraph 9 of that despatch allusion was made to the probability of the 
necessity for a re-survey of a part of the line between Sitarampur and Bilaspur ; 

and in a letter from the Board of Directors of the Com- 
Agent in India, the question of the proper 
place for a junction with the East Indian Railway was 
prominently brought forward, the Board expressing their preference for a junction 
as far east as possible' consistent with reasonable economy, and suggesting Rani- 
gunj as a possible junction. 

8. On receipt of Your Lordship’s despatch above referred to, we instructed the 
Consulting Engineer, Central Division, to consider, in communication with the 
Agent and Chief Engineer of the Company, the four ulterntitives which had at 
various times been proposed , — viz , Barakar, iSitammpur, Assansol, and Ranigunj. 
This matter was briefly alluded to in paragraph 6 of our Railway Despatch No. 120, 
dated the 24th June 1887. 

9. The whole subject was very fully reported On in a memorandum by the 

No. 6060.. dated the 18th -^Sent, which, together with a note by the Consulting 
July 1887, and enclosures. Engineer for Railway, Central Division, was forwarded 
(Enclosure No. 2.) latter officer with his letter as per margin. 

The opinions of the Agent and of the Consulting Engineer, which were in general 
accord, are briefly summarised below. 

10. The Barakar route leaves the Bengal-Nagpur Railway at Ragoonathpur, 
and bearing to the west, crosses the Damuda River west of Barakar, tarns again 
to the east, and after again crossing the Barakar River runs into the Barakar 
Station. 

This alignment labours under the disadvantage of lengthening the through 
route to Calcutta, at additional cost to the Bengal-Nagpur Railw’ay Company with- 
out any corresponding benefit. There is no likelihood of securing such a large 
local traffic as would justify additional expenditure j most of the local produce, 
which finds its way to the East Indian Railway at Barakar, originates from the 
dh ection of Ragoonathpur and Purulia, and thus comes on to the present align- 
ment of the Beugal-Nagpur Railway ; whilst goods from the direction of Benares 
would in any event go straight to the East Indian Railway at Barakar. 

11. The Ranigunj route also leaves the main line at Ragoonathpur, and turning 
east passes along the south of the Damuda River until it is abreast of Ranigunj, 
when it crosses the river and runs into the Ranigunj Station. 

The advantages of this route are that it gives a through route to Calcutta 
If miles shorter than any of the other routes, whilst to the Bengal-Nagpur Rail- 
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way Company it bas the additional recommendation that it gives to that Company 
a greater length of through carriage to Calcutta^ whilst diminishing the lead on 
the East Indian Railway. TTnfortanately, however, a satisfactory crossing of the 
Damuda is not obtainable, and the land in the neighbourhood of ;Ranigunj is so 
cut up with coal-fields that heavy compensation claims would have to be paidjhere, 
the coal lying close to the surface. Further, a good deal of expenditure would be 
necessary in improving the station, and the approach from the {Damuda, if that 
river were crossed at the most convenient place, would be unsuitable from an en- 
gineering point of view, owing to heavy grades and curves which are'unavoidable. 

12. The Sitarampur route, though apparently originally selected because it was 
supposed to traverse a great extent of the coal-fields, is shown to leave the greater 
part of them untouched, and though all the claims originally advanced by the coal- 
owners could not be sustained under the Land Acquisition Act of 1885, to the 
application of which they had agreed, there would still be considerable and un- 
defined liability with reference to coal which, owing to its proximity of the surface, 
could not he worked without endangering ihe line. Further, the Sitarampur Station 
is unsuitable for a junction on various grounds, and the through distance is greater 
than on either of the two routes last discussed. It has, however, the advantages that 
the land has been already entered upon, and one third of the earth-work done, and 
that the Damuda crossing is a good one. 

13. The Assansol route skirts the coal-fields, and liability for compensation will 
consequently he reduced to a minimum by this route ; the Assansol Station, which 
is a changing station for the East Indian Railway, is far superior to Sitarampur ; 
the crossing of the Damuda, though a little longer than that on the Sitarampur 
route, will probably not be more expensive j and as compared with Sitarampur, the 
through route will he shorter by 6 miles. The East Indian Railway Company are 
said thoroughly to agree in the selection of Assansol. 

14j, On these reports w© ordered the line to Assansol to be re-surveyed, staked 
out, and estimated in detail, and sent a copy of the report to the Government of 
Bengal for opinion. This opinion was received shortly afterwards, and was in 
favour of the Assansol route. . 

CoMolttog Engineer, Central Divldon’e ^5. The further reports and estimates 
No. 1067 C., dated the 14th November 1887, called for were received in Novemher 
and enclosure, (Endosuxe No. 3.) enclose them herewith. 

16. The report sets forth the advantages of this route, and shows that besides 
avoiding complications for mineral rights, the Assansol route is in itself a better 
one than the Sitarampur alignment. Its cost is not materially greater. The 
diminution of the lead over the East Indian Railway will effect a reduction in the 
freight to Calcutta of the coal from the Damuda- Barakar District, and consequently 
in its market price. 

17. It seemed to us, on a perusal of these various reports, that there was little 
doubt that Assansol is the proper junction, hut there remained the fact that one at 
least of the Coal Companies owning land on the Sitarampur route had agreed to the 
liability of Government for compensation being determined under the Act of 1886* 
after the land had been in some parts entered upon, in the belief that the railway 
would follow that route, and thus place them in a more advantageous position, with 
reference to their markets, than if the line were taken to Assansol, and that, in the 
event of such a change in alignment as was proposed, they might claim compensa- 
tion for the land previously acquired, under the Act of 1870, which alone was in 
force at the time it was entered upon. 

18. Although the Company would probably not have been able to substantiate 
such a claim in a o ourt of law, we considered it best to endeavour to settle the 
matter amicably, and with this view, at our request, the Government of Benga 
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deputed jMt. H. H. Ribley, C,S., who had taken an active part in the discussiouR 
of 1885 in connection with the Land Act of that year, to enter into negotiations 
with the various companies affected, in view to obtaining their acquiescence in the 
change proposed. 

This dut 3 % we are glad to have the opportunity of reporting, was conducted wdth 
much tact and ability by the officer deputed for the purpose. 

19. The Equitable Coal Company was the only one with regard to which any 
difficulty was expej ienced, and that Company, though it insisted strongly on its 
rights as alluded to in paragraph 17 above, ultimately agreed to their claims for 
compensation for the land already taken up <»n the Sitarampur route being settled 
under the Act of 1885, if the following conditions were agreed to by Government 
and the Beiigal-Nagpur Railway Company: — 

(1) That a branch line (about 6i miles long) should be constructed to their 

coal-field. 

(2) ITiat no additional charge for freight should be levied by the Bengal- Is ag- 

pur Railway Company on this branch mineral line. 

(3) That the Bengal-Nagpur hallway Company should construct, free of cost 

to the Coal Company, two sidings, — namely, one to Dishergurh incline, 
and the other to Chota^Deamoiia No. 1 pit. 

(4) That the Equitable Coal Company on its part should reserve the right, 

in the event of the Company working coal on different sides of the 
branch mineral line, or 'm different sides of the sidings and byes above 
specified, to put through the coal acquired by the Company two galleries, 
each 6 feet by 6 feet, for ventilation, haulage, or such other purposes as 
might be required in the course of mining ; the Coal Company at the 
same time undertaking not to work the coal underneath the branch 
minei*al line or the sidings and byes in a way that might damage the 
line. 

20. As soon as these arrangements had been agreed upon by the Equitable Coal 
Company, and the Agent of the Beneral- Nagpur Railway Company had expressed 
his willingness, subject to the approval of the Board, to accept the proposed condi- 
tions, we sanctioned the plans and estimates for the 15 miles from Assansol to the 
junction with the former alignment, the amount of the estimate being Rs. 21,1 5,797, 
and directed that the necessary measures should be at once taken for acquiring the 
land under the Act of 18^5. 

We adopted this course because it is a matter of importance to the Railway 
Company to commence work at an early date at the Bamuda Bridge, as they have 
already the engineering staff upon the ground, and it is desirable to save as much 
of the present working season as possible, because, if a good start he made soon with 
the foundations, the bridge will probably be sufficiently advanced to allow of work 
being proceeded with during the i-ains. 

21. The Board of Directors of the Company have since ratified their Agent’s 
action. 

22. We trust that our proceedings in the matter will meet with Your Lordship’s 
approval. 


[Enclosuee No. 1 to RiLiLW4.Y Despatch No. 38 op 1888 .] 

No. dated the 27th May 1885. 

From-— The Engineer-m-Chief, Nagpur-Bengal Railway, 

To— The Director General of Railways. 

In forwarding a copy of letter No. 475, ddted the 2l8t April 1885, together 
with 4 tracings received from Mr. Whitty in connection with a proposed junction 

S 
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at Assansol, in lien of the existing arrangement for a connection with the East 
Indian Railway at Sitarampur, I would offer the followina: remarks. 

2. The line roughly laid out by Mr. Whitty would join the existing line at a 
point about 16 miles from Assansol. The line has only been roughly surveyed at 
present, sufficient to enable a fair conclusion being arrived at, with reference to the 
relative merits of joining the East Indian Railway at Assansol or Sitarampur. 

3. As regards Sitarampur, I have to observe that, if the Nagpur and Bengal 
Railway were worked independently of the East Indian Railway, it would be 
placed at a great disadvantage if this junction were retained, for the following 
reasons ; — 

{a) It would enter Sitarampur on the Barakar Coal Branch, and by the 
arrangement proposed the station on the branch line would be 
independent of the East Indian Railway main line, while there is no 
convenient ground in the neighbourhood either for the erection of 
, staff quarters, or for a station with engine-shed accommodation for the 
Nagpur-Bengal Railway. 

(5) That as the East Indian Railway are rebuilding the station-house at 
Assansol and providing the necessary accommodation for passengers, 
such as refreshment and waiting rooms, &c., it is not probable that 
they would be disposed to incur any considerable outlay for a joint 
station at Sitarampur, 

(c) That as Assansol is an engine-changing station on the East Indian Rail- 

way, where there is consequently a stoppage of all trains, it would be 
inconvenient to the East Indian Railway to incur an additional stop- 
page of, say, lO minutes at Sitarampur, which is only 7 miles from 
Assansol. 

(d) That to work a through goods traffic to Calcutta from the Nagpur- 

Bengal Railway, it is desirable that there should be a small station on 
the Nagpur-Bengal Railway near to, or at, Sitarampur, and that engine 
power would either have to be kept by the EaAt Indian Railway at 
Sitarampur to work this traffic, or the Nagpur-Bengal Railway would 
require running powers over the East Indian Railway between Sita- 
rampur and the Assansol engine-changing station. 

(e) That a better gradient could be had into the Assansol station than into 

the Sitarampur station, and that a short terminal platform, by pro- 
longing the new platform now being built, could be obtained at 
Assansol for the Nagpur-Bengal Railway by pulling down some small 
buildings to allow the line to pass to the back of the existing plat- 
form. , 

(/) That, assuming that a small station would be required by the Nagpur- 
Bengal Railway at or near to its junction with the East Indian Rail- 
way, a better site would be available near Assansol than at Sitaram- 
pur, and that the staff-quarters and engine-shed, &o., could he built 
on high and dry soil, while at Sitarampur, or the country between it 
and the Bamuda River, it is not clear, from the opportunities I have 
had of seeing the graund, where a favourable site could be obtained. 

{g) That if Sitarampur is adhered to as a junction station with the East 
Indian Railway, a larger outlay (some lakhs) may be necessary here- 
after to effect suitable terminal arrangements, &o., &o. I do not think 
this outlay can be forecast at present, since, as before stated, a favour- 
able site for a station and staff-quarters, &c., has not been fixed. 

(A) That there is from external appearance a greater probability of effecting 
a more satisfactory arrangement for water-supply near Assansol by 
the purchase and enlargement of existing tanks near the proposed 
station for the Nagpur-Bengal Railway than there now exists iu the 
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neij^^jbourhood of Sitarampur. I refer to independent sources of 
supply, and not to a participation in the supply obtainable from tlio 
East Indian Railway reservoirs. 

(i) And finally that, judging from the surroundings and from the position 
of Assansol, it appears to me to possess advantages for a junction sta- 
tion which it would be difficult to effect at Sitarampur even with a 
considerably greater outlay than would be required at Assansol. 

4. On the other side of the question lies first and foremost the Damuda Bridge. 
TThetlier the proposed junction at Assan&ol would neces-sitate the couatruciion of 
a more costly bridge than w’ould be necessary if a junction with the East Indian 
Railway at Sitarampur were retained, must remain an open question for the pre- 
sent ; at all events, I would, however briefly, state what I think w'ould be the 
net result if the site were changed for the Assansol junction. 

5. On the Assansol line, the river would be about 600 feet wider, and would 
require, say, 3 additional spans, making 14 spans of 150 feet against 11 spans on the 
Sitarampur line. But ns a set-off against this there would be 

(а) a reduction of 12 feet in the height of the bridge ; and 

(б) as rock appears in a nulla on one bank and is visible on the surface of 

the other, the foundations would probably be shallower on tliis line 
than on the Sitarampur line, while 3 or 4 piers could be founded on 
rock w’ithout much trouble or expense. 

(c) There would be a considerable reduction in the amount of earth-work of 
the approaches of the bridge on the Assansol side. 

6. I should not like to hazard an opinion as to which would be likely to be the 
more costly bridge to construct, but I am disposed to think that tliere would be 
very little difference between them. 

7. As regards the question of coal rights, it may be stated that, if the Assansol 
line were adopted, it is not probable that any coal rights would be affected. There 
are some abandoned pits contiguous to the proposed line between the Damuda 
River and Assansol ; but as the coal is found at a considerable depth below the 
surface, I have reason to think that the co-operation of those . interested in this 
coal-land could be secured. There would, of course, be surface rights to pay for, 
but I do not think that we need anticipate any abnormal valuations, nor would the 
line be located without ascertaining clearly what the liabilities would be. 

; 8. On the Sitarampur route, compensation for surface rights will have to be 
made, and if we assume that a possible award of R50,000 for these rights were 
made by the Couit, I think they could be again sold by Government to parties in 
the neighbourhood, and thus reduce the outlay for compensation. 

9. The amount of earth-work, &c., done on the Sitarampur line, which would 
have to be abandoned if the Assansol line were adopted, would probably amount to 
R67,788, and if it25,000 were ncoepted as the loss through the sale of surface 
rights of the land, the net loss to Government by abandoning the Sitarampur route 
would be R92,788. 

10. This, no doubt, is a large outlay and should have due weight in finally deter- 
mining the question of route for the railway, but I am of opinion that this sacrifice 
would be true economy to Government hereafter, it being an outlay which can be 
foretold and foreseen j whereas, if the Sitarampur line is retained and the Nagpur- 
Bengal Railway is hereafter constructed by a company with rights to work its own 
line, the necessity for providing accommodation in the vicinity of this junctional 
terminus will involve a much larger outlay than would be necessary if Assansol 
were determined upon for effecting a junction with the East Indian Railway. 

11. It is not clear to me from Mr. Parker’s printed report, page 5, para. 48, 
whether in effecting a junction at Sitarampur it is contemplated to do more than 
make it an ordinary station en route to Assansol, or a terminal junction station, as 
he says that the details would have to be discussed with the East Indian Railway 
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officials. I believe, however, that a meeting has taken place with the (to me) very 
unsatisfactory result that permission will be given to the Nagpur -Bengal Railway 
to use the Barakar siding, the gradient of which it is proposed to alter and improve. 
Nothing is, however, stated about siding accommodation or arrangements for goods 
yard, station, &c., at Siiaranipur, but at the same time it would appear from his 
report that the engines would go to Assansol. 

12. No provision has, however, been made in the estimate of the cost of junc- 
tional arrangements. 

13. It should be pointed out that, if Assansol were determined upon as the 
junctional station, the length of the Nagpur- Bengal Railway would be lengthened 
by 7,000 feet, but the through distance to Bombay from Assansol would be 
shortened by 5 miles. 

14. Briefly stated, then, 1 consider that a junction with the East Indian Rail- 
way at Assansol will be of greater advantage to the Nagpur- Bengal Railway than 
the existing arrangement of joining it at Sitarampur, and that the possible future 
interests involved would seem to me to indicate that it would be more economical 
to make a considerable money sacrifice now rather than forfeit the advantages 
which Assansol appears to possess over Sitarampur as the junctional terminus of 
the Nagpur-Bengal Railway. 

15. This being my opinion, from the preliminary investigations and examina- 
tion of the country lately made, I should be glad to know whether, on the informa- 
tion submitted, the Government of India would be prepared to accord their approval 
to the proposal. 

16. Please return the plans. 


1. Plan of proposed junction with East 
Indian Railway at Assansol j scale 1,000 feet 
to an inch. 

2. Longitudinal section ditto ; scale 400 feet 
horizontal and 40 vertical. 

S. Index map showing present line to join 
East Indian Railway at Sitarampur and pro- 
posed at Assansol ; scale 1 mile=: 1 inch. 

4. Plan showing existing working arrange- 
ments, &c., at Assansol } scale 80 feet to an 
inch. 


No. 475, dated the 21st April 1885. 

From— J. J. Whittt, Esq., Executive Engineer, Damnda Division, 

To — ^The Bngineer-in-Ohief, Nagpnr-Bengal Railway. 

1 have the honour to forward per parcel post four tracings, as per margin, of the 

proposed alternative line to join the East 
Indian Railway at Assansol, part of which 
you went over on the Ist instant. 

You will see by the Index map that, 
though the line to Assansol is 7,000 feet 
longer than the present one to Sitaram- 
pnr, the actual distance from Assansol to 
where the two lines join is only 16 miles 
against 21 via Sitarampur, and I need not say that Assansol, being a changing 
station on the main line with a large engine-shed, repairing shops, &c., is much 
more convenient and suitable for a junction station than Sitarampur, which can 
hardly be called more than a colliery siding on a short branch line of 6 miles long, 
which would never be made much more of and would necessitate extensive buildings 
for engine-sheds, shops; &o., and though the crossing of the Damuda will be about 
600 feet wider, the bridge need only be 60 feet above the bed of the river, and can 
be founded on rook for over 600 feet at least, whereas the present crossing entails a 
bridge of over 72 feet high on anything but good foundations. 

The junction at Assansol will, I presume, have to be arranged after consulting 
the Chief Engineer, &o., of the East Indian Railway, but might be either, as shown 
in red on the plan, showing existing working arrangements of Assansol Station, 
which would necessitate widening the bank for about ^ a mile, and lengthening the 
10 feet culvert at chain 624, and the five 15' arches at chain 637, and also the up- 
platform, or by putting in a cross-over road at chain 639 and using the present up 
and down platform. 
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Oood buildinj^-stone and ghooting for lime can, I believe, be got at many places 
along the proposed line, which, 1 also have no doubt, can be a good dea limproved 
when being properly staked out, &c. 


[ENcnosTTEE No. 2 TO Railway Despatch No. 38 of 1888.] 

No. 505 C., dated the ISth July 1SS7. 

Prom — ^LiEiTT.-CoLONEii W. Shepherd, B.E., Consulting Engineer for Railways, 
Central Division, 

To— -The Secretary to the Government of India, P. Department. 

I have the honour to forward, for your information, a copy of Agent% Bengal- 
Nagpur Railway, No. 466, dated 11th instant, on the subject of the junction of the 
Bengal-Nagpur Railway with the East Indian Railway. 

2. From my report, w^hich accompanies, you will see that we agree in the 
opinion that Assansol is to be preferred to any other junction which has been pro- 
posed. 

3. Orders for the re-survey of this route, if finally approved by Government, 
ai e rec[uested« 

JHote dated ihe IStTiJuly 1887 by Consulting "Engineer for Railway s^ Central Eini- 

Sion, on the Junction of the BengaUNagpur Railway with the East Indian 

Railway » 

The junction of the Bengal-Nagpur Railway with the East Indian Railway 
should undoubtedly be placed at Assansol ; the result of my local observations place 
me in complete accord with the views and recommendations of the Engiueer-in- 
Chief, Nagpur-Bengal Railway (which will be found in the Public Works Deparb- 
mentVros. R. C., August 1885, No 164, Pari; A). 

2. The arrangements already existing at the East Indian Railway Station, which, 
besides being an engine-changing station, is the headquarters of a considerable 
body of European railway servants, are all that are required either to facilitate the 
transfer of traffic, to promote the economy of time in through working, or to assist 
in maintaining the security of an important knot in the railway communication of 
the country and in protecting the Damuda Bridge. 

3. Past expenditure on land and earth-work on the Sitarampur line to 31st 

March 1887 has been given me as ft74,310 in the 
Land . . . 1,000 Damuda Division. To complete this length, however, 

Earth-work . . 73,310 Government has still to settle with several coal-mine 

owners who assert well-founded, though exaggerated, claims. 

4. The coal near Sitarampur lies close to the surface, and working under the 
railway could not be safely permitted. Government could not acquire the laud 
with surface rights only. Compensation would raise the cost for land still to be 
taken up on the Sitarampur route over the outlay for land on the alterative route 
by a sum considerably higher than the amount mentioned above as having been 
already spent, and which would be relinquished if the Assansol junction were 
accept e d . 

6. On the line of the Assansol junction there is no coal worked ; if it exist, it is 
probably at some depth : the cost of surface land would, therefore, he small. 

6. By paragraph 44 (<f) of the Contract, the cost of taking up all land is charged 
to the Railway Company ; the latter have claims to be considered on this point, 
and the views of the Agent are adverse to the Sitarampur route on this account. 
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7. As regards the bridge over the Damuda, the left bank of the river at either 
crossing is well defined, but the right bank, though closer and more marked in the 
upper crossing, is low at both places ; the spill of the river in floods must rise over 
this bank, for which a bridge would have to provide some outlet. The two cross- 
ings are only about 6 miles apart j no material drainage joins the Damuda be- 
tween them j the effective waterway of either bridge must practically be the same. 
After inspecting both sites, I do not think the lengths of the bridges would differ 
so much as 600 feet. The depth at which safe foundations may be expected is 
said to be more favourable at the lower crossing. The cost of a bridge over the 
Damuda will, I think, be found much the same by whichever route the river shall 
be crossed. 

8. I have already referred to the conveniences at the Assansol Station for junc- 
tion purposes. The East Indian Railway are prepared to accept a junction here 
without requiring any farther outlay ; the only additional work would be quarters 
for the guards and drivers of the Bengal-Nagpur Railway located there. 

9. The defects of Sitarampur as a junction have already been pointed out by 
the Engineer-in-Chief , Nagpur- Ben gal Railway. The East Indian Railway Station 
has low ground on either side, towards Barakar, on which branch line the Bengal- 
Nagpur Railway would run in and which would have to be doubled j there is a 
bridge of 3 spans of 12 feet just outside the points where rail-level is 23 feet above 
the nala bed j the Barakar Branch immediately after crossing this low ground runs 
into a heavy cutting. The north side of the station is all low ground, while the 
small patch of good ground on the south side is already occupied by the coal plat- 
form and sidings, a collection of huts and a small bazar. 

10. It is well also to consider the advantages to the discipline and comfort of 
the Bengal-Nagpur Railway staff which would follow from their joining a large 
and well-organised colony as that at Assansol, and the future convenience to Govern- 
ment when both undertakings become their property in having their staff at one 
central point instead of being distributed between two stations. 

11. There remains the question whether the Bengal-Nagpur Railway loses any 
advantage by abandoning a line which carries it past the mouths of several coal 
mines, from which the Company might supply themselves cheaply with fuel, and 
from which they might receive a profitable traflSo. 

The coal worked at present all goes eastward, and I cannot anticipate any 
public traffic in coal over the Bengal-Nagpur Railway westward ; the former 
would be of small value to the new line, and the coal-owners, if they required 
greater facilities in their present trade, could no doubt obtain them from the East 
Indian Railway, of which line a siding to all these collieries seems a natural off- 
shoot. At present there is a siding which runs a short distance out from Sitaram- 
pur Station and which could be prolonged. 

12. It is not certain whether, given the Bengal-Nagpur Railway junction at 
Sitarampur and their line close to the collieries in question, that they would pro- 
vide themselves from these collieries in preference to obtaining coal of a different 
quality or delivered at better rates either from the Raniganj, Barakar, or other 
mines, which are all at no great distance. The present proposal of the Agent is 
to work towards the junction from the first changing station— Chakhardarpnr— on 
their own lines, say, 130 miles off. Here the Bengal-Nagpur Railway may pro- 
bably be able to supply themselves with coal more cheaply from mines on the 
other side of the changing station possibly worked by themselves,— in any case 
with coal hauled over their owu line at a minimum cost. 

13. There is sti left to consider the possihililty of making the junction at Sita- 
rampur, hut working from Assansol. This utilises the East Indian Railway con- 
veniences at Assansol, saves the money already spent on earth-work, but is hampered 
with the compensation to coal-owners, which might, it seems to me, reach several 
lakhs. Running powers would have to be acquired over the East Indian Railway, 
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wliicli the latter may he di«nclined to accord as intei faring with the traffic of their 
line on a portion where it must be heavy * the through distance to Howrah would 
be five miles longer than by the direct Assansol junction. 

14. To recapitulate, a direct junction at Assansol, notwithstanding greater 
length of new line to be constructed and past expenditure to be abandoned, would 
prove cheaper than any alternative by the mere fact of avoiding crossing the coal 
mines ; it further saves considerable outlay on the part of the Bengal-Nagpur Rail- 
way by taking advantage of conveniences already existing ; the cost of bridging the 
Humuda is not affected, and running powers over the East Indian Railway with all 
their inconveniences are unnecessary, 

15. I recommend that the Company be called on to re-survey this route at 
once. 

The line roughly laid out by Mr. J. J. TThitty, C.E., to connect Assansol wdth 
Miles Bengal-Nagi>ur Railway, has heavier gradients than 

5 ’ perhaps may be found necessary ; there are, however, 
I many miles of the Bengal-Nagpur Railway as 

^ at present graded. 


xhj ^or . 
Toa »i * 

tIo » • 


No. 466, dated the 11th July 1887. 

Prom — The Agent and Chief Engineer, Bengal-Nagpur Railway Company. 
To— The Consg. Engr. to the Govt, of India for Railways, Central Division. 

I have the honour to forward a copy of my report on the East Indian Railway 
junction question, and should be obliged if early steps (X)uld be taken with a view 
of arriving at a conclusion as soon as possible. 


Memorandum ly T. R. Wynne, Esq., Agent and Chief 'Engineer, on Junction of 
the JSengaUJ^agj^ur jRaihoay with the JEast Indian Railway, 

Pour routes and junctions have been proposed where the Bengal-Nagpur Rail- 
way should join the East Indian Railway. 

No 1 Route leaves the Bengal-Nagpur Railway main line at Ragunathpur and 
bearing to the west crosses the Damuda west of Barakar, turning again to the e.‘jst 
and crossing the Barakar River runs into the Barakar Station of the East Indian 
Railway. This route has two alternative lines, as shown in the attached tracing. 

No, 2 Route runs from Ragunathpur across the Damuda just below where it 
joins the Barakar River, then through the Deshagarh coal-field belonging to the 
Equitable Coal Company, eventually joining the East Indian Railway at Sitaram- 
pur Station. 

No. 3 Route branches off route No. 2 near Paohet, and turning to the east 
crosses the Damuda about 5 miles lower down than the Sitammpur route, and 
finally runs into the East Indian Railway at Assansol. 

No. 4 Route leaves the main line at Ragunathpur and turning east runs on the 
south of the Damuda till opposite Raiiiganj, where it crosses the river and runs into 
Raniganj Station. 

Route No. 1. 

I cannot see that any advantage will be gained by choosing this alignment. It 
will lengthen the through route to Calcutta at additional cost to the Bengal-Nagpur 
Railway with no corresponding advantage. 

It is of no advantage to our Company to run through the Wiranakur coal-fields : 
it would merely be spending money to open them up for the East Indian Railway. 
Coal for our own purposes cau be obtained in a less expensive way. 
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Lastly, there is no likelihood of securing such a large local traffic by adopting 
this route as would justify additional expenditure and increased through length to 
Calcutta being undertaken. From enquiries at Barakur Station, I found that most 
of the local produce being sent from there came from the direction of Ragunathpur 
and Purulia. Any goods coming down the Benares road would go straight to the 
E .st Indian Railway Barakur Station. This route should not therefore, in my 
opinion, be selected. 

UOTJTE No. 4. 

The junction station for this route is Raniganj. The only advantage I can find 
for this route is that it gives us a greater length of through carriage to Calcutta* 
the amount being lOf miles. It is also If miles shorter on the through route to 
Calcutta than by any of the proposed other routes. 

The disadvantages are — 

(1) No satisfactory crossing of the Damuda is obtainable. 

(2) The land about Raniganj is so cut up with coal-fields that heavy compen- 

sation would have to be paid, as the coal is very close to the surface, 
The alternative route to Raniganj crossing the Damuda, as in Routes, 
has also been examined. The only way to reach Raniganj would be 
to follow close to the Enst Indian Railway, as the land between it and 
Damuda is most unsuitable to run a line across. On approaching 
Raniganj the land occupied by the coal mines would have to be passed 
over at the cost of^ heavy compensation, as previously noted. The 
advantages of the increased carriage and 1| miles shorter through 
length than vid Assansol do not seem to me to counterbalance the 
very heavy cost, estimated at 45 lakhs plus compensation for coal 
rights, that would have to be paid to make the junction at Raniganj. 

Raniganj has not much siding accommodation, and a good deal of expenditure 
in improving the station would he necessary. 

The approach from the Damuda if crossed at the most suitable place near would 
be very undesirable from an engineering point of view, ovnng to the heavy grades 
and curves that would be necessary. 

The question therefore revolves itself into the relative advantage of the two 
•remaining routes — Nos. 2 and 3 — joining the East Indian Railway at Sitarampur 
And Assansol respectively. 

Roittb No. 2. 

Junction at Sitarampur^ 

This route was selected originally by Government, and the line was laid out, 
and about one third of the earth-work done on it. The reason for its selection, as 
far as I can ascertain, was because it was supposed to run through the coal-fields of 
that part. The coloured tracing attached shows that this was a misconception. 
It only runs through the nairowest poition of the coal-lands, and leavesithe greater 
part of the coal-fields untouched, the greater part of present line of workings and 
future coal-fields lying to the east of this alignment. 

After the route was selected and work had been begun on it. Government began 
compensating for the land taken up, and then the various coal-owners, over whose 
lands the railway went, sent in enormous claims to Government for compensation. 
The Equitable Coal Company claimed 47 lakhs for their rights on both sides of the 
River Damuda, and the Rani Suranny claimed some 1§ lakhs as far as I can ascer- 
tain. 

Owing to these heavy unanticipated claims, Government ordered an alternative 
route to be surveyed which would avoid the coal-fields. They at the same time 
brought in a Mines Bill for the better regulation of compensation for land taken up 
for railways in a mining district. 
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The alternative route surveyed is Route No. 3 of the present memorandum. 

On my arrival at Sitarampur, I enquired into the present position of affairs by' 
seeing the Managers of the various Coal Companies. I ascertained that the claims 
previously advanced still existed, but that the Companies were open to reasonable 
offers. The Manager of the Equitable Coal Company, the Company most con- 
cerned, gave me a copy (attached) of some of their claims on the north side of the 
river. 

As far as I understand the Mines Bill, it merely gives Government power to 
acquire surface rights only if they wish ; but should a Coal ('ompany wish to work 
the coal underlying the railway, it mnst give 30 days’ notice of its intention to do 
so, after which the Railway Company must declare its decision — 

(a) if it will purchase the underlying mining rights ; 

(b) pay compensation so that the mining be done under restrictions, so that the 

railway may not be injured j 

(c) refuse to pay anything. 

In the last case the Coal Company may proceed to work its underlying coal, 
provided it does not work it improperly. The indefiniteness of the word ” impro- 
perly” seems to me to indicate a source of litigation and danger to a railway in the 
future. 

There are indications that the Staffordshire system of mining may be soon intro- 
duced in this district, the result of which would certainly cause a subsidence of the 
surface and consequent danger to the railway 

The general result seems to me to be that the Railway Company would have to 
purchase the mining rights of all coal underlying the land acquired by it when the 
coal was not at such a depth from the surface that its woiking could be ignoied. 
When the line runs on route 2 it crosses the outcrop of three seams, dipping 1 in 5, 
so that even with this dip the coal would be so close to the surface for some dis- 
tance as would not justify the Railw’ay Company allowing any undermining, and 
compensation (a) or {b) would have to be paid. 

The compensation might not be payable now, but it certainly would in the 
future when the Coal Companies wished to work under the railway. 

The results of the selection of the Sitarampur route will be therefore heavy 
compensation for mining rights having to be paid now or in the future, and, oon- 
gidering how little benefit the Bengal-Nagpur Railway will get from the fields, it 
is certainly not justified in incurring such expense. 

The crossing of the Damuda on this route is good. 

About one-third of the earth- work has been done and the land acquired. 

Sitarampur as a junction station is most unsuitable j the Kengal-Nagpur Rail- 
way would join on the Barakur branch, necessitating the lowering of a heavy cut- 
ting to allow of a fair grade into the station. The whole station buildings and yard 
would have to be remodelled, as the existing accommodation is a great deal too small 
for a junction with our line. The East Indian Railway also object strongly to 
Sitarampur as a junction, on the ground that it would be most inconvenient for 
them to work it. 

The through length to Calcutta is longer than by the Assansol route. 

Summing up, therefore, the advantages of this route are — 

(1) The land has been already acquired. 

(2) One third of the earth- work has been done. 

(3) Good crossing of the Damuda, 

The disadvantages are — 

(1) Heavy compensation to Coal Companies. 

(2) No particular facilities are given for the development of the coal-fields as a 

whole. 

(3) Junction with the East Indian Railway most unsuitable. 

(4) Greater through distance to Calcutta in respect of the Assansol route. 
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Route No. 3. 

Junction at Assansol. 

From what has been said regarding Route No. 2, it will be seen that, in my 
opinion, it is most advisable to skirt the coal-fields and not run through them. 

This avoids all future chance of claims for compensation for mining rights. 

liy following Route No. 3 it is believed, from all I can ascertain on the spot and 
from the Government geological map of the district, that coal is only found at such 
a depth on this alignment as will justify its working under the railway being 
allowed, 

A surface branch line can subseq[uently be made, as shown on the tracing, on 
condition that the various Coal Companies affected will give the necessary land and 
lay no claims to compensation for mining rights in return for the facilities offered. 

Assansol is a very large station with ample goods sidings and every facility in 
the way of station arrangements. 

The East Indian Railway thoroughly agree in the selection of Assansol as the 
junction, and, owing to the pre'^ent large accommodation of the station«yard, it is 
not anticipated that any new work will be re<5[uired at present to enable the junc- 
tion to be carried out. 

The crossing of the Bamuda is as good as on the Sitarampur route, though the 
bridge will be a little longer j it is not estimated to cost more, owing to better 
foundations and reduced height possible of piers. 

The through route to Calcutta is about 5 miles shorter than via Sitarampur* 

To sum up, the advantages are — 

(1) No heavy claims for coal compensation. 

(2) Great advantages of Assansol as a junction over Sitarampur. 

(3) Good crossing of Damuda. 

(4) Shortening of through route as compared with Sitarampur of 5 miles. 

Disadvantages —None. 

The question therefore revolves itself into whether the loss inouiTed by abandon- 
ing the "barth-work done on the Sitarampur route and the loss in re-selling the land 
acquired is counterbalanced by the disadvantages of the Sitarampur route in 
regard to coal compensation and unsuitability of Sitarampur as a junction coupled 
with the other great advantages of the Assansol route. 

The loss will be about I5 lakhs. 

In my opinion the loss is nothing in comparison with the other side of the 
question, and I am therefore of opinion that the Assansol route should be 
selected and finally adopted. 


No. 162, dated the 24th June 3887* 

From— T. B. Walton, Esq., General Manager, Equitable Coal Company, 
Limited, Sitarampur, 

To— The Chief Engineer, Bengai-Nagpnr Railway, Purulia, Manbhum. 

As promised, I have the honour to hand you two copies out of some of our 
claims for land taken up for the Bengal-Nagpur Railway. 

I beg to call your attetnion to the form of our claims, and particularly to the 
last clause italicised. 

I have written to my Managing Agents, saying that you would pay them a visit 
on your return to Calcutta. 
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Dated the 9t& January 1885. 

Prom— T. B. Walton, Esq., General Manager, Equitable Coal Company, 
Limited, Sitarampur, 

To— Babtt Jagat Chundeb Shomb, Deputy Collector of Niamatpur. (The 
Collector, under Act X of 1870, in charge of claims to land to be 
acquired for the Bengal-Nagpur Railway.) 

As the Colliery Manager of the Equitable Coal Company, “Limited,” who are 
the prospective lessors under the patni, nmalnamah, hereinafter mentioned, of the 
land consisting of 1 bigba 9 cottahsand 1 chittaok, in the village of Burtoria, in the 
District of Maiibhoom, and in the Pergunnah Chowrasee, referred to in the Gov- 
ernment Notifications, Nos 340 and 372, dated respectively the 15th September and 
13th October 1884, and as per your notices, dated' the 19th December 1884, whereby 
the Company are required to slate the nature of their interest in the said land and 
the amount and particulars of their claim for compensation in respect thereof, I 
now beg to submit the following statement of claim, reserving the right to send in 
moie specific details should the Company be advised or required to do so. 

1. The Equitable Coal Company are holders of patni lease and amalnamah and 
license from Raja Nilmoney Singh, the zemindar and owner, to explore for coal, 
limestone, iron-ore, fi.re-olay, and all other minerals with the exception of gold, 
silver, and precious stones, and that such amalnamah extending over the area is 
held upon the terms mentioned in the Schedule at foot hereof. 

2. The said area comprises the plot of land to be acquired by Government 
under the above-mentioned Notification. 

3. The said land comprised within the said amalnamah has been proved by the 
Government Geological Survey to contain rich beds of coal, iron-ore, limestone, &o., 
but none of the same has yet been definitely proved by the Company. 

4. As consideration for the grant of the said amalnamah, the Company lent and 
advanced to Raja Nilmoney Singh of Casipur, the zemindar and owner of the said 
land, the sum of R50,000, repayable out of the reats payable to him in respect 
of all lands held from him by the Company making the said loan, was his granting 
of the said amalnamah. 

5. The Company intend to prove and work the minerals on the said lands and 
to take a lease thereof in pursuance of the said amalnamah j but not being in a 
position now to put in a formal claim for money compensation under Act X of 
1870, they hereby reserve the right to put in a future claim for the same. 

6. In the event of the right to reserve their claim to compensation as aforesaid 
being refused, the Company’s claim to have the value fixed of the minerals within 
and under the said land to be acquired, upon the basis of value proved iu their 
neighbouring land at Desergur and the Bengal Coal Company's Sanctoria as the 
value of coal within the area acquired computed on the same basis as has been set 
foith in their claim for mineral lands at Desergur. 

7. The value of the said 1 bigha 9 cottahs and 1 chittaok is R14-8-0 per bigha 
and the Company accordingly claim the sum of 11421-6-6 as compensation for 
the market value of the surface of such mineral-bearing lands, exclusive of the 
minerals therein contained, 

8. The Company reserve the right to claim compensation for any damage they 
may sustain through the interruption to roads, waterways, &o*, which cannot be 
properly valued at present, 

9. The total compensation claimed by the Company in respect to the acquisitions 
of their interest in the said land is the sum of R421-6-6, exclusive of minerals, 
the right of which being reserved above and also irrespective of their claims regard- 
ing roads, waterways, &c , to bo ascertained hereafter. 
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Dated the Jannary 18S5, 

From-— T. B. Walton, Esq., General IVTanager, Eqitahle Coal Company, 
Limited, Sitarampnr, 

To — Babtt Jagat Ohundbe Seome, Deputy Collector at Niamatpur. (The 
Collector, under Act X of 1870, in charge of claims to land to 
he acquired for the Bengal-Nagpur Eailway.) 

As the Colliery Manager for the Equitable Coal Company, Limited,” who are 
the owners of 42 bighas 16 cottahs and 4 chittacks of lands (class B) in the village 
of Desergur, in the District of Burdwan and Province of Bengal, referred to in the 
Government Notification No. 340, dated the 15th September 1884, and as per your 
Notice No. 541, dated the 12th December 1884, whereby the Company are required 
to state the nature of their interest in the said lands, and the amount and particu- 
lars of their claim for compensation in respect thereof, I noTV beg to submit the 
following general statement of claim, reserving the right to send in more specific 
details should the Company he advised or required by you to do so. 

1. The Equitable Goal Company are the owners, under pottahs specified below, of 
the entire surface and mineral rights in respect of the said land, «nd also of lands 
adjacent thereto, subject to the payment of fijied rents on such pottahs respectively 
specified. 

2. The said lauds contain three separate seams of steam coal, known respectively 
as Desergur, of the estimated thickness of 21 feet, Hatual of the estimated thick- 
ness of 12 feet, and Sanctoria of the estimated thickness of 16 feet, and the cubical 
contents of the said three seams within and below the area of lands to be acquired 
by the Government in pursuance of the said Notification referred to above is equal 
to 1,053,589 tons or thereabouts. 

3. The gross value of the said 1,053,589 tons of coal, at the average rate realised 
ov the Company on sales of similar products, is steam coal RIO per ton, rubble R8 
per ton, and coke R13 per ton, and that the average working expenses attending the 
raising and output of coal, including railway freight, &c., in the same district, is steam 
coal R8-3-9 per ton, rubble R6-13-6 per ton, coke B8-11-6 per ton, leaving the 
net value of the said steam coal Ri-12-3 per ton, rubble Rl-2-6 per ton, and 
coke B4-4-6 per ton, respectively. 

4. In raising the said coal a proportion thereof becomes rubble and a portion 
thereof dust. The average proportion of rubble is 8 tons per 100 tons raised, and 
the average proportion of the said dust is 16 tons per 100 tons raised, and following 
for such various descriptions of coal, the respective values of coal within and under 
the said area would be as follows : — 



Tons. 


a. 


Steam coal . . . • 

. 800,723 

14,13,785 

6 

0 

Bubble „ . . . • 

84,287 

97,466 

13 

6 

Coke )i • • • • 

Loss of dust in making coke 

56,191 
• 112,383 

2,40,567 

11 

6 


1,053,689 17,61,809 15 0 


5. The said dust coal before sale converted into coke and after payment of 
all expenses of so converting the same, including loss in dust, the above-mentioned 
value of B4-4-6 is the profit per ton thereof. 

6. The Company accordingly estimate as compensation for loss of said 1,063,689 
tons of coal, coke, and rubble, the sum of Rl7,5'l, 809-15-0. 

7. The value of the surface of the said 42 bighas 16 cottahs and 4 chittacks 
of lands is B15 per bigha, and the Company accordingly claim the sum of 
R12, 843- 12-0 as compensation for the market value of all such lands. 
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8. The total compensation estimated and claimed by the Company in respect of 
the acquisition of their interest m the said land is the sum of R17,64., 6513-1 1-0. 

9. The Company reserve the right to claim compensation for any damage they 
may sustain through the interruption to roads, waterways, &c,, which cannot he 
properly valued at present. 

10. The Company have set out in the second schedule hereto the detailed quan- 
titles of coal within the area of the lands to he acquired under notices referred 
to above% They value such coal at the sum of R17 il5t809“15-0, But us the Com- 
pany may not he in a position to worJc such coal for some time, they are prepared to 
accept a lesser sum as compensation for loss of the same upon the condition that if 
the coal should hereafter he worTced hy the Mailway or any Company, person, or 
persons, this Company shall he paid a royalty at the rate of 0-10-3 (ten annas and 
three pies ) per ton on all coal raised from such lands. 


Dated the 2nd July 1887. 

Demi-official from— T. E. Wynne, Esq., Agent, Bengal-Kagpur Railway Co., 

To— D. W. Campbell, Esq., Offg. Agent, East Indian Railway Co. 

I am writing home to-day to my Board. Am I justified in saying— 

(1) that you agree on behalf of the East Indian Railway to our juuotiou being 
atAssansol; 

(2) that there will he no need to make any additions to the Assansol Station 
arrangements to enable our line to join yours there, except of course the necessary 
junction signal and crossing-roads arrangements, subject of course to any extension 
in the future required by the increase of traffic ; 

(3) that the Kast Indian Railway will receive and despatch our English stores 
and materials on the same terms as they work for the Indian Midland Kailway ? 


Dated the 2nd Jnly 1887, 

Demi-official from— D. W. Campbell, Esq., Offg. Agent, East Indian Railway Co., 
To— T. R. Wynne, Esq., Agent, Bengal-Nagpur Railway Co. 

In reply to your letter of date — 

(1) I agree, subject to my Board’s approval, to your junction being at Assansol. 

(2) So far as can be seen at present, there will be no need to make any addition 
to the Assansol Station works to enable your line to join ours there, except such as 
are involved in the necessary junction arrangements. Probably additional sidings 
will be required for standing your stock on. 

(3) I will recommend to my Board that our Controller of Stores should, in 
respect of the stores of your Company, clear Custom House, take 'delivery at ship's 
side, land at Howrah, load into wagons, and make over to the Traffic Department 
for despatch on the following terms ; — 

Rupees 2 per ton for all material except articles, packages, and cases, each weigh- 
ing 10 cwt. and upwards, for which an extra charge of Re. 1 per tc.u will be made. 
One anna per ton extra will be charged per clerkage. These are the terms for the 
Indian Midland Railway. 


[Enclosure No- 3 to Railway Despatch No. 38 op 1888J 

No. 1067 C., dated the 14th November 1887. 

From— The Oonsg. Engr. to the Govt, of India for Railways, Central Division 
To — The Secretary to the Government of India, P. W. Dept. ^ 

I have the honour to forward the plans and estimates of the eastern extremity, 
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about 15 miles in length, of the Bengal -Nagpur Eailway, connecting it with th 
East Indian Eailway at Assansol. 

2. The question of the route has been exhaustively discussed in previous corre- 
spondence ending with letter No. 466 of llth July from the Agent and Chief En- 
gineer, Bengal- Nagpur Railway, and with my predecessor’s report No. 505 of 18th 
J uly. I may add that I entirely concur with the views therein set forth. 

3. The gradients are heavy, but every pains having been taken by the Engineers, 
it may be accepted that better cannot be obtained, and the steepest grade is of fre- 
quent occurrence on the rest of the line. 

The falling gradient of 1 in 150 into Assansol Station will call for careful driv- 
ing, and perhaps for some special regulation by the TraflSo Department, but need 
not be objected to. 

4. I recommend these plans and estimates for approval and sanction, subject to 
slight modification hereafter, if found necessary, in the Damuda Bridge and the 
details of station requirements. I think the details of the Damuda Bridge may be 
left an open question until the trial borings nre completed. Any change in the 
present proposal of ten spans of 200 feet would tend to reduce, and not increase, the 
present estimate. 


No. T— 1, dated the Slat October 1887. 

From— E. A. Wa.t, Esq., M.I.O.E., Snpdg. Engr., Bengal-Nagpur Eailway, 
Bengal Division, 

To — ^The Agent and Chief Engineer, Bengal-Nagpur Eailway Company, 
Assansol Junction Line. 

I have the honour to forward herewith drawings and estimates of line proposed 
to connect this Railway with the Kast Indian Eailway at Assansol j a small state- 
ment (marked A) is also added, showing the comparative cost of the more important 
items as between this line and Mr, Parker’s line to Sitarampur. 

The route adopted is that marked on the index map with a full red line, the 
dotted red line being that which Mr. Whitty selected somewhat hurriedly when 
called upon to show that a junction at Assansol was feasible. It is believed that 
the newer line is better in many respects than Mr. Whitty ’s, and the crossing of 
the river is narrower and more favourable. 

The Sitai ampur junction line is shown blue, and the black dotted lines repre- 
sent the various proposals that have, from time to time, been made for effecting a 
junction with the East Indian Railway. 

The Assansol line as now laid down leaves Mr, Parker’s line at Kunjbehari, and 
keeping higher up on the country avoids most of the high drainage met with lower 
down on the Sitarampur route. Between Kunjbehari and the Damuda Eiver, how- 
ever, two well-defined nullas are crossed, — the Bisramjore, at, chainage 90, bridged 
by three arches of 20 feet, and the Monkurajore, at chain 315, requiring four arches 
of 30 feet. Both of these have good rocky beds, and there will be little money 
spent in foundations ; at cbainages 144, 180, and 243, the line crosses a considerable 
amount of drainage, and openings of 3 spans of 20 feet have been adopted in each 
case. These may appear at first sight unnecessarily large ; but as the whole country 
is dotted over with tanks, which in times of very heavy rain might burst their 
bunds and empty their waters suddenly into the valleys, a very ample provision is 
considered desirable. 

Nowhere else is there any drainage crossed of any moment, and the culverts are 
mere outlets to very small pockets, and are in consequence themselves small. 

For the Damuda Eiver the crossing selected is most favourable. The whole of 
the east bank is one sheet of rock, and that abutment and two piers out of the nin& 
wiU be founded without difificulty almost on the surface. The west abutment will 
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be on roclc, 25 feet below the surface, while in the pier next to it, clay is struck at 
a depth of 60 feet. The boring for the intervening piers is being hurried on, but, 
except that the rock shelves rapidly towards the middle of the river, nothing defi* 
nite is known. It is probable that the depth of foundations of the sis piers remain- 
ing to be investigated will vary from 40 to 80 feet. 

On the east bank, owing to the scarcity of soil and the very considerable height 
of the formation, it is proposed to build a short viaduct, 300 feet long, and it is 
believed that this will not be found more costly than a hank at this place. 

The Damuda Bridge will consist of 10 spans of 200 feet steel girders arranged to 
carrj' a double line, if hereafter found necessary, the rails being carried on the top 
boom. 

No drainage of any moment is crossed east of the Damuda, and only a few small 
openings are required. These will generally be arches, as the stone available is so 
good, but in two cases 20-feet girders have been adopted, as they wdll be in very 
wet ground. 

Gradients,-~\n. the matter of gradients this line is very similar to the Sitaram- 
pur line. The ruling gradient of 1 in 100 has been used without hesitation when 
any considerable saving could be effected by so doing ; and, as will be seen by the 
estimate, the cost of earthwork for this, the longer line, will be less than estimated 
by Mr. Parker for the junction at Sitarampur. 

Curxies. — There are six curves on the line, of which four are of 5,C00 feet radius 
and two of 3,000 feet j of the latter, one is at Assansol Station, where the formation 
joins that of the East Indian Railway, and the other is at Kunjbehari, where the 
Assansol line leaves Mr. Parker’s original line. 

Materials , — Stone of good quality for building purposes will he found through- 
out, and no brick will be used. 

Material for ballast is plentiful, both broken stone and very excellent shingle. 
The cost of ballast will be low and the material excellent. 

Lime kunkur and good clean sand are plentiful and inexpensive. 

Stations, — A station has been arranged on the east bank of the Damuda, from 
which a siding would run through all the collieries in the neighbourhood. Consi- 
derable siding accommodation has been provided, and also engine-watering anange- 
ments. The station building would be of the type originally proposed for Purulia, 
and the accommodation for staff ample. A site has been indicated as a convenient 
one for a station at the village of Morlia, 5 miles from Paohet and 5 miles from 
Damuda. This would be put in hereafter if found necessary. 

Cost . — From an examination of the estimates submitted with this report, it will 
be seen that, although the Assansol line is longer by some 7,000 feet than the Sita- 
rampur one, its cost is not greater. The saving in earth-work is caused by the line 
being very much lighter than that to Sitarampur, while in the item of bridging 
the comparison is only very slightly in favour of the Sitarampur line, although a 
higher rate for stone masonry instead of brick has been taken. The rates for well- 
sinking and girder erection on the Damuda Bridge have also been largely increased, 
and the weight of iron-'svork taken 25 per cent, higher than estimated by Mr. Parker, 

The cost of permanent 'Way is approximately the same in the two cases, which is 
due to the extremely low rate at which coiitraots for rails have been let in England. 
Mr. Parker’s estimate of the cost of sleepers, however, was probably much too low ; 
the East Indian Railway pay R4-8-0 at Harakar for a sleeper which Mr. Parker 
estimated to cost Re. 1-12-0, a difference of R5,500 per mile, or R88,000 for 
the whole 16 miles ; no estimate is available of the actual cost of alterations neces- 
sary in the Assansol yard to effect a junction between the two Railways, but the 
plan submitted by the East Indian Railway of their proposals for junction arrange- 
ments will show how veiy slight and inexpensive these alterations will be, consist- 
ing, as they do, of the lengthening of two small bridges and the introduction of 
some cross-over roads in the yard. The Bengal-Nagpur Railway would join on to 
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an existing dead-siding, and with the exception of these cross-over roads, absolutely 
no alteration in the station-yard would be necessary. 

At Sitarampur, on the other hand, the whole station would require remodelling, 
and this would be found a very costly business. The station is on broken ground 
and very cramped, and to make it a satisfactory junction station, a much larger 
sum must be spent than would be lost in land and works by abandoning the Sita- 
rampur line. 

There is hardly room for doubt but that in the matter of actual construction 
the Assansol junction line will be a much cheaper one than that to Sitarampur. 

For the purpose of working a heavy through traffic, it will hardly be contended 
that a junction at Sitarampur, with running powers over the East Indian Kailway to 
Assansol, would be a satisfactory airangement; and if, furthermore, there is no 
economy of first cost in such an arrangement, it would appear that little remained 
to be said in its favour. 

In order to serve the coal-fields thoroughly, and give the full benefit of the Rail- 
way, one or more branches must necessarily be thrown out ; if the main line passes 
through one central group of collieries, as in the case of the Sitarampur junction 
line, a b«aach on either side would be necessary. In the proposed Assansol line the 
collieries are skirted, and one branch would run through them all. There can be 
little doubt as to which would be the better arrangement from a traffic point of 
view. 

But the great argument against the Sitarampur junction is the enormous 
claims for mineral rights on account of land that would have to be met. That one 
Company alone should prefer claims, which they are prepared to substantiate, to 
the extent of 47 lakhs of rupees, is a fact which in itself might be considered suffi- 
cient to condemn the line, and it is nothing to the point to say that by the opera- 
tion of the recent addition to the Lund Act their claim is deferred. The existence 
of minerals below the railway of such value, and the working of which could not 
possibly be permitted, constitutes a liability which cannot he evaded, and which it 
would be sound policy to face at the beginning ; and there is small doubt: but that 
the adoption of the Sitarampur junction would lay up for the Railway Company a 
crop of such claims. 

The question of mineral rights and their value on the Assansol alignment bus 
been enquired into very carefully, both by the Engineers employed on the Survey 
and by the Deputy Collector for Land Acquisition j every available authority has 
been consulted, and nothing has been left undone by which a right conclusion may 
be come to in the matter. 

The accompanying geological map will show that between Gungpur and Bai- 
toria, the line passes through a coal-bearing area, and that one or two outcrops occur. 
These outcrops have been carefully examined and found to consist of a very inferior 
shaly coal, dipping more over (as also shown in the map) away from the railway ; 
an attempt has been made to work these seams, which are nowhere more than 2' 
6" in thickness, but it has long been abandoned, and there is but little doubt 
that, while on the one hand, they could not repay working, on the other, the 
working would not in any way afEeot the railway. 

With the exception of this short length, the line nowhere passes through land 
on which the mineral rights are of value. The Managers of the various Coal Com- 
panies around Sitarampur, with the exception of the Manager of the Equitable 
Coal Company, state that the new alignment passes through lands on which the 
value of the mineral rights is considered to be nil. 

The Equitable Coal Company are the lessees of the portion between Gungpur 
and Baltoria, and they would, no doubt, like to establish a high value for running 
rights over that area ; hut, as before stated, their value, great or small, is a matter 
of no concern to this Railway. 

I have been unable to discover .any argument in favour of the Sitarampur 
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No. 62 (Railway), dated 7tli June 1888. 

From— The Secretary of State for India, 

To— The Government of India. 

Tour Excellency’s Railway letter No. 38, dated the 13th March 1888, report- 
ing your proceedings in connection with the junction 
Compa^l’jSonwfth’Ihe of the Bengal-Nagpur and East Indian Railway 
East Indian Railway at As- Compnnies’ systems at Assansol, has received my con- 
Bideration in Council. 

2. The grounds on which your Government had been led to prefer a junction 
with the East Indian Railway Company at Assansol in lieu of Sitarampur, as ori- 
ginally intended, are clearly sufficient, but it appeared to me that the compensation 
to the “ Equitable Coal Company, as described in paragraph 19 of your letter, 
which seemed to imply a pledge to carry the coals of the Company free of charge 
over the branch line to their collieries, would have been unduly ofterous, and I 
♦Letter to Bengfll-Nagpur addressed the Board of the Bengal-Nagpur Railway 
Railway Company of 4tli Company on the Sub jeot. Copies of the communications’* 

^Dittr^from ditto. No. 60 which have passed between this Office and the Company 

of 16th May 1888. enclosed for your information, from a perusal of 

which you will learn that the Company view their obligations to the Coal Com- 
pany in a different light, — namely, that no greater charge shall be made to the 
Equitable Company than to the Bengal Company for coals passing over the branch. 
Presuming, therefore, that a suitable charge will be made to both Companies, 
there seems to be no objection to the arrangement. 

3. Subject, therefore, to this limitation, your proceedings are confirmed, though 
it is to be regretted that by the premature occupation of the land which was at first 
taken up and is now relinquished this complication should have arisen. 


[EirCLOSTTHES.] 

no. 1. 

No. P. W. 671, dated India Office, London, 4th May 1888. 

From— JuLAND danvees, Esq. 

To— The Managing Director, Bengal-Nagpur Railway Company, 

I am directed to transmit herewith, for information of the Board of the Bengal- 
Nagpur Railway Company, copy of a despatch, and its enclosures, which have re- 
centiy been received from the Government of India, in respect to the junction of 
the Company’s system with the East Indian Railway Company at Assansol. 

^ith reference to this letter, I am desired to say that Viscount Cross in Coun- 
cil, while agreeing with the Government of India in the selection of Assensol as 
the point of 3 unction, desires to draw the attention of the Board to the arrange- 
ments in respect to the terms of compensation to th§ “ Equitable Coal Company, ” 
as stated in the 19th paragraph of the Goveinment of India letter, and to request 
the Board to he good enough to furnish this Office with any observations they may 
desire to offer on the subject, more particularly with reference to the precise signi- 
fication attached to Clause 2 in respect to “ no additional charge for freight, ” 
which appears to the Secretary of State, on the face of it, to be of rather an exten- 
sive scope. 
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No. 2. 

No. 50, dated the 16th May 1888. 

From — The Managing Director, Bengal-Nagpnr "Railway Company, 

To— The Under-Secretary of State for India* 

I have to acknowledge the receipt of yonc letter P. W. 671 of the 4th instant 
and its enclosures, respecting the junction of Conapany’s system with that of 
the East Indian Railway Company at Assansol. 

With regard to the terms of the compensation to the Equitable Coal Company 
as stated in paragraph 19 of the Government of India’s letter No. 38, and more 
particularly the second clause of these terms, I am to point out that the terms, as 
agreed to by the Agent, and confirmed by the Board, are somewhat diffeiently 
stated in a letter. No. 39 R». 0. of 7th January, from the Secretary to the Govern- 
ment of India, Public Works Department, to the Consulting Engineer to the Gov- 
ernment of India for Railways. 

This letter communicates the sanction of the Government of India to the junc- 
tion at Assansol, “on the understanding that the Bengal- Nagpur Railway^ Com- 
pany will make the coal branch desired, will levy the same rate from all places on 
this branch, and will make certain sidings required by the Equitable Coal Com- 
pany.” 

The obligation to “levy the same rates from all places on this branch ” is, the 
Board would point out, less extensive than an obligation ''that no additional charge 
for freight should be levied by the Bengal-Nagpur Railway Company on this branch 
mineral line.” 

The object of the obligation is to put the Equitable Coal Company on the same 
footing as the Bengal Coal Company, who have a coal-field about half-way up the 
branch, and the Boaid will see that this arrangement is carried out. 


T 


0 



272 


PROTECTIVE RAILWAYS. 


168 E., dated 26tli September 

1883, paragraphs 6 & 6. 

From Secretary of State, 

No. 143 R., dated 16th Novem- 
ber 1883. 

To Secretary of State, No. . 
28 R., dated 12th February 

1884. 


4.— Madras Bailway s. 

No. 139 (Railway), dated lOt'h September 1886. 

From — The Government of India, 

To — ^The Secretary of State for India. 

With reference to the correspondence quoted iu the margin, we have now 
To Secretary of State, No. the honour to forward for Your Lordship’s approval 
a preliminary estimate of the cost of the proposed 
railway from Tirupati to Dharmaveram, a station on 
the Guntakul-Hindupur line, together with a report 
aud other papers as noted at foot. It is expected 
that no great delay will occur in the submission 
of the regular estimates, which we have reason to hope will not exceed that 
forwarded herewith. This and the regular estimate are prepared with all reserve 
as to the period when, financially considered, the construction of this line will 
become practicable, and we do not desire to be considered as now touching upon 
that part of the question. This despatch concerns itself only with estimates 
from the point of view of the Public Works Department. 

2. The location of this extension of the Cuddapah-Nellore State Railway 
begins at the termination of the Nellore-Tirupati section of that line close to 
the town of Tirupati (about 6 miles west of Renigunta station on the Madras 
Railway), and, passing by Chandragiri, Pakal, Peelair, Vayalpad, Chinna Tip- 
sundrum, and Kadiri, ends at Dharmaveram, where it joins the Hindu pur ex- 
tension of the Bellary-Kistna State Railway. 

Pakal, instead of Damalcheruvu, will be the junction station for the project 
hitherto called the Damaoherla- Villupurain Railway ; and Chinna Tipsundrum 
will serve sufficiently the town of Madanapalle, through which place it was ori- 
ginally intended to carry the line. This proposal was, however, dropped, as it 
was found that it would increase the length of the line by about 6 miles as 
compared with the more direct route between mile 62 and mile 83 now adopted ; 
and the interests of Madanapalle are not so much greater than those of other 
towns in the neighbourhood as to warrant the outlay which would be involved 
by taking the more circuitous route, 

3. The total length of the line selected is 166 miles, and the estimated cost 
Bl,07, 89,746, which is equal to a mileage rate of R66,000. The estimate 
includes a liberal provision for rolling-stock and general charges ; and, consi- 
dering the undulating nature of the countiy to he traversed, a mileage rate of 
R66,000 is very moderate. But as the traffic to be carried on this line is not 
expected to be very great, a high standard of completion of the works will not 
he necessary for many years to come, so we are disposed to accept this mileage 
rate as fairly representing what the line may be expected to cost at the outset, 
and it should be sufficient to put the line into a condition to meet any calls on 
it for famine protection purposes. 

4. Your Lordship will observe that, in these estimates, the cost of English 
stores has been placed at I 5 . to the rupee. Although exchange is at present 
below this rate, we have not deemed it necessary to submit revised figures, as 
they might prove equally useless at the time when actual construction of the 
line is undertaken. The effect of a fall in exchange, we may remark, necessarily 
enhances the sum in rupees to he provided to meet the cost of stores purchased 
in England, but produces, on the other hand, a reduction in the sterling price of 
such stores and also in the amount of capital, raised in sterling, required to meet 
the outlay in India. 
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5- As we have now received preliminary information regarding tlie Pakal- 
Villupuram project, this occasion seems opportune for presenting to Your Lord- 
ship a brief review of th.e complete scheme which we have devised for meeting 
the req^uirements of those districts of Madras which suffered so severely from 
famine in 1875-76 — requirements to which Lord Hartington, in a Despatch, 
No. 121 R., dated 7th September 1882, suggested that attention was probably 
needed. At the same time, we are fully aware that existing financial circum- 
stances preclude us from anticipating any early prosecution of those portions of 
the system which have not yet been begun. 

This scheme consists of two portions. The one which was brought forward 
in Schedule A accompanying our Despatch No. 29 (Finance and O ommerce) of 
23rd January 1883 is now in progress; the other, which was added to that 
Schedule by our Despatch No. 27 of 29th January 1884, has not yet been com- 
menced. Both, again, have been distinguished in paragraph 6 of our Despatch 
No. 264), dated 22nd September 1885. 

6. The entire scheme (except the minor lines), together with the connection 

of it with the Mysore Rail- 
ways by a short line of 41 
miles in length and mostly 
in Mysore territory, is 
shown in an index map 
which accompanies this 
despatch. The length and 
estimated cost of the se- 
veral portions are detailed 
in the margin. The four 

projects first named have now been submitted to the Secretary of State ; that 
fiom Pakal to Yillnpnram will shortly be so; the selection from numerous pro- 
posals for the minor lines which are under investigation has not yet been com- 
pleted. 

7. The operation of the scheme for protective purposes may be briefly de- 
scribed, The Guntaknl-Bezwada line will bring the supplies of the irrigated 
Kistna delta into the heart of the Cnddapah and Bellary districts, which have 
been repeatedly devastated by famine. From Guntakul these, together with 
other supplies brought from the north by the Madras Railway, will be carried 
by the Guntaknl-Hindupur extension into the Anantapur district. Again, the 
Nellore-Tirnpati-Dharmaveram line will convey supplies from the irrigated 
Pennar delta, and also sea-borne grain brought from Madras to Tirupati by the 
Madras Railway, up into the Peelair, Madanapalle, Rayachoti, and Kadiri 
taluks — a tract shut off from the Madras Railway by a range of hills, and pro- 
bably stricken more severely in the last famine than any other. The connection 
of this line with the Guntakul-Hindupur at Dharmaveram will enable famine 
relief from the north to come down, or from the south to pass up, according to 
whichever source of supply may from time to time happen to be the more abund- 
ant. Finally, the Pakal-Villnpuram line will receive its supplies from the same 
two sources at Pakal and Vellore respeetive«y and distribute them to the Chitor, 
Pungannr, Arni, Tiruvanamalai, and adjacent tracts. 

8. It is, perhaps, unnecessary to consider definitely at the present time the 
agency by which the uncommenced lines might he constructed and worked, but 
the fact that they wiR he on the metre gauge, and their obvious dependence on 
Madras and its Government for supplies and regulation in time of famine, would 
seem to indicate that, at least, the Timpati- Dharmaveram and Pakal- Villupuram 



Names of project. 

Miles 

Estimated 

cost. 

Bate 
of ex- 
change. 

Ixr PBo- 

C ^untatnl-Bezwada 

279 

» 

1,88,00,000 

». d, 

1 8 

GBESS 

(. Nellore-Tirapafci , 

83 

60,87,823 

Actnals 


r Guntaknl-HindapTir . 

111 

65,49,000 

2 0 

Not . 

1 Timpati-Dharmaveram 

166 

1,07,89,000 

1 6 

BBGtnr 

1 Pakal-Villupuram 

135 

76,96,000 

1 6 


i Minor Lines . 

150 

90,00,000 

2 0 
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lines, together with the Nellore-Tirnpati line approaching completion, and pos- 
sibly the two northern lines also, should be combined with the South Indian 
Kailway as one administration. 

9. With regard to the traffic which these Madras lines are likely to attract, 
much difficulty has been experienced in obtaining any statistics likely to be of 
ultimate value, because the traffic in landlocked and comparatively inaccessible 
localities has hitherto been small, and a railway is certain entirely to alter the 
routes and conditions of local trade. We append, however, certain Proceedings 
of the Madras Government, comprising a report on internal road traffic regis- 
tration, and are in hopes that further and more complete information may be 
forthcoming hereafter. 


No. 85 (Railway), dated 30th September 1886. 

From— The Secretary of State for India, 

To— The Government of India. 

I have received Your Excellency’s Railway letter, No. 116 of the 23rd 
July 1886, submitting for sanction revised abstract estimates, amounting to 
Kl,88, 00,000 for the Bellary-Kistna State Railway, which now includes the 
short extension from Guntur to the River Kistna opposite to Bezwada, 

2. This railway was sanctioned by Lord Kimberley in his Railway Despatch 
of 4th October 1883, No. 120, at an estimated cost of Rl, 77, 50,000, and the 
approval of the Secretary of State in Council was given to the revised estimates, 
amounting to £90,38,053, for the two first divisions from Guntakul eastward, in 
Lord Randolph Churchiirs Railway Despatch of 16th July 1885, No. 86. 

3. The most foimidable part of the line occurs in the second division, where 
the climate also adds to the difficulties of constrnction and impedes progress. 
I observe by the report of your Director General that it will probably take two 
more seasons to complete it, and that operations in the Cumbum and Guntur 
divisions, up to the Kistna, are at present confined to those districts in which 
heavy works occur, their execution being regulated so that these sections may 
he ready for platelaying when the tunnel and ghfit works in the preceding divi- 
sion are completed. 

4. The cost of the two last divisions, for which estimates are now submitted, 
is given at £58,01,764, being at the rate of £37,674 per mile, exclusive of roll- 
ing-stock. This compares favourably with the first and second divisions, where 
the mileage cost is estimated at £49,707 and £1,27,143 respectively. The total 
estimated cost of the entire line, including rolling-stock, now amounts to 
£1,88,00,000, which is approved, subject to any modifications that may be 
necessary in consequence of the fiuctuations in the rate of exchange. The pro- 
secution of the work must, of course, depend on the funds that can he made 
available for the purpose. 


No. 101 (Railway), dated 25th November 1886. 

From— The Secretary of State for India, 

To— The Government of India. 

Your Excellency’s Railway letter No. 139, dated 10th September 1886, fur- 
nishes information respecting a system of railways mainly intended for famine 
protective purposes, which it is the desire of your Government to eventually 
donstruct in the Madras Presidency. 
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2. This system, as set forth in your letter, provides for a total additional 

railway mileage of 924 miles in the 
. 279* Madras Presidency, of which 362 miles, 
■ — as shown in the margin,* is now in 

• course of construction. For the remain- 
ins: 562 miles, t complete estimates for 

, 111 which are in course of preparation, an 
! 135 expenditure of about It3,4D, 33,000 will 

• required, and till the funds at your 

• disposal enable you to prosecute these 
works, either separately or conjointly, 

it is superfluous to mate any farther observations, except that I entirely ap- 
prove oF the preliminary steps which your Government have taken in this im- 
portant matter. I learn, from a recent communication from the Board of the 
South Mahratta Railway Company to their Agent in India, that that oflflcer has 
been directed to ascertain from your Government whether you would be disposed 
to entrust the construction of the lines from Guntaknl to Bezwada and to 
Hindnpur to the agency of that Company, the capital being provided by means 
of debentures to be raised by them at the rate of per cent., and under the 
general conditions of their contract with Government. It is unnecessary to do 
more than refer to my Eailway Despatch No. 85 of 30th September 1886, as to 
the prosecution of the Bezwada line, and as respects the Hindnpur extension 
will be for your Government to consider whether such an arrrangement would be 
advisable in the present circumstances of the Company, and I request that you 
will report your conclusions for my information. 


* Guntakul-Bezwada , , , 

Uellore-Tirapati 

Total 


t (inntakuI-Hindupar . . , 

Tirupati-Bharmaveram , 
Pakal-Villuparam • , , 

Minor lines .... 

Total 


No. 4 (Railway), dated 11th January 1887. 

From — ^The Government of India, 

To— The Secretary of State for India. 

We have the honour to acknowledge Tour Lordship's Railway Despatch 
No. 101 of the 25th November 1886, in paragraph 2 of which we are requested 
to report our conclusions on a proposal from the Board of the Soufchern Mahratta 
Railway Company to take over the construction of the lines from Gnntakul to 
Bezwada and to Hindnpur ; the capital being provided by means of debentures 
to be raised by them at the rate of 3J per cent, and under the general conditions 
of their contract. 

2. In consequence of the reference from the Company's Agent in India to 
which Tour Lordship refers, the matter was discussed fully in aU its aspects 
with the Madras Government and its officer shy the Hon. Sir Theodore C. Hope 
on his recent visit to that Presid^cy, A Minute approving the expediency of 
the transfer to the Southern Mahratta Railway Company of the whole Bellary- 
Kistna Railway, including its extension to Hindupur, was recorded at a Confer- 
ence held at Madras on the 16th November last under the Presidency of His 
Excellency the Governor. 

3. From an administrative point of view, there appear to be considerable ad- 
vantages, both ordinarily and in time of famine, in working the traffic on the 
Bellary-Kistna under the same management as the Southern Mahratta Railways, 
while the latter, being now only l,059j miles long, would not be embarrassed 
by the addition of the 279 miles, from Guntaknl to Bezwada, or even of 152 
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Guntakul to Hindupur 
Hindupur to Tumkur . 


Toiaii 


Miles, miles more which the eventual exten- 
! ^41 Bellary-Kistna Railway to 

“ Hindupur, and the linking; of that place 
* = with Tumkur, under the Company's 
contract with the Mysore State, would involve. The Company's very efiftcient 
superior staff, under Colonel Lindsay, would have no difficulty in undertaking 
the completion of the Bellary-Kistua Railway in addition to their Mysore Sec- 
tion and Western Deccan completion now in hand. 

4. Financially, the arrangement would be an economical one, since the capital 

Lakks. 'iost of Workshops at Guntakul would 
* ExSlm” : : : avowed, as also the current charge 

^ of a complete State superior establish - 
ment. The refund of our past outlay,* 
and the avoidance of the future raising of some 116 lakhs by the State direct, 
in order to complete the line, would, under present circumstances, be convenient. 

We consider, however, that the time when the Hindupur extension is to be 
proceeded with should be reserved in the sole discretion of the Secretary of State 
by means of a clause following clause 57 of the Indian Midland Railway Com- 
pany's contract and similar precedents. 

5. The terms proposed by the Company for raising the necessary funds ap- 
pear to us to be reasonable. 


Toxal 


Telegram No. 2 E.C., dated 3rd January 1887. 

From- Calcutta, Viceroy, 

To— London, Secretary of State. 

Tour Railway Despatch No. 101, dated 26th 
November last. We approve ot proposal to 
transfer Guotakul-Bezwada line to Southern 
Hahratta Railway on terms proposed, and 
would deal with Hindupur Extension by clause 
similar to 67 of Indian Midland Railway con* 
tract. 


6. The arrangement proposed being 
thus in our opinion desirable, we think 
that the sooner it is carried out the 
better. We therefore forwarded, on the 
3rd instant, the telegraphic mesasge 
quoted on the margin, and now write to 
confirm the same. 


No. 24 (Railway), dated 1st February 1887. 

From— The Government of India, 

To — ^The Secretary of State for India. 

With reference to previous correspondence on the subject, ending with Lord 
Kimberley's Railway Despatch No. 65 of the 29th July 1886, we have now the 
honour to transmit, for Your Lordship's consideration and orders, a revised ab- 
stract estimate of the cost of constructing the Hindupur Extension of the Bel- 
lary-Kistua State Railway, 111 miles in length. 

2. The estimate submitted with our Railway Despatch No. 81 of the 4th 
June 188fa worked out to R58,79,571, or Ro2,969 per mile, hut omitted outlay on 
Establishment, Rolling-stock, Plant, and Workshops ; adding sufficient for these 
items the mileage rate would have amounted to about R64,000. In the opinion 
of our Consulting Engineer, however, some items were capable of redu- tion, and 
taking the exchange at the conventional rate of two shillings per rupee, we 
placed the total estimate at R66,49,0CK) or R59,000, per mile. 

3. An abstract of this estimate subsequently received from the Madras Govern* 
ment, revised to accord with a rate of exchange of one shilling and sixpence per 
rupee, and providing to some extent for the items omitted, worked out to a total 
of R7 6,68,338, or R69,082 per mile. It contained, however, an incorrect charge 
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for “ Electric TelegrapH ** amounting to El, 11, 250, the greater portion o£ which 
should not have appeared, as the only charge under that head to the Capital 
cost of a railway is rent and maintenance during the period of construction. 

4. On receipt of Lord Kimhei ley’s Despatch above quoted, in which His 
Lordship desired that complete estimates should be furnished before his sanction 
was accorded, we addressed the Government cf Madras and called for a further 
estimate revised in accordance with the views that had been expressed by our 
Consulting Eugineer which had been communicated to that Government. "We 
have now to lay before Your Lordship the outcome of the revision made in 
Accordance with those instructions, and supplemented by the experience since 
gained in estimating for Railways in the Madras Presidency. The figures have 
been further re-examined and revised by the Director General of Kailways and 
our Consulting Engineer, and we believe they now represent a fair approximation 
to what the line will cost if constructed under ordinary circumstances* The 
abstract we now submit, and to which we ask Your Lordship’s general sanction, 
totals to R7 5,25,000, or E67,792 per mile, which, allowing for difference in rate of 
exchange, is nearly the same as the amount of the estimate previously submitted 
to Lord Kimberley. 


BELLAEY-KISTNA STATE RAILWAY. 
Hindupttb Extension-— 111 miies in length. 
IteoUed Abstract JEstimate of cost of construction. 
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State linos, I desire to draw your particular attention thereto, and at the same 
time to state that I shall be glad to be favoured with the opinions and recom- 
mendations of your Government on the Board^s proposals. 


No. 639, dated London, the 14th January 1887. 

From— Henbt W. Notman, Esq., Managing Director, South Indian Railway, 

To— Wm. S. Betts, Esq., Agent, South Indian Railway Company, Trichinopoly, 

The Directors understand that it might probably meet the views of the 
Government were this Company to undertake the working of the Nellore-Tiru- 
pati State Railway, 83 miles in length, which will, it is believed, be ready for 
opening in April next. The Directors desire that you will intimate to Govern- 
nient their readiness to undertake this work on terms to be arranged, which 
might, it is thought, be similar, mutatis mutandis, to those proposed for the 
working by the Southern Mahratta Company of the Guntakul-Nundial section 
of the Bellary-Kistna State Railway, of which you are already in possession of 
a copy. 

2. The Directors have reason further to believe that Government has had 
under consideration the question of entrusting to this Company the construc- 
tion, as well as the working, of certain State Railways projected in the imme- 
diate vicinity of their system. 

Should this he the case, the Board would be prepared, should the Govern- 
ment see fit to place the work in their hands, to undertake the construction of 
the lines from — and to raise the necessary funds for this purpose on terms to be 
settled— 

1. Tirupati to Dharmavaram— 166 miles. 

2. Pakal Junction to Villupuram— 135 miles. 

3, The estimated cost of these two lines is, it is stated, 108 lakhs and 77 
lakhs respectively, or with the rupee at Is. 6d., £1,387,500. 

Should the course indicated he followed and the construction of these lines 
he handed over to the Company, to whose system they would, when completed, 
form valuable feeders, a saving to the State would be effected in the outlay 
upon large workshops and plant, for the maiuteuance of rolling-stock which 
would otherwise he necessary, and in the expense of a separate supervising 
establishment, as the staff of the Company would with small increase, and that 
principally in the subordinate grades, he sufficient for the work. 

No delay in commencing operations need occur after terms are agreed upon, 
as the organisation of the Company is complete and the works could be proceeded 
with at once. 

Should the Government of India, in reply to the references which you are 
now empowered to make to them, manifest a desire to employ the agency of 
this Company for any of the objects mentioned in this letter, the Board will, 
on hearing from you to that effect, place themselves in communication with the 
Secretary of State, in view to the early settlement of terms. 


No. 24, dated 10th March 1887. 

From— The Secretary of State for India, 

To— The Government of India. 

Your Excellency’s Railway letters Nos. 4 and 24, dated 11th January and 
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1st February 1887, respectively, in respect to the Guntalail-’Bczwatla and the 
Guntalml-Hindupur Railways, have received iny consideration in Council . 

2. With, the laitoi* of these two letters you submit a revised abstract esti- 
mate of the cost of oonsti’uctinjj the Guntakul-Hindupur section of the Bellary- 
Kistna Railway, amounting to £75,25.000, while in the former letter you sug- 
gest that both the lines in question — namely, that from Guntakul to Bezvvada 
and that from Guntakul to Hindnpm* — should be handed over for constructiou 
aud working to the Southern Mahratta Railway Company, the necessary capi- 
tal being raised by that Company hy the issue of per cent, debentures, and 
under the general conditions of their contract with Government. 

3. This necessary capital amounts, according to the information afforded by 
your Railway letter No. 116 of 23rd July 1886, to £1,88,00,000 for the Gun- 
takul-Bezwada line, and, according to your present letter No. 24 of the 1st 
February 1887, to £75,25,000 for the Guntakul to Hindupur line, thus making 
a total of £2,63,25,000. This total does not correspond with paragraph 4 of 
Your Excellency’s Eailway letter No. 4, dated 11th January 1887, by which it 
might be inferred that £2,67,00,000 represents the total capital cost of the 
Guntakul-Hindupur line. The reference made in that paragraph to the outlay 
of 142 lakhs on the line is not borne out by any previous information which has 
reached this office, and is probably a mistake, being intended to refer to the 
Guntakul-Bezwada line, on which it is known that active operations are in pro- 
gress. 

4. These points, however, do not seriously affect the main issue, — the 
proposal made by your Government that the lines in question should be 
entrusted, under certain conditions, to be completed and worked by the agency 
of the Southern Mahratta Eailway Company, with respeefc to which I would ob- 
serve as follows. 

While fully recognising the administrative convenience and economy which 
might be looked for from such an arrangement, the present time, when the 
Bengal-Nagpur Company has just issued a capital of 3,000,000^. and a sum of 
2,660,000^. is required for the renewal or fresh issue of debentures by various 
existing companies, would be very inopportune for making an arrangement 
with the Southern Mahratta Railway Company for raising the money required 
for the lines in question. For the present, therefore, the financial part of the 
arrangement cannot be entertained, and the expenditure on further construc- 
tiou works must be regulated by the means at the disposal of your Government; 
but, as regards the question of management, you will have learnt that the 
Southern Mahratta Railway Company have entered into an agreement for work- 
ing the Guntakul-Nundial section of the Bezwada line for a year, as proposed 
by your Government. 

I am willing to accord my sanction, en the information now supplied, to 
the revised estimate of cost of constructing the Guntakul-Hindupur Railway 
being fixed at £75,25,000. 

No. 65 (Eailway), dated 15th Mfareh 1887. 

Erom — The Government of India, 

To — The Secretary of State for India. 

We have the honour to acknowledge Your Lordship’s Railway Despatch 
No. 16, dated the 10th February 1887, forwarding, for our information, a copy 
of a letter which the Directors of the South Indian Railway Company have 
addressed to their Agent in India relative to the working by the Company of 
the Nellore-Tiraputi section of the Cuddapah-Nellore State Railway, and also 
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to the construction and working of its uncommenced sections, and while draw- 
ing our particular attention thereto, asking to be favoured with our opinions 
and reconamendations. 

2. In reply, we have to inform Your Lordship that, having in view the pro- 
bability of some such offer being made by the South Indian Railway Company, 
the matter was discussed fully in all its aspects with the Madras* Government 
and its officers by the Hon, Sir Theodore C. Hope, on his visit to that 
Presidency in November last. A Minute approving of the expediency of work- 
ing the Cuddapah-Nellore Railway by the South Indian Company, and noting^ 
as very desirable, the ac(j[uisition by that Company of this line and its extensions 
from Tirupati to Dharmaveram and Villupiiram to Pakal, was recorded at a 
Conference held at Madras on the 16th November 1886, under the presidency 
of His Excellency the Governor, and with the opinions therein expressed we 
are quite in accord. 

3. The arrangement was foreshadowed in paragraph 8 of our Railway De- 
spatch No. 139 of the 10th September 1886, and from an administrative point of 
view it appears to us highly desirable, as it would cheapen the working of the 
South Indian Railway Company, keep its staff better employed, and spread the 
general superintendence over a much-extended area. Some considerable economy 
would also doubtless be obtained in the large outlay upon workshops and plant. 

4. The estimated cost of the lines under discussion is as noted on the margin, 

and were the Cuddapah-Nellore acquired 
by the South Indian Railway Company, 
an immediate refund of fully 61 lakhs 
would be obtained. The estimates for 
the two uncommenced sections were 
submitted to Your Lordship under our 

Railway Despatches No. 139 and No. 41 of the 10th September 1886 and the 
8th March 1887, respectively. The construction of these extensions, however? 
would stand over for consideration hereafter, whenever the financial situation 
permitted ; and as regards them, we recommend, as in the parallel case of the 
Bellary-Kistna Railway, that the time when thsir construction is to he pro- 
ceeded with should be reserved in the sole discretion of the Secretary of State 
by means of a clause following clause 57 of the Indian Midland Railway 
Contract, and similar precedents. 

The general terms for the working of the Cuddapah-Nellore section by the 
South Indian Railway have been arranged, and we are expecting the formal 
agreement for ratification at an early date in view of opening for public traffic 
in April next. 


Completed— 

Nellore to Tirupati 
Uncommenced— 

Tirupati to Dharmaveram 
Pakal to Yillupuram 

Toii-L 


Miles. Cost. 

B 

. 83 60 , 87,823 

. 166 1 , 07 , 89,000 
. 136 93 , 97,600 

2 , 62 , 74,233 


Extracts from Notes of a Conference held at Quindy JParh on 16th November 

1886. 

Pbesent ; 


His Excellency the Govebnor oe 
Madras. 

Hon. Sir Theodore C. Hope. 

Hon. 0. G. Master. 

Hon. E. E. Webster. 

# • # * « 


Hon, H. C. Stokes. 

General Hancock, B.J 8 . 
Colonel C. J. Smith, B.E. 
Colonel Pennecuick, R.J&, 

# # # # 


-Swfl^.—That the Cuddapah-Nellore Railway as now under construction might 
be very suitably given to he worked by the South Indian Railway 
Company, 
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— That the acquisition by that Company of the line under construction, 
and its extensions from Tiraputi to Dharmaveram and Pakal to 
Villupuram, on a basis similar to that suggested by the Southern 
Mahratta Company in the ease of the Bellary ‘Kistna is very desir- 
able. 


No. 41 (Railway), dated 8th March 1887, 


From— The Government of India, 
To— The Secretary of State for India. 


In continuation of our Railway Despatch No. 139 of the 10th September 
1886, we have the honour to submit herewith a letter from the Government of 
Madras, Public Works Department, No. 90oR. of the 6th December 1886, 
covering a report and estimate of the Pakal-Tillupuram Railway, together with 
a note thereon by the Consulting Engineer for Railways, Madras. 

2. The estimate, as submitted by the Government of Madras, totals to 
R85, 77,259, which, on the length of 134i miles, gives a mileage rate of 
B63,771. 

3. The plans and estimates have been considered by our Director General of 
Railways and by our Consulting Engineer, and we attach copies of tlieir notes 
for Your Lordship*8 information. 

4. Our Director General of Railways, on the information before him, is dis- 
posed to consider the estimate as too low, and pending a revision of the esti- 
mate by the Government of Madras in the light of the criticisms which the pro- 
ject has now undergone, he would put its probablecostat R70,0()0 per mile, or a 

* Outlay in England eon- total o£ R93,97,500.* The revised and fuller esti- 
verted at la. 6d. mates referred to in the notes of our Director General 

of Railways will be called for and will be sent on to Your Lordship hereafter 
should they on receipt appear to merit any particular notice. 

5. With the estimates for this section of the Madras famine lines we also 
forward, for Your Lordship’s consideration, a letter from the Government of 
Madras, No. 779 R. of the 19th October 1886, covering a note, with map, oa the 
construction of Protective Railways in the Ceded Districts. 


6. Tour Lordship has now before you in this and our other despatches 
t No. i39_Mway of 10th quoted Oil the marginf full estimates of the three ex- 
tensions t of the main lines in the Madras Presidency 
for famine protection purposes which have not yet 
been begun, and which, with the minor lines to be 
taken up afterwards, form the unfinished portion of 
the complete scheme explained in paragraphs 5 to 7 
of our Railway Despatch No. 139 of 10th September last. We may here repeat 
the remark made iu the first paragraph of that letter, that these estimates are 
submitted with all reserve as to the period when, financially considered, the con- 
struction of this extension will become practicable, and we do not desire to be 
considered as now touching on that part of the question. 


September 1886. 

No. 24 Eailway of 1st 
February 1887. 

t Gantakul-Hindupur. 
Tirupati-Dharmaveram. 
Pakal-V illupuram. 


No. 779 B., dated 19th October 1886. 

From— Colonel 0. J. Smith, R.E., Joint Secy, to the Govt, of Madras, 
Public Works Department, Railway Branch, 

To— The Secretary to the Government of India, Public Works Department, 
In continuation of my letter No. 205R., dated 11th March 1886, I am 



282 


PROTECTIVE RAILWAYS. 


directed to forward, for the earnest consideration of the Government of India, a 
note by the Officiating Director of Uevenne Settlement and Agriculture, on the 
pressing necessity for protective railways in the Ceded Districts. 

2. I am to state that His Excellency cannot view without alarm any further 
postponement of the construction of the lines in this Presidency which offer the 
only protection possible against a recurrence of the calamities of 1876-77. 

3. Some years have already elapsed since the famine protective policy of the 
Government was adopted, yet, as Mr. Price shows, the poitioii of this Presi- 
dency most liable to drought is in a position hut little, if at all, better than it 
was in 1876. 

4. The yearly loss of revenue, considerable as it is, still continues ; and, i f 
only to save stiil greater financial embarrassment hereafter, His Excellency 
trusts that, whatever may be the arrangements necessary to meet present exi- 
gencies, they may include provision sufficient to meet the interest on the capital 
outlay required for the famine protective lines in this Presidency. 


Loss of life. 


Note hy J. F. Price, Esq., on the construction of Protective Pailioays in the 

Ceded Pist/ncis. 

Of all the famines that have visited the Madras Presidency since it passed 

„ , ^ , , . . ^ . into the hands of its present rulers, that of 1876- 

Extent of famine of 1876-78. ,, , . * J J .7 XT. 

1878 was the most severe, extensive, and costly to the 

State. It included, more or less, 14 districts out of 21 into which the Presi- 
dency was then divided. This area comprised 83,000 square miles, with a 
population of very nearly 20 millions. 

The mortality consequent upon the famine is variously set down at from 
2i to 31 millions of people. The Famine Commis- 
sioners remark (page 211, Part III, Report) that 3^ 
millions of the population appear to have been missing in 1881. This observa- 
tion is based upon the figures given for the census of 1871 and that of 1881. 
In the former of these the numbers returned were, no doubt, under the mark, 
while those of 1881 were far more accurate. It may, therefore, be fairly 
assumed that an estimate of a loss of life, to the extent of 3-| million souls, is 
not an inordinate one. To this has to be added tbe decrease of population, 
caused by a diminished birth-rate, continued over a period subsequent to the 
famine. An idea of this figure may be formed from the fact that the average 
rate per mile of the fourteen districts which suffered, was for the year 1878 
8'8, as compared with a mean ratio of 20’0, and that for ,the Ceded Districts 
it was 4*2. The great mortality of children during the famine, coupled with 
the very low birth-rate which existed at the same period, will, in years to come, 
appreciably affect the increase of population. 

It is difficult to estimate, with any approach to certainty, what the loss of 
cattle, owing to the famine, was. No account of 
mortality under this head was kept during this 
epoch. Such statistics as are available are not quite 
reliable; hut Mr. Benson, then Acting Superintendent of Government Farms, 
in paragraph 111 of his Annual Report for 1881, estimated the figure at 
1|^ millions head of cattle and two millions of sheep and goats, valued at 200 
lakhs of rupees,— remarking, at bhe same time, that this estimate, which was 
based on the accounts up to June 1877, did not refer to the whole period of the 
famine or make allowance for the terrible after-deficiency in young stock. The 


Loss of cattle. 
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customs returns show that the increase in the export of hides, during the three 
famine years, as compared with the three preceding them, was 2,450,000 : allow- 
ing that one million of these came from M 3 ’sore, which is no doubt a figure con- 
siderably above the mark, and supposing that the hide of every animal, which 
died in consequence of the famine, was exported, which certainly was not the 
case, Mr. Benson’s estimate seems to be too moderate. It might probably be 
with safety doubled. The loss in sheep and goats, which in some places were all 
but exterminated, could hardly have been much short of 4 millions. 

Mr. O’Conor, in his review of the Trade Returns of 1877-78, calculates that 
the abnormal mortality o£ cattle for that year alone was 2 millions, and observes 
(page 26) : “ When we consider that even the normal mortality is far in excess 
of what it ought to he, it would he difficult to exaggerate the blow to the agri- 
cultural prosperity of the country which these figures imply.” 

The close of the famine, owing to the restriction which then existed against 
the throwing up of land upon which arrears of 
omnK^t^the revenue were due and the great disorganisation of the 

village system, occasioned by the calamity through 
which the people had passed, was not the period which showed the greatest 
falling ofP in the occupation of land. The removal, in 1879, of the restriction 
above alluded to, was speedily followed by a decrease, in two years alone, of 
no less than 2,337,000 acres in the occupied area ; and though there has since 
been a recovery, there was still, at the close of the revenue year 1884-85, a total 
decrease of 683,000 acres in the occupied area, as compared with the year 


prior to the commencement of the famine. 

The actual expenditure on account of the famine of 1876-1878 was, up to 
the 31st July 1886, 697| lakhs of rupees, and up to 

Cost of the famine, March 1880 the loss of revenue from* all sources was 
estimated at 191 lakhs of rupees. The Famine Com- 
missioners, in their report, remaik that the total loss entailed by the Madras 
Famine could not be less than 8i millions sterling— a figure evidently arrived 
at by adding together the actual cash expenditure up to date, and the estimated 
falling off of revenue. The Commissionei*s did not here take account of the im. 
mense loss involved to the State by the check to the general prosperity of the 
country, caused by the famine, or of that entailed upon the people by the death 
of thousands of cattle, and by having, in order to supply themselves with food, 
to sell, for much below their value, their jewels and other personal property. 
Jewels, the outward and visible sign in Indian agricultural life of a well-to-do 
condition, had at the close of the famine almost entirely disappeared in those 
districts which had suffered severely. What, when all the factors mentioned 
above are taken into consideration, the total loss to the State and people was, it 
is difficult to say, but it does not seem an error in the direction of over-estimate 
to put it down at 14 millions sterling. 

The area upon which the Madras Famine fell with the greatest intensity 
was that known as the Ceded Districts, comprising 
Ceded Districts, the area what was, in 1876-1878, the Bellary district, now 
most S^verely.^^ divided into those of Bellary and Anantapur, and, in 

addition, the Kuddapah and Kurnool districts. The 
Famine Commissioners (page 86, Part II of their Kepori) remark of this region : 

“ It is here that famine has always been most sevrere.” It covers 27,000 square 
miles of country. Its population in 1871 was returned as 3,978,000: in 
1881, over 800,000 of this number were missing, and as, by that time, all famine 
wanderers, who had survived the privations to which they had been exposed, 
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had, no doubt, returned to tbeir homes, this figure can safely be taken as repre- 
senting the direct decrease of population within this area occasioned by the 
famine. The loss of cattle, taking the figures of the quinquennial returns of 
the period ending 30th June 1872, and comparing them with those for the 
ofiScial year ending 31st March 1878, was 730,000 head, or nearly i million. 
The expenditure due to the famine, in this area alone, amounted to 268 lakhs 
of rupees. 

The area of laud occupied in the Ceded Districts showed a steady decrease 
from the beginning of the famine, until in Fasli 1291 
Decrease of ciUtiyation in (1881-82) the culminating point was reached, and the 
quence of the famine, occupied area of that year exhibited as compared with 

that of Fasli 1285 (1875-76), a decrease of 959,000 
acres. Since then there has been a slow improvement, hut at the end of Fasli 
1294 (1884-85), the decrease, as compared with Fasli 1285 (1875-76), was still 
828,000 acres, — au area representing a loss in way of assessment to Government 
of, in round numbers, 5 lakhs of rupees. This appears to evidence that agricul- 
tural recovery from the famine is, in this tract, not complete or nearly so. 

The Ceded Districts, as will be seen from the index maps facing page 23» 
Part I of the Famine Commissioners* Report, from 

pCTiodicity of famine in account given at page 71 of the replies of the 

the Ceded Distncts. r £ v^ • n 

Board of Revenue to Chapter I of the Famine Com- 
missioners*' questions, and from the Bellary Manual, pages 73-76, form a tract 
which has wholly, or in part, suffered during all the noteworthy famines which 
have visited this Presidency during the present century, viz , in 1803, 1824, 1833, 
1854, 1866, and 1876. A large portion of it was again, at the end of 1885, on 
the verge of famine. • 

This area, which from its peculiar position, situated as it is in great part in 
the centre of the Presidency, and embracing the 
Absence of Irrigation whole of the zone not adequately reached by either 
Works in this tract. monsoon, is constantly liable to a deficient rainfall, 

and therefore must always he exposed to drought. With the sole exceptions of 
the Cumbum tank in the Kurnool district, the Tungabhadra channels in Bellary, 
and the canal which passes through the Kurnool district and a small portion of 
that of Cuddapah, it can boast of no irrigation woi’ks worthy the name. Here 
and there are to be found fairly-sized tanks, but the vast majority of this class 
of works are small and shallow reservoirs, incapable of holding a decent supply 
of water, and of no use whatever in times of famine. 

Schemes for the protection of appreciable portions of the Ceded Districts have, 
from time to time, been put forward, hut the outlay which it was found that 
they would involve— in one case over a miliion sterling— and other difficulties 
have resulted in their being abandoned. It is agreed, by all those best able to 
judge, that the protection of the Ceded Districts from famine by means of 
irrigation works is, owing to financial and other considerations, for the present 
at any rate, quite impracticable. Possessing as they do, within the large extent 
covered by them, no protected area, which can in time of real famine do more 
than provide for itself a comparatively speaking small surrounding patch of 
country, they must of necessity, when home-stocks are exhausted and the real 
pinch of famine manifests itself, become dependent upon without for their sup- 
plies of food. If the transport of these is not efficiently and fully provided for 
in times of comparative plenty, such as the present, the horrors and misery which 
those who passed through the midst of them still shudderingly remember wiU be 
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repeated when the droughts, which no human power can avert, and which 
experience shows reappear at no very distant periods, recar, as they most 
assuredly will* 

The physical character of the Ceded District is, in some ways, peculiar. In 
parts, especially in a large portion of the district of 
Cuddappah, it is cut off from the valley through 
which the Madras Railway runs by chains of lofty 
hills, traversable, at only rare intervals, by passes with high gradients which, 
where capable of improvement at all, are so only at a veiy large expenditure. In 
others the country consists of vast plains of black regur-soils, the roads through 
which, though in the fine weather passable enough, become, as soon as rain fallsj 
quite the reverse. A slight downpour is sufiicient to convert them, in most 
places, into deep quagmires. The main lines of road are, generally speaking, 
very fair, but have, almost without exception, no bridges and no causeways 
over rivers or streams : these, when rain falls, are often nnfordahle for day® 
together, and, during the dry weather, are sheets of heavy sand, through which it 
is difficut to force a laden cart, even when drawn by cattle in good working condi- 
tion, and much more so when the cattle used are, to the last degree, emaciated. 
The roads branching from the trunk lines are, as a rule, indifferent: in the up- 
lands, heavy gradients occur and the roads are intersected by numerous 
unbridged nullahs and streams, while in the plains the only material for repairs 
is, in many places, had. 

Such was the condition of the internal communications of the Ceded Dis- 
tricts at the period when the existence of a severe 
famine, with the almost ahaolate certainty of its con- 
tinaance, became evident. The home-stocks of the 
people were practically exhausted; prices rose to an unprecedented figure; 
the country being thoroughly dried up, fodder, excepting in a few favoured 
localities and where wells were available, became almost absolutely unprocurable ; 
marked emaciation, the result of waut of sufficient food to adequately sustain the 
vital powers, manifested itself in man and beast, and death was rampant among 
them. So early as the end of 1876, cattle were dj^ing by hundreds in most 
parts of the Ceded Districts, and, not much later on, these hundreds became 
thousands* In the country surrounding the locality referred to, the famine was 
more or less intense, and in parts of Mysore and Hyderabad, and of the Bom- 
bay Presidency immediately adjoining Bellary, Kurnool, and Kuddapah, the 
distress was almost, if not quite, as severe as in those districts themselves. 
There was, to all intents and purposes, little or no food to be had, and though, 
here and there, hidden stores of grain were held by a very few, even until the 
climax of the disaster had been reached, they were not brought out, in any 
appreciable quantity, or were retained by their owners, either in view to future 
large gain, or as a means of sustenance, should matters grow worse. Nothing, 
as a matter of fact, could be procured from the surrounding conntiy, for many 
miles in every direction, excepting perhaps from the Kistna district, and then only 
in comparatively small quantity. The sole source of supply to which the bulk 
of the starving people could look for the food of which they stood so much in 
need was the railway which traverses the Ceded Districts from south-east to 
north-west, and connects them with the port of Madras on the one side, and, by 
means of the Great Indian Peninsula Railway, with that of Bombay on the 
other. Through this channel, 349,000 tons of grain were carried to and depo- 
sited at railway stations in the Ceded Districts, between the month of August 
1876 and that of December 1878, but the condition of transport, which had to 
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distribute this throughout the country, was such that heavy blocks of grain 
occurred at the more important stations, one at Bellary itself being of such extent 
that, finally, when people were all still dying throughout the district, if not of 
actual starvation, certainly of something very nearly akin to it, it became neces- 
sary, owing to the grain having, while waiting for carriage, been so damaged as 
to render it unfit for consumption, to replace it in trucks, convey it to the 
Hagari, and there destroy it. 

In the early days of the famine, Government decided to establish reserves of 
, ^ « grain, in certain localities within the Ceded Districts, 

Transport of rice oy Gov- ° ’ 

ernment for the purpose of and, in the course of six months, 22,666 tons of rice, 

forming reserves. despatched from Madras hy railway, were carried 

from the several up-country railway stations to the dep6ts selected, the expendi- 
ture on this account being very nearly five lakhs of rupees for cartage and charges 
for transport staff alone. The average cost of this transport, not including 
that of the staff, was 6 annas 2| pies per ton, or 2-| pies per maund per mile ; 
but in July 1877 (Government having then, but recently, ceased to carry grain) 
this rate had become doubled, the charge being R24 for 9 hags of Ifidfb each 
nominal, or ft 1-5-4 per maund for the journey of 60 miles between Gooty and 
Kurnool, along the best existing road in the district ; this being at the rate of 
4| pies per maund, whereas carriage by railway, of this weight, would not 
have exceeded ^ pie per mile. 

It was estimated, hy the officer in charge, that during the six months that 
government transport operations were in progress, 
trai'i'./i. u -v o • ..'n'o some 9,000 bullocks were thereby maintained in good 

of operations by Government, ,... a ^ , 

working condition. As the rates paid were very high 
and the contractors wealthy men, they were in a position to import fodder for 
the animals employed and to store it along the lines of road traversed. One 
thousand six hundred bullocks were, however, necessary to carry this fodder and 
the food for the men engaged in the transport work. Private traders availed 


themselves, to an appreciable degree, of the Government transport, they having 
the inducement to do so, which was offered by the Government charging a re- 
duced rate, and themselves paying the difference. Had traders been in a position 
to procure carriage more cheaply than Government, they would not have ac- 
cepted this concession. That transport would never have been available, during 
the famine, even to the small extent that it was, had not Government, at a very 
great outlay, gathered and supported what could he procured, is clearly evinced 
hy the facts that, within six weeks after their operations ceased, rates were 
doubled, and that, on most of the roads, coolies, who throve on the rice which 


they pilfered, had taken the place of cattle in the grain carts. In fact, bullock 
transport virtually ceased when operations by Government were discontinued. 
This (June 1877) was the period when the famine throughout the Ceded 

Condition of affairs In tho entered upon its phase of greatest intensity ; 

Ceded Districts in June 1877 the grain traffic had, hy this time, cut up all the 

and succeeding montlis. ,. ,, , , , . 

roads, excepting the great trunk lines, to an extent 

which rendered them all but impassable ; water failed in many places, there be- 
ing so little that the people sometimes sat for hours over a well in order to pro_ 
cure a small pot of it. Such was the emaciated condition of the coolies that i^ 
was impossible, even if water for tamping had been available, to have bad the 
roads at all efficiently repaired ; of fodder there was practically none, the condi- 
tion of things being so bad that the oholnm thatch of deserted honses was fre- 
quently the only food for cattle. The ntter absence of fodder over large areas, 
jts great costliness when it could be procured, and the widespread want of water. 
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caused a friglitful njortalitj' amongst the cattle aud great dehilUj iu the sur- 
vivors. 

The consequence of this was that the powers of the transport within the 
Break-down of cart trans- Ceded Districts entirely failed, when they were re- 
port and its effects. quired to be exerted to the most, and, thou£>h rice 

came pouring in rapidly enouirh, to places on the railway, the existing blocks of 
grain at these stations increased instead of, as would have been the case if the 
Carriage available had been sufficient to meet the occasion, disappearing. With 
tlie enormous prices to which this gave rise, especially in the parts of the 
country distant from the railway, came an appallingly heavy increase in human 
mortality. The people died, literally, by thousands, from the effects and con- 
comitants of absolute want, and the country, which was an arid desert, with 
hut rare cases, was strewn with the carcasses of dead or dying cattle. 

Appendix A exhibits the period of highest prices of rice, in every taluk, of 

Increase of death-rate, 6^®^ Districts, during the famine cf 

generally synchronous with 1876-1878. This extended over three months, and 
increase m prices. statement are added, for the sake of compari- 

son, the prices of the month which preceded and of that which followed it. 
In juxtaposition is given a table for these months showing the death-rate per 
mille. It will be observed that, with very few exceptions, the increase in the 
death-rate was syuichronous with that in prices. 

Appendix B gives the average price of rice, in every taluk of the Ceded 

Hteh pneesand doatt-rato. Districts, for the year 187J-, and the death-rate per 
gcnerciiy coincident with dis- mille for the same period. It will be seen that high 
td.neeirom lwalh^ui. prices and high death-rate, generally speaking, 

accompanied distance from the railway. The inference to be drawn from this, 
which is one supported by what has already been brought forward, is that want 
of proper distributing transport fiom the line of rail was at the bottom of the 
evil. The exceptions to the rule, referred to above, are very probably capable 
of being explained by local causes, such, for instance, as large relief camps, as 
was the case at Rayachoti, or the accessibility of the supplies from other dis- 
tricts, as was the case with the Murkapur taluk, which, bordeiing on the Klstna 
district, was enabled to procure grain from that source. 

It was in September 1877, when a more dire catastrophe than India bad 
ever before known, appeared imminent, and when the sufferers seemed in their 
misery to have become indifferent as to whether they lived or died, that the 
long-looked-for and wished-for rains commenced, and that the people and 
country began to slowly recover from the fell blow wliich they had received. 
Had the famine continued for three months longer, nothing could have averted 
a far more terrible loss of life and property than was actually sustained. 

There can be no doubt, as there was ample supplies of grain available from 
various parts of India and from Burma, and adequate 
means for carrying these to the sea-ports of the 
Madras and Bombay Presidencies, and as rice, in 
quantity so great as to cause an enormous block at 
the port of Madras, another of great magnitude at 
Eaichore, and many smaller ones at minor places, was imported, that the in- 
ability to adequately supply the starving people of the Ceded Districts with 
food did not arise from any lack of grain from without, or of means for con- 
veying sufficient quantities of it to certain central points, whence the work of 
distribution bad to be effected. The failure lay in the cart transport, which 

V 2 


Want of food in tke Ceded 
Districts, not the result of 
lack of grain from without, 
or means of transport to 
points on the Railway, hut of 
failure of eaxt transport. 
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could not carry off, with anything like Hufficient rapidity, the grain which 
came in. 

The Madras Railway the The sole agency which bore supplies from the sea- 
ports and parts of_ the country where grain was 
Districts. abundant to the distressed area, comprised in the 

Ceded Districts, was the Madras Bailway. 

It is true that this line, under the sudden and abnormal call which was 
made upon its resources, was at first unable, owing to insufficient engine-power 
and rolling-stock, to carry as much grain was required of it, but this defect 
was soon, to a very great degree, remedied, and as the famine grew so did the 
quantity of grain carried by the railway. 

In October 1876, 11,000 tons of grain were delivered by rail in the Ceded 

Amount of grain carried by Distriets. In September 1877, the month in which 
the Railway to this area dur- the rains began, the quantity was 29,000 tons. Allow- 
ing the famine. average population of the Ceded Dis- 

tricts was, during the famine period, 3,500,000, allowing 1 Ib of grain per diem per 
head of this number, and supposing that the whole of the food of these people bad 
to be brought from without, the average monthly quantity which would have 
to be supplied would be 47,000 tons. But as this quantity never was delivered, 
it may be faiidy inferred that some grain was available within the distressed 
area itself. Assuming that this was enough for one fourth of the population, 
which is not an excessive estimate, the monthly supply which should be put 
down by the railway would be 36,000 tons. The average monthly quantity 
delivered for the year ending 30th September 1877 was 25,000 tons. Although 
this was below the figure which it is taken would be required to make up the 
amount of grain necessary for the maintenance during famine of the population 
of the Ceded Districts, it is an incontrovertible fact that it produced, at stations 
on the Madras Railway, large accumulations of grain which could not be car- 
ried off by the cart transport to those points in the interior where it was 
urgently needed. The Madras Railway could probably, after the first difficul* 
ties had been met, have carried the requisite 36,000 tons a month. 

As has been previously pointed out, it was in the cart transport which had 
in most cases to be effected for a considerable dis- 
durS^Les tance— in some instances over 100 miles — that the 

eSlv/mmB'of'proteoS; distribution of grain to famine-stricken locaUties 
broke down. The circumstances which led to this 
have already been explained, and these were causes which it was utterly impos- 
sible to have averted, excepting at an outlay which even for a famine would 
be prohibitive. These must he repeated with as absolute certainty as will 
failure of rains and severe droughts recur in the Ceded Districts, and if this 
famine-ridden region is to be at all effectually protected from danger, some 
other mode of distribution of food than cart transport, which can he used with 
safety for but short leads, must be adopted. The only one possible is a railway, 
Opioion of the Famine Com- This was the opinion, accepted by higher autlio- 

adopted by the Famine Commissioners, who 
tection. wrote as follows in their report : — 


It is to the future extension of railways that we look as the most complete 
justification of our belief that the trade of the country may he confidently left to 
provide for the supply of food in time of scarcity. Such an extension has been 
going on for some years past, and it will, we trust, henceforth receive an additional 
impetus, as by these works alone can the whole resources of the country be brought 
to bear in time of difficulty on any distressed area.” 
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Again they said— 

Until, ho'wever, the whole country is more completely supplied with railways 
or canals, by which food can be transported rapidly, cheaply, and in large qnantities 
to every part where severe want may exist, the possibility of some nnnstial demand 
for Government interference, in particular localities, or for special classes of people 
cannot be shut out, nor the danger of the occurrence of a great calamity altogether 
removed.’* 

A reference to the accompanying map will show that, although the northern 
and western and part of the eastern portions of the 
DisWcu'aSa^jomfag oom^ tract comprising the Ceded Districts have, rince the 
cZty famine, been or are in course of being effectually 
protected by railways, the southern and south-west- 
ern part, embracing the whole of the district of Anantapur, the subdivision of 
Cuddapah, which includes half of that district, and the triuk of Pulvendala 
which adjoins — all of which suffered most severely during 1876-1878 — are, 
at the present moment, iu the event of the recurrence of distress, in exactly the 
same plight, as regards internal communication, as they were in the great 
famine. The taluks of Palmaner and Chaudragiri and the Punganur zemin- 
dari, all in the district of North Arcot, which immediately border upon Cud- 
dapab, and which were heavily stricken during the famine, are still as devoid of 
protection as they then were. 

The Anantapur district has no gbto to speak of, but its roads are bad : 
there is cotton soil to be crossed and the distances are great. 

The taluks in the Cuddapah district, south and west of the railway, forming 
the subdivision, are out off from the Madras line by high ranges of hills which 
can be crossed by but a few passes, all of which are in a marked degree steep. 
Their distance from it is also in most cases very considerable. 

The taluk of Palmaner and the Punganur zemindari can be approached from 
the railway only by means of most trying gb^ts, while the road into the Chan- 
dragiri taluk is exceedingly had, would cost a large sum to metal and put into 
good working order, and is constantly intersected by unbridged streams and 
nullahs, which are liable to sudden and heavy floods. 

Am. population, and tod is sbont 11,600 

revenue of the unprotected square miles, with a population at the census of 1881 

of 1,822,000, and a land revenue of 17i lakhs. 

The cost of famine relief and works in this region up to the close of 1878 
was 77 lakhs. The loss of land revenue alone has 
revenu?durmg^the^faSnef ^ lakhs of rupees. The decrease of population, 

as ascertained at the last census, was 348,000, and 
the loss of cattle may he taken at, at least, 350,000, valued at 35 lakhs of ru- 
pees : 330,000 acres of land were thrown out of cultivation in 1881-82. In the 
Anantapur district alone 208,000 acres of this extent were at the end of 1884-85 
still unresumed. The total area still remaining thrown out of occupation is 
311,000 acres, assessed at ft 1,60,000, and the total loss in this part of the coun- 
try may be taken to have been, at the very least, 160 lakhs. The whole of the 
tract is devoid of any irrigation work of importance; it is subject, in great 
part, to a very low rainfall, and many portions of it are composed of bad, stony, 
and arid soil : it to a very considerable extent was only last year on the verge 
of another famine. As for roads, Local Fund Boards are year after year, owing 
to the increasing calls upon them, entailed by education, sanitation, medical 
services, &c., becoming more and more impecunious, and iu lieu of adding to 
the allotments which were at the best only enough to keep the existing comma- 
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nications in fair working order, they are almost universally reducing them, 
and the natural consequence is growing deterioration. There is no money for 
improvements or for opening up fresh lines : bridges and causeways over rivers 
are luxuries which must be postponed to an indefinite period. In the event of 
the recurrence to severe distress, the present condition of this tract courts 
disaster. 


To recapitulate, it has been shown that the area comprised within the Ceded 

^ ..u Districts may be taken as 27,000 square miles, with 

Previous remarks with re- , i 

ference to Ceded Districts a population 01 3,978,000; that the famine ot 1876- 

summarised. Caused a decrease of population amounting to 

800,000 ; a loss of cattle estimated at 730,000 valued at the least at 73 lakhs of 
rupees ; an expenditure at the time of not less than 268 lakhs; and a decrease 
in cultivation which at the close of 1884-85 was, as compaied with the occu- 
pation of 1875-76, 828,000 acres assessed at 5 lakhs of rupees ; and that the rate 
of recovery is slow. 

It has been stated that this area was devastated by famine in tlie years 
1803, 1824, 1833, 1854, 1866, and 1876, and that it is considered by the most 
competent authorities (notably by tbe Famine Commissioners) that it comprises 
the tract wbich, of all Southern India, is that where famine has always been 
most severe. 

It has been further pointed out that, while the physical characteristics of tlie 
country interpose very considerable obstacles to the construction and mainte- 
nance of ordinary roads, they equally bar all effective attempts to protect the 
country by irrigation works, and tbe transport operations of Government 
during the last famine have been quoted to prove that, during a drought in 
these districts, transport by road must be regarded as impracticable. 


Attention has been also called to the facts that the increase in the death-rate 
was, in a marked degree, synchronous with that in prices, and that high prices 
and a high death-rate, generally speaking, accompanied distance from tbe rail- 
way. 

It has, too, been shown that there is sufficient ground for the belief that the 
Madras JRailway could have carried all the grain required by the people of the 
Ceded Districts during the famine ; that it did carry a very large proportion of 
the quantity so required ; that the delivery of this at railway stations occasioned 
blocks ; and that it was not the railway hut the cart transport which failed. 
The opinions of the Famine Commissioners, to the effect that railways are the 
only reliable means of protection from famine, have also been quoted. 

It now remains to indicate what has been already done in the way of rail- 
way communication, admittedly the only effective means for protection from 
famine, and what must yet be done, to attain the object in view and to give full 
effect to the outlay already incurred. 

External sonrees of During the last famine two external sources of 

of grain to tne Ceded Dis- , ^ 

tricts during the famine. supply Only were available for the Ceded Districts ^ 
(a) through the port of Madras ; 

(h) through Baichore. 


In both cases the supply was limited by the carrying capacity of the Madras 
Sappiy limited by carry. Railway, and, restricted as this was, it is now quite 

ing capacity of Madras Rail- beyond dispute that, with the aid of borrowed roll- 

^ * ing-stoek, the supply was far in excess of the trans- 

porting powei from the railway stations to the interior. 
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Since the famine, the power of the Madras Railway has been gradually in- 

* • creased, until it is now estimated that in 1890 it will 

inepease of carrying power r t i • -i . . . 

o f^ M adras Kailway since the 06 able^ witli its own rolling-stoek, to maintain a 

steady delivery of grain from its two terminal points 
alone, equal to the maximum attained in any one month during* the last famine. 
In other words, it will be in a position, unaided by engines and rolling-stock 
from other lines, to entirely block its np-conutiy stations. 

In addition to the increase of power in the Madras Railway itself, two fresh 

Additions since the famine available, vk,, {a) 

Ceded^JwSets Bellary-Eistna, and fj) |the Cuddapah-Nellore 

Railways ; but unfortunately, owing to financial pres- 
sure, these lines are being constructed up to the Madras Railway itself and no 
further. 

The former, 279 miles in length and estimated to cost 188f lakhs, will 
carry the grain-supply from the Godavari and Kistna 
wayl*^ Bellary-Kistna Rail- deltas, estimated as having available for export, 
even in years of drought, surplus produce to the 
extent of 300, OCX) tons, and this mth a maximum lead no greater than from 
the port of Madras. 

The latter, 86 miles in length and estimated to cost fiSJ* lakhs, will bring 
The Caddapah Nellore food-grain from the Nellore delta and from an addi- 
tional roadstead on the east coast. 


With four instead of two points of supply, the capacity of the Madras 
Railway will be still further increased, owing to the 
Effect of these lines on the shorter average lead, though the proposal to convert 

practically the Eellary Branch from a hroad to a 
tune of famine. metre gauge line is one calculated to diminish the 

useful effect of this. 


The road communications having for want of funds deteriorated, the result 
Result of this in the event cannot be doubted ; the next famine will find the 
of another famine. Madras Railway stations hopelessly blocked with 

food-grain which cannot be transported from them. 

To remedy this, and in order that the expenditure already incurred on the 

Bellary-EIistna and Cuddapah-Mefiore lines may be 

Remedy to be applied in ex- made in fact, as well as in name, protective as re- 
tension of the new lines, A rt J A TV- i • X • 1 

gards the Ceded Districts, it is only necessary to 
expend the moderate sum of 140 lakhs, in constructing the Tirupati-Guntakul 
line, thus substituting for cairi^e by cart that by rail for a food-supply esti- 
mated at 220,000 tons in the year. 

The extension line, as projected, is admirably adapted for the purpose, and 
forms a loop-line which, leaving the Madras Rail- 
way at Tirnpati, ascending the plateau with the 
moderate gradient of 1 in 100 and traversing from 
end to end the taluks most disastrously affected during the last famine, re- 
joins the Madras Railway at Guntakul, thus affording there an outlet for the 
food-supply from the north and east which otherwise must accumulate at this 
junction— a spot singularly ill-adapted for a distributing centre, without a road 
in its neighbourhood, and having neither history, nor significance, apart from 
the railway location. 


Tlie proposed Tirupati- 
Guntakul Extension. 
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In addition to the loop-line above described, a connecting lint between it 
and the Sontli Indian Railway has been pro 3 ected. 
Additior.r.’ rroipoted line, leaving the Soutli Indian Railway at Yillu- 

SontSem !v '’r. *ii -'■i-.tems, puram and traversing the North Arcot distriot, will 
and Its advantages. through the populous towns of Vellore and 

Chittoor, and, joining the loop-line from Tirupati to Guntalml, will afford un- 
broken metre-o'auge connection between the South Indian Railway and Southern 
Hahratta systems.-that is, between the Taujore delta and the famine-stricken 
area which it is desired to project,— besides rendering the possible^ interchange 
and, when occasion req^uires, the concentration of metre-gauge rolling-stock. 

A further and most valuable distributing line will be that connecting the 
r. T. • loop-line above described, through Hindupur, with 

A further line, m extension -1^*1 

0! the Tirupati-Guntakul Bauaglore and the Mysore Railway, now part ot tne 
fcXm to Soutbern Mahratta metre-gauge system, but this, like 

Mysore, connecting link with the South Indian Railway, 

must, if funds are not forthcoming for the entire project, yield in priority of 
claim to the loop-line itself. 

It may he added that the Southern Maharatta Railway system now nearly 
compelete will also assist to protect the Bellavy district 
R^iway rom by opening communication between tb e fam ine-stricken 

famine. districts and the West Coast port of M armagoa. This 

system of lines will undoubtedly in the future play an important part in famine 
relief, but it must not be overlooked that the area to he served through this port 
is very large, and that the off-take will be limited to that of a metre-gauge 
line with heavy gradients. 

What has been done so far is to protect a portion of a tract of country which, 
it is admitted on all hands, lies under the absolute oer- 
Hailwaya already con- tainty of famine at periods which, though they may 
flSSf umroteS perhaps not recur with mathematical regularity, are 
as it was ia the lastlamme. shown by experience never to be very far apart. 

The other portion of almost equal area and of equal population, the most rainless 
and worst of the whole, in part of which, too, Nature, very recently, gave a dis- 
tinct warning of famine, has been left, as far as protection from disaster of this 
description is concerned, in the same condition as it was at the commencement 
of the great famine of ten years ago. 

The Tirupati-Guntakul Railway would, if constructed, render this now un- 
Tiru ati Gun strea SO safe that in the event of another 

takui^line will Sfectually famine the question of grain-supply to the Ceded 
protect this area. Districts would be one which need not cause the 

‘ least anxiety to Government, as private trade would be in a position to do all 
that was wanted. 

The chances of the recurrence of another famine, such as that of 1876-78j 
are, for a considerable series of years, comparatively 

Becurrenee of famine. remote, but human intelligence cannot foretell when 
a like calamity may not again fall upon the land. It will still require years to 
fully obliterate the effects of the blow which this great famine inflicted upon 
theprosperity and advancement of the country. What the extent of this was 
it would he difflcult to accurately calculate, but the cost of it to the State and 
people would, if reckoned to the full, certainly not fall short of the enormous 
sum of 14 millions sterling, a very considerable proportion of which is assign- 
able to the Ceded Districts, where the ffimine was undoubtedly most severe, and 
where its after-effects have been most felt and most enduring. 
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It seems, therefore, but common prudence to at once set the universally ac- 
, .... knowledged point of danger in a state of defence 

Necessity for not delaying • i. j.v j. i 

in preparing to meet it. Opi- against an enemy that may com eone knows not 

m » century hence or only a oonple 

of years, but come it will, sooner or later, and, under 
these circumstances, it behoves the State to he ready to meet famine at, figura- 
tively speaking, a modlent's notice. It will not he, if the Tirnpati-Guntakul 
Railway is not complete and in working order when famine comes again. The 
Famine Commissioners, who went thoroughly and carefully into the subject in 
all its bearings, have expressed their opinion as to the necessity for the speedy 
construction of protective railways in the following words, which, conveying the 
caution that they do, call for the most serious and careful consideration 

“ During the late years of famine, India was saved hy its railways from disasters 
the hare possibility of which should serve as a warning not to postpone the extension 
of works of this class to which the country has mainly to look for alleviating the hor- 
rors of famine.** 

The figures in the foregoing pages show that the claims of the Tirupati-Gunta- 
Pinancial aspect of the pro- kul extension to immediate construction rest not alone 
on humanitarian grounds, or only on arguments, the 
weight of which may he deemed diminished by the possibility of a series of 
favourable seasons, but that they are based, to some extent, on its financial pros^ 
pects as a Productive Public Work. 

One and a half lakhs of rupees approximately are now being lost yearly to 
Government through the abandonment of cultivation, which would certainly be 
resumed were the line constructed; and this would secure, on the assumptiou 
that the line only paid IJ per cent., a fair return upon the outlay. 

When it can be said further that the expenditure of 140 lakhs would save a 
calamity which, during the present century, has recurred six times and at no 
longer interval than 21 years, and that the last disaster of the kind represented 
a loss to the country of 160 lakhs, in the area for which protection is now 
sought, it is difficult to conceive the financial position that would justify a 
Government in delaying to provide the requisite funds for this comparatively 
small railway extension. 

Note.— The figures in this note appertaining to Railway traffic were obtained 
from the Oonsultiug Engineer for Railways. 
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APPENDIX A. 


Statement showing the Feriod of Sighest Prices of Rice and Death-rate for 
the corresjgonding period in the District of 
CUDDAPAH. 





BioEj 

BECOiro SOET 



Dbath-batb. 


Taluks. 


June 1877. 

July 1877. 

August 1877. 

September 1877. 

October 1877. 

June 1877. 

July 1877. 

August 1877. 

September 1877. 

October 1877. 

Onddapah 


8'44 

6 53 

6*22 

6 32 

7*78 

3*8 

4*1 

39 

3*6 

3*1 

Jainmalamaduga . 


7*05 

6*39 

6*90 

6 39 

673 

7*1 

48 

36 

3 9 

3*0 

Puliveudla . * 


7*47 

6-81 

6-00 

6 39 

6*64 

9 6 

7*6 

4*6 

3*3 

37 

Proddutor , . 


7 98 

6*81 

6*81 

6*90 

7*88 

3*4 

4*6 

4*9 

4*1 

4*1 

Kadirl .... 


6 73 

5 39 

6*69 

6*49 

6 22 

6*7 

9*8 

10 2 

8*8 

7*0 

Sayachoti • 


8-18 

6 64 

6*22 

6*22 

7*06 

94 

9*8 

14*7 

10*7 

69 

VaypVad . . • 


6'62 

6 81 

6*40 

6*40 

7*04 

9*6 

14*2 

22*2 

16*2 

10*3 

^li' 1 IC . • • 


6 64 

5*81 

6*81 

6*81 

7*88 

73 

92 

116 

8*8 

6*7 

Badvei .... 


6*87 

5*69 

6*17 

4 98 

6 27 

3’3 

62 

6*6 

4*6 

4*1 

Sidhout .... 


8*30 

6*87 

6*81 

6*39 

6 81 

2*6 

37 

29 

2*3 

6*0 



7*47 

4*95 

6*02 

6*60 

8 92 

3*4 

6*2 

6*8 

4*2 

6*6 

31. J. . 


... 

... 

... 

•• 

... 

4*1 

4*4 

6*4 

6*2 

3*9 

Average 

Average of five years before the 

7*42 

6*79 

6*79 

6 65 

7*16 

6*2 

7*6 

8*7 

6*8 

6*7 

famine . • * 

• 

16*00 

16-10 

1610 

15*00 

16*10 

... 

... 

... 

... 

... 


ANANTAPUR. 


Dharmavaram 


6*88 

5*53 

5*13 

6*63 

6*48 

6*6 

116 

10*8 

10*7 

8*0 

Hindupur 


6*31 

6*40 

4*86 

6*26 

6*68 

53 

10*6 

12 7 

10*9 

62 

Madaksira . 


5*94 

6*21 

6*13 

4*69 

6 76 

12*8 

13*4 

161 

15 7 

13*2 

TadpatrL . 


7*16 

5*91 

6*94 

6*10 

810 

6*0 

7*9 

63 

7*0 

6*1 

Penukouda 


6 21 

6*21 

4 86 

4*86 

6*40 

7*2 

10 2 

11*6 

8*6 

67 

Anantapux 


7*08 

6*40 

6-67 

6*94 

7*40 

6*9 

7*2 

6*3 

6*3 

4*1 

Gooty , 

M. T. Anantapur 


6 75 

6^94 

5 67 

6*26 

7*42 

6*2 

9*4 

97 

11*0 

77 


... 

... 

... 

... 

... 

8*3 

8*1 

14*0 

12*2 

95 

Bo, Gooty . 

. 

... 

... 

... 

... 

... 

4*1 

68 

12*3 

9*0 

64 

Average 

Average of five years before the 

6*62 

6*80 

5 32 

6*36 

6*89 

7*0 

9*6 

11*1 

10*0 

7*4 

famine 

• 

14*90 

14*70 

14*60 

14*90 

14*60 

... 

... 

... 

... 

... 


BELLAEY. 


Hospet • 



6'34 

6*26 

5*26 

5*13 

6*07 

16*1 

16*8 

14*9 

18*7 

10*4 

Kudligi . • 



6*94 

640 

6*40 

6*67 

6*48 

6*6 

6-6 

9*6 

7*6 

6*2 

Huvinahadgalli 



6*40 

4*86 

4-86 

4 69 

6*67 

12 9 

16*7 

13*6 

10*1 

6^1 

Alur 



7*02 

6*94 

6*40 

6*40 

6 48 

7*8 

12*8 

8*8 

7*2 

60 

Adoni . * 



6*92 

6*66 

6 53 

6 86 

7*42 

68 

9*5 

8*7 

8*6 

6*7 

Rayadrug 
BcUary . 



6*48 

6*40 

6-40 

5*94 

7*66 

6*6 

5*9 

6*4 

4*7 

4-2 



7*29 

6*02 

6*67 

6*21 

7*29 

6*6 

9*0 

93 

9*7 

S*8 

Harpanahalli . 



5*13 

4*86 

4‘72 

4*64 

6*13 

8*8 

13*0 

12*9 

9*7 

6*2 

M.T. Bellary . 



... 

... 

... 

... 

... 

4*8 

4*1 

6*1 

4*6 

3-7 

Bo. Adoni . 



... 

... 

... 

... 

... 

2*0 

9*1 

40 

4*6 

1*8 

Zemisdaries . 



... 

... 

... 

... 

... 

6*3 

6*1 

6*4 

4*6 

29 

Average 

Average of five years before the 

8*31 

6*42 

6*38 

6*43 

6*61 

7*6 

9*9 

9*1 

7*7 

66 

famine 

• 


14*90 

14*70 

4*60 

14*90 

14*60 

... 

... 

... 

... 

... 
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APPENDIX k^continued, 
KtTENOOL. 


Ti-LUKS. 


Eiob, 

sscoirn soso? 


Death-batb. 

June 1877, 

July 1877. 

August 3877, 

September 1877. 

00 

1 

O 

Is 

o 

§ 

HS 

IS 

g 

00 

r-< 

•*» 

m 

JS* 

IS 

s 

s 

1 

1 

S 

U 

9 

.a 

s 

9 

o 

Pattikonda 



7-56 

5*40 

6 67 

6*67 

6*48 

6*8 

9*3 

11*5 

9*6 

6*7 

Ramallakota , 



5*72 

4 70 

499 

6*18 

6*18 

68 

9*1 

13*1 

9*4 

7-9 

Nandikotkur . 



6-72 

6*72 

6*18 

6*18 

6*79 

8*2 

10 2 

13*1 

13 9 

20*5 

Nandiyal 



6 07 

6*00 

4*99 

5*17 

6*26 

4*9 

6*4 

9*2 

112 

13 7 

Sirvel 



6-79 

572 

672 

6*35 

7-61 

46 

6*6 

65 

62 

6*5 

Koilkuntla 




6 81 

5*60 

5*39 

6*64 

4*6 

5*0 

5*7 

65 

6*3 

Markapur 



7*47 

7*05 

5 39 

6*12 

... 

ri 

43 

4*8 

49 

7*3 

Cumbura . . 



6 23 

4’67 

4*93 

u. 

6*22 

1*6 

4 5 

50 

38 

4*6 

M. T Kurnool 



... 

... 

... 

... 

... 

12*9 

17*5 

18 3 

1S*5 

20*3 

Average 


6*51 

6'49 

6*31 

6*43 

6*44 

5*1 

7*4 

9*3 

8*5 

9*2 

Average of five years before 

the 











famine 

• 

- 

13*10 

13*30 

13 20 

13*10 

13*30 

... 

... 

*** 

.*• 

... 


i 
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Statement showing the Price of Pice and Pate of 

CUD DA 




Pbicb op Rice 

, SBOOITD SOM, nr 

SEBB«; OF 80 TOLAS PUB BUPEB. 


Talues. 

January 1877. 

February 1877. 

& 

00 

s 

April 1877. 

May 1877. 

June 1877. 

July 1877. 

August 1877, 

September 1877. 

Ootober 1877. 

November 1877, 

December 1877. 

03 

&£ 

i 

-S 

Cuddapah . 

7*26 

7*88 

7 88 

8*92 

8*48 

8 44 

6*53 

6*22 

6*32 

7*78 

8*61 

8*81 

7*76 

Do. Muniei- 














pal Town 

... 

... 

... 

•• 

... 

... 

... 

... 

... 

... 

... 

... 


Jammalamadugu 

7*47 

7 06 

18.30 

8*30 

7*66 

7*06 

6*39 

6*90 

6*39 

6*73 

7*66 

8*30 

7 00 

PulivGudla . 

6-22 

6-22 

7*47 

8*71 

7*47 

7*47 

6*81 

6*00 

6*39 

6*64 

7*47 

8*30 

6*93 

Proddutur . , 

7*05 

7*47 

7*67 

7*88 

7*3S 

7*98 

6*81 

5*81 

6*90 

7*88 

7*26 

9*76 

7*32 

Kadiri 

6*22 

6-22 

6-74 

7.t)5 

7*05 

6*73 

5*39 

5*69 

6*49 

6*22 

8*69 

8 30 

6*63 

Bayaclioti • 

6*66 

7-47 

9*33 

9*32 

7*47 

8*18 

6*64 

6*22 

6*22 

7*06 

8*49 

10*16 

7*77 

Voyalpad , , 

6-73 

7-26 

7*61 

8*44 

7*61 

6*62 

6*81 

640 

5*40 

7*04 

7*47 

7*88 

6*93 

Madanapalle . 

7*47 

6*81 

7*88 

7*47 

7*47 

6*64 

5*81 

6*81 

5 81 

7*88 

7*88 

9*13 

7*09 

Badvel . . 

6*22 

6*98 

8*33 

8*30 

7*26 

6 87 

5*69 

6*17 

4*98 

6*27 

6*81 

8*00 

6*60 

Sidhout « « 

6*66 

7*47 

7*88 

8*49 

8*71 

8*30 

6 87 

6*81 

6 39 

6*81 

6*81 

6*81 

6*83 

PuUampet . 

7*26 

7*88 

8*09 

8*61 

8*09 

7*47 

4*95 

6*02 

6*60 

8*92 

8*19 

9*13 

7*61 

Average 

Average of five 
years before the 
famine • 

6*82 

7*20 

7*91 

8*31 

7*69 

7*42 

6*79 

6*79 

6*66 

716 

7*68 

8*65 

7*1‘ 

13*6 

il3*8 

14*0 

14'3 

14*8 

15*0 

16*1 

16*1 

16*0 

16*1 

16*2 

16*2 

14*6 


ANANT 


Dharmavaram • 

6*88 

7*66 

766 

8*10 

7*69 

6*88 

6*63 

6*13 

6*63 

6*48 

7*66 

8*10 

6 92 

Hiudupur • 

6*34 

6*61 

6*76 

7*26 

6*61 

6*34 

6*40 

4*86 

6*26 

6*68 

6*81 

7*69 

6*38 

Madaksira . . 

6*21 

6*48 

6'21 

7*29 

6*76 

6*94 

6*21 

6*13 

4*69 

6*76 

6*94 

7*83 

6*28 

Tadparl • 

7*02 

7*02 

7*29 

8*37 

7*66 

7*16 

6*94 

6*94 

6*10 

8*10 

8 91 

8*37 

7*31 

Penukonda 

5*94 

6'21 

6*21 

6*48 

6*48 

6*21 

6*21 

4*86 

4*86 

640 

7*02 

7 66 

6*12 

Anantapur . , 

7*02 

7*02 

7*83 

8*10 

r66 

7*08 

6*40 

6*67 

5*94 

7*40 

7*69 

8*37 

7*09 

Do. Municipal 
Town . 


• •• 

... 

... 

... 

... 

... 

ifti 

... 



... 


Gooty , 

7*02 

7*29 

7*66 

7*66 

7*66 

6*76 

6*94 

6*67 

6*26 

7*42 

7*68 

7*66 

6*93 

Do. Municipal 
Town . 

... 

... 

... 

... 

... 

... 


... 

... 

... 

... 

- 

... 

Average • 

6*63 

6*88 

7*06 

7*69 

7*17 

6*62 

6*80 

6*32 

6*36 

6*89 

7*36 

7*93 

6*72 

Average of five 
years before the 
famine • . 

13*8 

142 

14*1 

14*60 

14 80 

14*90 

14*70 

1460 

14*90 

14*60 

14*60 

14*80 

14*6 
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DIX B. 

Mortality during the year 1877 in the District of 

PAH. 


DEiLtZ-Bi.TB PSB UILXB. 


January 1877 , 

February 1877 . 

March 1877 . 

April 1877 . 

May 1877 , 

June 1877 . 

i 

>» 

August 1877 . 

September 1877 . 

October 1 877 . 

November 1877 . 

S'; 

S5 

g 

1 

o 

o 

Total. 

5-3 

2*4 

2*6 

2*4 

4*4 

38 

4*1 

39 

3*0 

3*1 

6*1 

6*3 

46 9 

4*9 

5*6 

4*7 

5*2 

7*6 

4*1 

44 

6*4 

6*2 

3*9 

6*3 

11*2 

68*6 

mt 

4*9 

49 

62 

6*1 

7*1 

48 

3*6 

3*9 

3*0 

6*2 

6*7 

61*8 

4‘1 

6*7 

39 

29 

6*1 

96 

7*6 

4*6 

3*3 

3*7 

8*9 

10*2 

70*6 

3-9 

4*0 

4-7 

4'1 

5*6 

3*4 

4*6 

4*9 

4*1 

4*1 

6*6 

7*6 

67*5 

10 9 

14*7 

8*6 

4*2 

4*2 

6*7 

9*8 


8*8 

7*1 

9*9 

10*4 

106*6 

15*5 

10*9 

6*8 

7*1 

8*4 

9*4 

9*8 

147 


6*9 

9*6 

8*3 

118*1 

18*9 

15*2 

9*7 

8*3 

87 

9*6 

14*2 

22*2 

^9 

10*3 

10*9 

9*6 

1638 

12*4 

13*8 

77 

6-8 

7*6 

7*3 

9*2 

11*6 



6*1 

B1 

102*0 

8*5 

4*7 

4*6 

4*1 

6*1 

3*3 

6*2 



4*1 

8*3 

9*9 

698 

8*1 

2*9 

3-3 

2*3 

3*1 

2*5 

8*7 

n 


6*0 

“ 142 

23*6 

73*0 

10-5 

6*5 

3*2 

3*2 

3-7 

3‘4 

6*2 

H 

D 

6*6 

16*3 

15*6 

84*3 

9-1 

7*7 

6*4 

47 

5*8 

6*9 

7*1 

7*9 

6*3 

6*4 

8*9 

10*4 

81*4 

... 

... 

... 

... 

... 

^ ... 


... 

... 

... 

... 

... 

... 


APUK. 


3*9 

5*9 

12*6 

7*0 

6*2 

8*6 

11*6 

10*8 

10*7 

8 *C 

13*4 

162 

112*9 

4*3 

17*2 

22*9 

5*4 

6*6 

6*3 

10 6 

127 

10*0 

6*2 

60 

6*8 

112 8 

4*7 

24*9 

13*9 

7*5 

8*6 

12*8 

13*4 

16*1 

15*7 

13 2 

15*7 

13*8 

160*3 

7*1 

6*8 

6*8 

9*2 

7*3 

6-1 

7*9 

6*3 

70 

6*1 

6*7 

7*0 

83*3 

6*4 

18*8 

112 

4*8 

69 

7*2 

10 2 

11*5 

8*6 

6*7 

11*2 

13*1 

1116 



5*4 


3*8 

6*9 

7*2 

6*3 

6*3 

4*1 

7*3 

12*3 

75*5 

H 


4*3 

Q 

4.8 

8*3 

8*1 

14*0 

12*2 

96 

10*7 

11*5 

93*9 

7*6 


70 

wM 

6*6 

6*2 

9*4 

9*7 

11*1 

7*7 

8*9 

9*6 

91*0 

3*5 

0*9 


2*2 

1*0 

4*1 ^ 

6*8 

12*3 

9*1 

64 

i 

69 

6*4 

67*3 

4*8 

10*0 

10*3 

6*7 

5*4 

7*1 

9*6 

11*1 

10*1 

i 

7*4 1 

06 

10 6 

301*6 

... 

... 

... 


... 

... 

♦... 

... 

... 



... 

... 


















298 


PKOTECTIVE KAILWATS. 


AWE'S 

Statemenb showing the Price of Rice and Rate of 

BEL 


PbICI! op EICB, SBCOiri) SOET, IH- SEBES OB 80 lOtAS PEE EUPEE. 


Taeues. 

January 1877. 

February 1877. 

CO 

i-H 

*« 

c3 

April 1877, 

May 1877. 

1 

June 1877. j 

July 1877- 

August 1877. 

September 1877. 

QC 

1 

a 

O 

November 1877. 

December 1877. 

Average. 

Hospet 

7*02 

6 75 

6 88 

12 01 

7*16 

6*34 

6*26 

6*26 

613 

6 07 

6 21 

6*8S 

6*75 

Kudligi . 

6‘76 

7*02 

7*02 

7*56 

7*02 

6 94 

540 

6*40 

5 67 

6*48 

8 37 

7*83 

6 71 

Huvinahadgalli . 

7 66 

7*29 

6*78 

7*02 

6 48 

6*40 

4 86 

4*86 

4*69 

6 67 

6 76 

6 48 

6*16 

Aluir .... 

7 02 

7*29 

810 

8*64 

7*83 

7 02 

5 94 

6*40 

5 40 

6 48 

8*10 

7*66 

7*00 

Adoni . 

7*15 

7*96 

8 00 

8 61 

7*23 

6 92 

6 66 

6*63 

5 86 

7*42 

irs4 

7 56 

8*00 

Bo. Municipal Town 

... 

... 

... 


... 

... 

... 

... 

... 

... 

... 

• ». 


Eayadrug . , , 

' 7*02 

7*29 

7*56 

7*66 

7*29 

6*48 

6*40 

6*40 

6*94 

7*66 

8*64 

7*92 

7*01 

Bellary 

7*83 

8*37 

8*64 

8*60 

7*69 

7*29 

6 02 

5 67 

6*21 

7*29 

796 

8*10 

7*46 

Do. Manicipal Town 

*1 •• 



... 

... 

... 


... 

... 

... 

... 

• •4 


Harpanahalli 

6*48 

7 29 

7*02 

7*02 

6-13 

513 

4*86 

4 72 

4 64 

6*13 

7*32 

9 50 

6*27 

Average 

7*10 

7*41 

7*60 

8*36 

7*10 

16 31 

5*42 

5*28 

6*43 

6 61 

S'Ob 

7 73 

6*98 

Average of five years 














Ijeiore famine . 

13*8 

14*3 

14*1 

14*6 

14*8 

14*9 

14*7 

146 

14*9 

14*6 

14*5 

14*8 

14*6 


KUR 


Pattilkonda. 


6*76 

7*02 

7*29 

7*97 

7 66 

7*56 

5*40 

6*67 

6*67 

6*48 

8*37 

6*21 

6*83 

Eamallakot * 


6*07 

6*78 

6*60 

6-61 

6*43 

5*72 

4*70 

4*99 

6*18 

6*18 

6*35 

6*79 

6*9 

Nandikotkur 


6 07 

6*43 

6*25 

6 79 

6*26 

6*r2 

6*72 

6*18 

518 

6 79 

6*07 

9 30 

6*31 

Naudyal 


6*72 

078 

6*96 

7*33 

6*43 

6*07 

6’00 

4*90 

5*17 

6*26 

7*16 

7*14 

6*25 

Srivel . 


6*07 

6*78 

7 86 

7*86 

6*79 

6*79 

5*72 

5*72 

6 36 

7*51 

7*86 

8*21 

6*88 

Koilkuntla . 


6*64 

7*05 

... 

7*88 

6*85 

... 

6*81 

6*60 

6 39 

6*61 

8 30 

9*34 

6*95 

Markapur . 


7*47 

8*30 

8*30 

8 30 

7*88 

7*47 

7*06 

6*39 

6*12 


6*64 

6*64 

7*23 

Cumbum . 

. 

... 

7*06 

6*64 

6*23 

6*23 

6*23 

4 57 

4 98 

... 

6*22 

4 98 

6*64 

6*28 

Kumool Municipality . 

... 

... j 

... 

... 

' *'■ ' 

... 

... 

... 

... 

... 

... 

... 

... 

Average • 

6*33 

6*94 

7*00 

1 

737 

6*80 

6 51 

6*49 

5*31 

6*43 

6*44 

6 84 

7*63 

6*6 

Average for five years 




1 










before famine 

__ 

13*0 

128 

[12*6 

13*0 1 

13*1 

13*1 

13*3 

13 2 

131 

13 3 

13 6 

13*2 

13*1 


* Dca th-rate for ITumool 




PROTECTIVE RAILWAYS 


299 


DIX continued. 

Mortality during the year 1877 in the District of 

LABY. 


DEATH'BATS BEB MILLS. 


January 1877. 

iv 

00 

S 

S 

1 

March 1877. 

April 1877. 

May 1877. 

June 1877. 

July 1877. 

August 1877. 

September 1877. 

October 1877. 

tN. 

2 

c 

i 

> 

o 

125 

December 1877, 

>4 

o 

6-2 

6*7 

86 

6*0 

9’4 

15*1 

16*8 

14*9 

13*7 

10*4 

4*7 

1 6*8 

j 117*33 

0*0 

6*2 

6-1 

3*8 

4*8 

6*6 

6*6 

9*5 1 

7‘6 

52 

34 

2*2 

66*81 

69 

8*7 

69 

8*1 

87 

12*9 

16*7 

13 5 

18*1 

6*1 

4*6 

2*1 

113*3 

12-1 

55 

7*6 

4*4 

B-5 

7*8 

13 8 

88 

7*2 

C*U) 

6*4 

9*8 

92*85 

5*8 

62 

c -2 ; 

6*2 

7*4 

6*8 

9*6 

8*7 

8*6 

6*7 

6*4 

5*6 : 

82 9 

7-9 

12-2 

6-5 

2*6 

28 

2*0 

9*1 

4*0 

45 

rs 

1 1*0 

2*1 

57*3 

2-2 

2*3 

3*7 

6*2 

6*7 

6*6 

5*9 

6*4 

47 

4*2 

6*10 

6*4 

60*3 

43 

3*5 

6*10 

i 7*6 

6*10 

66 

9*10 

9*3 

9*7 

8*8 

7*7 

6*4 

84*2 

2*8 

2*7 

4*1(1 

2*5 

44 

4*8 

41 

61 

4*5 

3*7 

6*9 

7*2 

52*6 

2*8 

3*8 

74 

6*6 

4*2 

8*8 

13*0 

12*9 

9*7 

62 

8*3 

3*8 

79*9 

6-6 

6*8 

6*3 

6*2 

6*9 

7*6 

1 

10*2 

9*4 

8*8 

6*8 

1 

4*9 * 

i 

6*1 

80*4 

... 

... 

... 

... 

... 


... 

... 

’ 1 

... 

1 

... 


NOOL. 


6*8 

49 

6*8 

5*5 

7 4 

68 

9*3 

11*6 

9*6 

6*7 

6*2 

69 

87*4 

49 

4*2 

5*1 

6*1 

8*1 

5*8 

9*1 

13*1 

9*4 

7*9 

12*10 

8*6 

04*3 

6*8 

2*8 

4*4 

6*3 

65 

8*3 

10 2 

13*1 

13*9 

20’6 

27*9 

16‘9 

136*5 

3*9 

39 

4*9 

62 

5*8 

4*9 

5*4 

9*2 

112 

13*7 

2J*0 

17*4 

108*5 

3*8 

3*7 

6*1 

5*8 

6*1 

46 

66 

6*5 

C'2 

55 

8*5 

10*6 

72*0 

11*2 

80 

64 

60 

67 

4-6 

5*10 

5*7 

55 

6*3 

12*5 

12*7 

89‘7 

8*6 

14 3 

5*8 

8*3 

2*2 

ri 

43 

4*8 

4*9 

7*3 

16*7 

13*1 

84*4 

8*9 

4*9 

6*3 

5*2 

3*7 

1*6 

45 

510 

3*8 

4*6 

5*7 

6*5 

687 

6*7 

6*6 

! 1 

12*6 

10*1 

8*0 

! 12*9 

17*5 

18*3 

18*6 

20*3 

[ 

21*8 

15*9 

168*1 

6*6 

50 

i 

6*1 

6*0 

59 

6*6 

7*1 

9*7 

9*2 

10*3 

24*9 

11*8 

99*9 

... 

... 

... 

... 

... 

... 

... 

... 

... 


i 1 

... 

... 


town shown separately, 
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Xo. 40 (Eaiiway), dated 7th April 1S87. 

From— The Secretary of State for India, 
To— The Government of^India. 


With reiVrence to Your Excellency s Bailway letter No. 139, dated 1 0th Sep- 
and my reply to the same, No. 101 (Railway), dated 2oth Novem- 
* No, U50 of 2 ad JIareh 18S6, I transmit herewith copy of a commnnica- 

tion addressed to this office by the Board of the 
South Indian Riilway Company, and of a letter to their Agent, No. 639, dated 
14th January lSi7, stating that, in addition to the working of the nearly com- 
pleted Ntdlore-Tirupiti State Railway, which I understand it is your desire 
tuey should undertake, they would be prepared to enter into an agreement for 
the construction and working of tbe projected Tirupati-Dharmavaram and 
Pak il-Viilupuram Railways, which have been contemplated principally in view 
to meet the esigeucies of a time of scarcity, but further proceedings in connec- 
tion with which, beyond the preparation of estimates, have been postponed until 
funds become available. 

2. I am aware of the anxiety of Your Excellency's Government, and of the 
Government of Madras, to proceed with the construction of these lines as soon 
as dnasicial conditions render it possible, and the proposals of the Board are 
tirerefore forwarded for your consideration, with a request that you will inform 
me whether, in your opinion, their agency can he usefully employed in the man- 
ner suggested. 

3. In your Railway letter No. 139 of the lOtb September last, you stated 
that it was perhaps unnecessary to consider definitelv at the present time the 
agency by wHch the unoommenced Hnes might be constructed and worked, hut 
the tact that tney will be on the metre gauge, and their obvious dependence on 
Madras and its Government for supplies and regulation in time of famine, would 
seem to indicate that at least the Tirupati-Dharm-avaram and Pakal-Villupuram 
lines, together with the Nellore-Tirupati liaeapp roachiug completion, and pos- 
sibly the two northern lines also, should be combined with the South Indian 
Railway as one administration." 


4. I agree in this view, and, for the reasons stated in your more recent letter 
dated the 32na of Februarj, No. 47 (Fiaancia!), which is still under my consi- 
deration. It is not necessary to come to an immediate decision ; but the questions 

anticipating the arrangements to be 
made m ISW. wnen the first period of their contract expires, is one which will 
^utre careM consideration. I am not prepared to take any step which would 
mterfere with the termination of the existing contract in accordance with its 
provifflons; bui^ should the finanmal position be favourable, it might be possible 
to m:ike a provisional anangement with the Company by which they could 
commence operafaons either with funds advanced by Government or raised by 
means of debentures, and between the present -time and the exnirv of their 

existing agreement the future management of the metre-gauge lines Tu itten 
could be discussed and settled. ^ ^ question 


No. 1439, dated 2nd March 1887. 

South mdian 

To— The Under-Secretary of State for 

A telegram was recently reo ived from the Agent of the Company in India, 
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enquiiing whether the IJcard would aaise the capital for the N^dli^re-Tiiupat 
(uow called Reniguuta) State Railway. 

The Secretary of State in Council is aware, from the lettt^r addr^s.s^-d to the 
Agent by the Board, under date of 14th January 1887, of which a cop\ is enclosed 
for reference, that the^' have already expressed their readiness to work this line, 
and also to raise the capital for and to construct the State liaiiTways fiom — 

(1) Tirupati (Rerdgunta) to Dharmavaram, IGO miles, estimated cost lOS 

lakh8=8l0,CKj07. 

(2) Pakkal Junction (on 1) to Villupuram, 135 miles, estimated cost 

77 lakhb=577,500Z. 

They would also be ready to raise the capit il representing the cost of the 
Nellore*Tirupati (Renigunta) section, 83 miles in length, e.^timat^^d at 61 lakhs, 
or (at l5. ^d, per rupee) 457, 5(X)?., making a total for tiie whole (if the lines 
referred to of 1,845,0* )0/., by means of debentures, under the guarantee of the 
Secretary of State, on the best terms that could be obttiined, and for such peiiMd 
as might be deemed expedient, or by such other form of security or stock as the 
Secretary of State in Council may deem advisable. 

Tbe Board would also be prepared to carry (mt any portion of tliese lines 
with funds provided by the Secretary of State, should that course be preferred. 

Under the existing contract, the first period at which the Secretary of St.ite 
can purchase the South Indian Railway occurs in 1890. Should it be decided 
to make use of the agency of the Company for the construction of the two lines 
not yet begun, it is improbable that they would be completed before that date, 
and the present, therefore, seems to the Directors to be a fitting time to deter- 
mine whether, and on what basis, the existence of the Company should be pro- 
longed (in the event of the Secretary of State availing himself of the first 
period of purchase under the contract), for the purpose, more especially, of 
working the combined system. The Directors would suggest that in that case, 
if it should not be thought desirable to limit the functions of the Company to 
working such system, the existing organisation and the povrers which they 
possess to raise further capital should also he availed of, and the Board will be 
prepared to give their careful consideration to any proposals to that end which 
the Secretary of State in Council may be pleased to suggest. 


No. 639, dated 14th January 1887. 

From — ^Henuy W. Notman, Esq., Managing Director, South Indian Rail- 
way Company, 

To — The Agent, South Indian Railway Company. 

The Directors unde^^tand that it might probably meet the views of the 
Government were this Company to undertake the working of the Nellore- 
Tirupati Shits Railway, 83 miles in length, which will, it is believed, be ready 
for opening in April next. The Directors desire that you will intimate to 
Government their readiness to undertake this work, on terms to be arranged, 
which might, it is thought, be similar, mutatis mutandis^ to those proposed for 
the working by the Southern Mahratta Company of the GuntakuUNundial 
section of the Bellary-Kistna State Ra%vay, of which you are already in posses- 
sion of “a copy. 

2. The Directors have reason, further, to believe that Government has had 
under consideration the question of entrusting to this Company the consiruc- 
tion, as well as the working, of certain State Railways projected in the imme- 
diate vicinity of their s^’stem. 


X 
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Should this he the case, the Board would be prepared, should the Grovera- 
meut see fit to place the work in their hands, to undertake the construction o£ 
the lines from (and to laiae the necessary funds for this purpose, on terms to 
he settled) 

(1) Tirupati to Darhmavarnm, 166 mi^es, 

(2) Pakkal Junction to Yillupuram, 135 miles. 

3* The estimated cost of these two lines is. it is stated, 108 lakhs and 77 
lakhs, respectiTely, or, with the rupee at 1^. 6c?., 1,387,500Z. 

Should the course indicated he followed, and the construction of these lines 
he handed over to the Company, to whose system they would, when completed, 
form valuable feeders, a saving to the State would be effected in the outlay upon 
large workshops and plant for the maintenance of rolling-stock which would 
otherwise be necessary, and in the expense of a separate supervising establish- 
ment, as the staff of the Company would, with small increase, and that prin- 
cipally in the subordinate grades, be sufficient for the work. 

No delay in commencing operations need occur after terms are agreed upon, 
as the organisation of the Company is complete, and the works could be pro- 
ceeded with at once. 

Should the Government of India, in reply to the references you are now em- 
powered to make to them, manifest a desire to employ the agency of this Com- 
pany for any of the objects mentioned in this letter, the Board will, on hearing 
from you to that effect, place themselves in communication with the Secretary 
of State, in view to the early settlement of terms. 


No. 94 (Railway), dated 16th May 1887. 

From— The Government of India^ 

To— The Secretary of State for India. 

We have had the honour to receive Your Lordship’s Despatch No, 40 K., 
dated 7th ultimo, on the subject of the transfer of the Cuddapah-Nellore State 
Bailway, including the uncommenced Tirupati-Dharmaveram and Pakal- Villu- 
puram sections, to the South Indian Bmlway Company for the purpose of work- 
ing and eventual completion, 

2, This despatch has crossed our No. 65 R., dated the 15th March last, 
replying to Tour Lordship’s previous reference No. 15 R. of 10th February, in 
which, subject to the condition that the date of prosecution of tne uncommenced 
sections should he reserved to he fixed at the discretion of the Secretary of State, 
we expressed our opinion in favour of this transfer, because it would cheapen 
the working of the South Indian Railway Company, keep its staff better em- 
ployed, spread the cost of general superintendence over a much extended area, 
and reduce considerably the large outlay on workshops and plant which the 
State Railway must otherwise incur. 

3, The case of this railway is similar in principle to that of the Bellary- 
Ristna Railway, regarding which we are addressing Your Lordship separately 
under this date. The advantages of a transfer are equally unquestioned, and 
probably greater in degree, because the South Indian Railway being a smaller 
concern (649i- miles) than the Southern Mahratta Railway (1,0591 miles), will 
benefit more in proportion by the addition of 384 miles to its system than the 
latter will by the addition of 390, The points of difference between the two 
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cases lie in detail only,— cfa;,, the Nellore-Tirupati section is completed, so no 
further funds are immediately needed (as they are for the completion ot* tlie 
Gontakul-Bezwada section), W the South Indian Company, to which the pro- 
posed transfer would be made, will reach the term of its contract in about two 
years and a half. 

4. With regard to the South Indian Company, we have no hesitation in ex- 
pressing the opinion that no such grounds exist, in respect of either internal 
mismanagement, complication with other railways, or general imperial policy, 
as have been held in recent cases to necessitate and justify the substitution 
of direct management by the State for private agency. "We see no reason, 
therefore, why, on the termination of the existing South Indian contract, in 
accordance with its provisions, a new contract should not be entered into with 
the Company npon new terms, doubtless more favourable to the State, to be 
eventually agreed upon. These terms might, as Your Lordship indicates, be 
discussed and settled as soon as deemed convenient. 

5. We further beg to express our concurrence with Tour Lordship that the 
question of the terms on which the Company’s contract for their present open 
line should he renewed need he no obstacle to a provisional arrangement, subject, 
of course, as to its eventual currency to the satisfactory conclusion of the new 
main contract, referred to in the preceding paragraphs, with the Company, under 
which, whenever the financial position was favourable, they could commence 
operations either with funds advanced by Government or raised by means of 
debentures, and also make the contemplated refund by the latter means. The 
Moradahad extension of the Oudh and Rohilkhand Railway has recently been 
constructed from the proceeds of debentures, though the Company’s contract is 
near its close. Your Lordship will, no doubt, c ire fully consider, however, whe- 
ther so much of the provisions of such an arrangement as relate to the uncom- 
menced lines can be framed so as to preclude inconvenient pressure for their 
early construction being put on Government by the Company. 

6. In this case, however, as in that of the Bellary-Kistna Railway, we would 
represent the expediency of at once securing the advantages of united manage- 
ment, diminished outlay on workshops, &c., together with that of being able to 
ensure action promptly hereafter, whenever the financial position and the money 
market may he, in Your Lordship’s judgment, favourable, by entering into a 
contract, with suitable financial clauses regarding the future, transferring the 
whole Cuddapah-NeUore undertaking to the Company fox working and com- 
pletion. 

We trust that this suggestion may receive Your Lordship’s early and favour- 
able consideration. 


No. 95 (Railway), dated 16th May 1887. 

From— The Government of India, 

To— The Secretary of State for India- 

We have had the honour to receive Your Lordship’s Despatch No. 24 (Rfiil- 
way), dated 10th March last, relating to the estimates for the two sections of the 
Bellary-Kistna Railway, and the proposed transfer of that undertaking to the 
Southern Mahratta Railway Company for working and completion. 

2. With regard to the estimates, we have first to explain that Hindupur ” 

X 2 
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was, by a clerical error, substituted for “ Bezwada,” where the word first occurs 

in the margin of paragraph 4 of our 
Gxintnknl-Bezwada estimate, , ,188 a u xt p niAi. t 

1 ) 0 . Hindupur, 1st estimate . 65i Despatch No. 4 (Railway) of 11th Jan- 

Do. do., post outlay. ._3t naryl887. Moreover, when that de- 

Lakhs . 257 spatch was issued, we had before us only 

the first estimate for the Guntakul- 
Hindupur extension, amounting to R65| Iskhs, which had been forwarded to 
Tout Lordship with onr No. 81 (Railway) of 4th June 1886. This, together 
with the Guntakul-Bezwada estimate, and the entire past outlay, including 
survey, which appears to have been treated as a separate item, produced a total 
of 257 lakhs, divisible into 142 lakhs of past outlay and 115 of future. 

Subsequently to the issue of that despatch, however, the revised estimates 

for the Guntakul-Hindupur section 
Gu^akul-Be^ad^^ , 1 ^^ became available, and we submitted 

Do. do.. pMt outlay ._3» them with the Despatch No. 24 of Ist 

Lakhs • 2^ February 1887, as promised in para- 

graph 4 of the Despatch of 4th June 
1886, already referred to. These estimates showed an increase over the former 
ones of 9| lakhs, or of 6i lakhs, after making allowance for the past outl ay 
This increase, added to the first estimates, produced, together with the other 
two items, a total of 263i lakhs, corresponding with that arrived at by Your 
Lordship. 

3. "With reference to the 2nd and 4th paragraphs of the despatch under 
reply, we beg to point ons that the proposal that the whole Bellary-Kistna 
undertaking should be handed over for working and completion to the Southern 
JUahratta Company did not proceed from ns but from that Company, and was 
referred to ns for opinion by Your Lordship in Despatch No. 101 (Railway), 
dated 25tb November 1886. 

4. Regardingt he arrangement itself, we are glad to find that Your Lordship 
fully recognises the administrative convenience and economy which we held 
would result from it ; but we beg to represent that there is no necessity for 
deferring the realisation of these advantages until the money market may be in 
a condition favourable for the issue of the necessary debentures by the Com- 
pany. 

There is nothing, so far as we are aware, to hinder the immediate conclusion 
of a contract with the Company, transferring the undertaking to them for 
working and completion, provided that the financial clauses comprise arrange- 
ments, 'fiTstt that the Guntakul-Bezwada section should be prosecuted with the 
funds which the State will otherwise devote to it, until a favourable time 
arrives for raising in the market the 188 lakhs requisite to cover the refund of 
past outlay and the cost of completion; and, secondly, that the Guntakul- 
Hindnpnr section shall not be proceeded with until the Secretary of State may 
in his discretion direct, as already suggested in paragraph 4 of our Despatch 
No. 4 (Railway) of 11th January last. In this connection we beg to refer Your 
Lordship to the closing sentence of paragraph 5 of our despatch of this date 
relating to the Cnddapah-Nellore Railway. 

5. Under the arrangement above advocated, the State would incur no greater 
current obligation than at present, but would receive at once the advantages 
already recognised, with relief from the duty of direct construction, while the 
necessary capital could be promptly raised by the Company under Your Lord- 
ship's sanction, at whatever moment the market seemed favourable, without the 
loss of time involved in the otherwise inevitable negotiations over the contract 
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itself. We therefore trubt that thin arranj^jemeat may receive Your LorJj>!;'»jV 
early and favourable consideration. 


No. 97 (Railway), dated Sth September 1S>7. 

Prom— The Secretary of State for India, 
To— The Government of India. 


To Southern Mahr"-*ia R'-'lwsv Company : 
Beliary-K:'«*’‘, . am. . 
Guntakui-Hindiipur Kailway. 

To South Indian iailway Company; 
Tirupati »o Dharmavaram, 

Pakal to Villupuram. 


Consequent on receipt of Your Exceller.cy^s Railway letters Xos. 94 and 95, 

dated the 16th of May 18S7, in respect to 
the transfer of the lines, as marginally 
noted, to Railway Companies, I caused 
communications to be addressed to the 
Boards of the Southern Mahratta and 
South Indian Railway Companies. 

2. Copies of these communications,* 
and of the replies made to them by the 
two Boards, are herewith transmitted 
for the information of your Govern- 
ment, from which you will perceive that in both cases the Boards are willing to 
accept the transfer to themselves of the lines in question on terms to be ar- 
ranged. The nature of the terms will shortly form the subject of negotiation, 
together with the matter of the legal difficulty which is referred to by the 
South Indian Railway Company, and on both these points I will address you 
later. Meantime I deem it desirable that you should be aware that negotia- 
tions have commenced for the transfer to the Companies of the Hues in ques- 
tion. 


♦ Letters to Southern Mahratta and South 
lndi.i.n Railway Cotnpauies, dated 2Uth and 
2rth Julv. 

Ditto from ditto, dated 3rd, 4th, and 19th 
August 1887. 


No. 1062 P.W., dated 20th July 1887. 

Prom — S ir John E. Gobst, Under-Secretary of State for India, 

To — ^The Secretary, Southern Mahratta Railway Company. 

With reference to the correspondence which has passed regarding the com- 
pletion and working by the Southern Mahratta Railway Company of the 
Bellary-Kistna and the Guntakul-Hindupur Railways, I am instructed to inform 
you that the Secretary of State in Council is now prepared to consider any pio- 
posals which the Directors may feel themselves in a position to make for taking 
in hand their construction, and for working them as they are completed. 

The commencement of the Guutakul-Hiudupur line may have to be post- 
poned, but the Bellary-Kistna line, a section of which is now being worked by 
the Company under a recent agreement, might probably be transferred to them 
for completion in such manner and at such times as the Government may pre- 
scribe. 

Viscount Cross will also he glad to receive the views of the Directors with 
respect to the terms on which they would be prepared to undertake the comple- 
tion as well as the maintenance and working of the lines in question. 

The estimated cost of the Bellary-Kistna line is Rl, 85, 60, 000, of which 
about Rl,42,00,000 represents past expenditure. That of the Guntakul-Hindu- 
pur is E74, 25,000, of which R3,50,(XK) has been expended. 

I am to add that an y further information which may be in this office, and 
which the Directors may desire to obtain regarding the present position of the 
undertaking, shall he placed at their service. 
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No. 92-87, dated London, the 3rd August 1887. 

From— Edwabd Z. Thosntok, Esq,, Secretary, Southern Mahratta Eailway 
Company, Limited, 

To — ^The Under-Secretary of State for India. 

In reply to your letter No. 1062 P.W. of the 20th ultimo, enquiring on 
■what terms this Company would undertake to complete and work the State 
Eailway in course of construction from Gun takul to Bezwada and to Hindupur, 
I am directed to state that the Board will he ready to recommend their share- 
holders to take over and work these two Railways on the same terms as they 
carried out the West Deccan Railway and other extensions of their system, the 
necessary capital being raised on debentures either by the Company or Govern- 
ment, as may be found most convenient. The interests on these debentures 
and their repayment to be guaranteed and paid in full by the Secretary of State 
out of the revenues of India. 

The Board will, if it should suit the Government of India, accept, as part of 
the arrangement, and on the rules that are followed in interchanges of stock 
between State Railways, the metre-gauge rolling-stock now on the Nagpur- 
Chbatisgarb Railway, for which it is believed the Bengal-Nagpur Railway will 
have no use when their line is converted to broad gauge, in about twelve 
months* time. 


No. 1061 P.W., dated 27th July 1887. 

From— Sib John E. Gobst, Under-Secretary of State for India, 

To— The Managing Director, South Indian Railway Company. 

I am directed to inform you that the Secretary of State for India has been 
in communication with the Government of India on the subject of your letter 
dated the 2nd March last, and that it is deemed expedient by that Government 
that, if satisfactory terms can he arranged, the agency of the South Indian 
Railway Company should be employed for the construction and working of 
certain lines of railway in Southern India, which, combined with those now in 
the hands of the Company, could conveniently be managed as one system. I 
am to add that Viscount Cross concurs in this view. 

In their letter above referred to the Board allude to the approaching termi- 
nation of the first term of the contract with the Secretary of State, and point to 
the present time as being favourable to determine whether, and on what basis, 
the existence of the Company should be prolonged ... for the purpose 
more especially of working the combined system ” of railways therein specified. 
Upon this point I am desired to state that Viscount Cross is not prepared to 
interfere with the expiry of the present contract in accordance with its provi- 
sions, but being of opinion that any new arrangement should provide for carry- 
ing out and working the projected lines of railway from Tirupati (Renignnta) 
to Dharmavaram, 166 miles, and from Pakal to Villnpnram, IBS miles, should 
it be finally determined to undertake them, he requests to he informed whether, 
in anticipation of the action which the Government may decide to take in the 
year 1890, with regai*d to the purchase of the Company’s lines, the Board are 
willing to enter into an arrangement by which they would undertake to con- 
struct the above-mentioned lines, and eventually to work them, as sections are 
completed, under a new agreement, as part of the South Indian Railway Ck)m- 
pany’s system. 
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No. 1512, dated London, the 4tli Ang-nst 1887. 

From—H. W. Notman, Ebq., Managing Director, South Indian Railway 
Company, 

To — The rn(ler-Secret.iry of State for India, 

I have the honour to acknowledge receix^t of Sir John Gorst's letter No. 1061 
P.W., dated 27th July 1887, which was kid before the Board of Directors of this 
Company at their meeting on the 2nd instant. 

In reply, I am instructed to state that the Directors are gratified to learn 
that it is in contemplation, if satisfactory terms can be arranged, to employ the 
agency of the South Indian Railway Company for the consti action and working 
of certain lines of railway in Southern India, which, combined with those now 
in the hands of the Company, could, it is thought, be conveniently managed as 
one system. 

The Directors are prepared, in anticipation of the action, if any, which the 
Government may decide to take in the year 1800, with 
Dharniav'iaml regard to the purchase of the Company’s lines under 

'Viiiapurum, 135 provisions of the present contract, to enter into 
a new arrangement for the construction of the lines* 
refen*ed to, and eventually for woiking them as sections are completed. 

The Board have no doubt that, under existing statutory powers, the Com- 
pany is in a position to work such lines, but it is open to some question whether 
it would not he ultra vires in them to undertake, as agents only, the construc- 
tion of lines in which they have no proprietary rights. In order to solve this 
doubt the Directors have referred the question to tlieir legal advisers for opinion, 
and they have taken the same opportunity of ascertaining whether, under such 
circumstances, the Company has power to raise money for the purpose in ques- 
tion should the Secretary of State wish them to do so in preference to their 
being supplied with funds by the State. 

On receiving a reply to these references the Directors will again address the 
Secretary of State in Council on the subject. 

Meanwhile, the Board would be glad to he placed in possession of some 
general idea of the terms of the proposed new arrangement, which will receive 
their most careful consideration. 

Should the Diretora be advised that it is not within the existing powers of 
the Company, as agents only, either to construct the lines in question or to raise 
money for the purpose, they propose, with the sanction of the Secretary of State 
in Council, to take the earliest opportunity of applying to Parliament for an 
Act to enable them to do so. 

The Directors would add that they are prepared at once to undertake the 
completion of the surveys, and to make such other preliminary arrangements for 
carrying out the works as may be desired. For this they have powers under 
section 14 of 21 & 22 Viet., cap. 138. 


No. 1516, dated London, the 19th August 1887. 

From—H. W. Notman, Esq., Managing Director, South Indian Railway 
Company, 

To — ^The Under-Secretary of State for India. 

Referring to the letter addressed to the Under-rSecretary of State for India 
by the Board of Directors of this Company, No. 1612, dated 4th August 1887, 
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I now beg to enclose a copy of tbe questions submitted to Council by the legal 
advisers of tbe Company, and of tbe opinion tbereon regarding the powers of the 
Company to construct and work railways other than those forming part of 
their own system. 

Tlie matter will be considered on tbe reassembling of tbe Board, after tbe 
adjournment which has now taken place. 

No. 5, dated tbe 16tb August 1887. 

From— Mebses. Fbeshpields and Williams, 

To — ^The Secretary, South Indian Eailway Company. 

We beg to band you copy of tbe questions submitted to Mr. Latham and 
Mr. Armitstead, with a copy of the opinion of these gentlemen upon tbe ques- 
tion raised on tbe recent correspondence with tbe Secretary of State in Council 
for India. You will observe that in effect tbe Council concur in the views ex- 
pressed by ns in onr letter to tbe Managing Director of tbe 8tb of June last. 


Yon are requested to advise tbe Board of Directors — 

1st. — ^Whether, under their existing constitbtion, tbe Company are autho- 
rised, either as contmctors or as agents only, to undertake the 
construction of State Railways in which they neither have nor 
are intended to have any proprietary rights. 

JSnd . — Whether they have power to raise capital either by borrowing or by 
the issue of debentures or shares or otherwise, for tbe purpose iii 
question, should the Secretary of State in Council desire them to 
do so in preference to tbe Government supplying tbe Company 
with tbe necessary means from State funds. 

3rd , — Yon are requested to advise tbe Company, if they do not possess 
these powers, as to the manner in which they should acquire tbe 
necessary antboiity, and to advise generally in tbe matter. 

1. If tbe Company are authorised either as contractors or as agents only to 
undertake tbe construction of any railway, their authority can only be derived 
from tbe original Act of 1858 : the Act of 1874 does not enlarge the Company's 
power in this respect, and tbe Act of 1879 does not extend to construction at 
all. Tbe power under the Act of 1858 is for tbe Company to afford railway 
communication to the provinces of Southern India, and such other places as 
they may from time to time determine, by constructing, maintaining, and 
working railways.*' In onr opinion the true interpretation of this power is only 
to enable the Company to construct, maintain, and work railways of ifcs own. 
But tbe words are very wide and are capable of being interpreted differently. 

2. Tbe borrowing powers under section 16 of the Act of 1874 would be 
available for tbe present purpose if it is iutra vires, but inasmuch as the pro- 
posed new railway would not be part of tbe property of tbe Company, it would 
afford no additional security to tbe lenders unless tbe Government of India con- 
cur in giving a charge. 

E. The necessary additional powers can only be obtained by Act of Parlia- 
ment, but it may, however, be worth tbe Company’s while to obtain the opinion 
of tbe Court on tbe first question before ns. Such an opinion could be obtained 
with very little delay after tbe long vacation. 


iSth August 1S87, 


WILLIAM LATHAM. 
P. E. ARMITSTEAD. 
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No. 2 Ey., dieted 5th January 
From — ^Tho Secrt^tiiry of State for India, 
To—The Government of India. 


"With reference to my Railway Despatch No 97, dated tlie 8th of Sep- 
• Letter to Company, dated tember 1887, 1 transmit herewith, for information of 

your Government, copies of correspondence ♦ which 
has passed, since the issue of that despatch, between 
this Office and the Southern Mahratta Railway 
Company, showing the terms which have been ar- 
ranged for tte transfer to that Company of the 
Bellary-Kistna State Railway, with effect from the 
1st January 1888. 


2nd Xoven bet 1SS7. 

Ditto from ditto, dated 
18th November 1887, 

Ditto to ditto, dated 6th 
December 1S87. 

Ditto from ditto, dated 
I6th December No 117. 

Ditto from ditto, dated 
I9th December 1S87, No. 149. 

Letter to ditto, dated 19th 
December 1887. 

Ditto from ditto, dated 
22nd December 18S7, 


+ Secretary cf State to 
TireroVt dated 16fh December 
1887, 

“ Southern Slahratta Rail- 
way Cftmpany have arrantred 
to take over Bellary-Kibtna 
Railway, Ibt January. Act 
accordingly. Despatch 
follows. 


2. The fact of the transfer having been arranged 


was notified to yonr Government by my telegram of 
the 16th December 1887,t and I have now to 
inform you that, in consequence of your telegraphic 
request, dated 17th December 1887, arrangements 
have been made for the transfer to the Southern 
Mahratta Railway Company of the Chief Engineer and shiff now employed 
on the State line, the Agent to the Company in India being duly advised of 
the fact. 

3. The terras of transfer as described in the correspondence between this 
Office and the Southern Mahratta Railway Company explain themselves, and 
will he embodied in a deed. 


4. I have nothing further to add beyond that the price of issue of the 
Company’s new stock of o00,000i^. was fixed at 6 per cent, premium, the money 
being called up in full in England on or before 1st February 1888, and in India 
on or before 1st March 1888, interest at 4 per cent, being allowed by Govern- 
ment on all payments, less premium, into the Bank of England or Bank of 
Bombay from dates of payment. 


[Enclosdebs.3 

No. 1. 

No. 2110 P.W., dated India Office, London, the 2nd November 1887. 

From — ^The TJnder-Secretaxy of State for India, 

To— The Secretary, Southern Mahratta Itailway Company. 

With reference to your letter of the 3rd August 1887, stating the terms on 
which the Directors of the Southern Mahratta Railway Company would be pre- 
pared to recommend their shareholders to take over and work the railways from 
Gnntakul to Bezwada and to Hindupur, I am directed to inform you that the 
Secretary of State for India is prepared to enter into negotiations with the 
Board for the completion and working by the Company of the line from Gunta- 
kul to Bezwada, leaving the line from Gnntakul to Hindupur for future con- 
sideration. 

I am, however, to State that Viscount Cross is of opinion that the capital 
required for the completion of the former line, estimated at present at about 
500,000/., should be raised by the issue of shares, and I am to request that 
you will inform me upon what terms the Directors consider they would be 
able to raise that sum by ibis means. 
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No. 2. 

Ko. 13S-87, dated London, the 18th Jfovemher 1887. 

From— The Secretary, Southern Mahratta Eailway Company, 

To— The Under-Secretary of State for India. 

I am directed to acknowledge receipt of your letter No. 2110 P.W., dated 
2nd instant, stating that the Secretaiy of State for India in Council is pre- 
pared to enter into negotiations with this Company for the completion and 
working of the Bellary-Kistna Railway, 278 miles in length, hut that he con- 
siders the capital sum needed for that purpose, about 600, 000^., should be raised 
by an issue of new shares. 

In reply, I am instructed to state that the Board will he prepared to recom- 
mend to their shareholders to take over the Bellary-Kistna Railway, with its 
stores and equipment, from the 1st January 1888, to complete, equip, and work 
it on the following conditions, to which are attached marginal explanations : — 


Explanations. 

The Board are advised that it is 
necessary, to ensure the stock being 
taken up by the shareholders, to 
leave a margin to this extent, to 
allow for the depreciation in value 
certain to ensue in consequence of new 
stock being thrown on the market. In 
issuing it will he desirable to require 
accepting shareholders to pay up at 
once 20 per cent, on the value of their 
new scrip, and the balance in a 
month. Making the new scrip carry 
interest from the same day as the 
old will render it more marketable, 
and this will he effected by share- 
holders paying back interest. 

This is in accord with ordinary 
practice. 


Conditions. 

1. 500,000?. additional share capital 
to be raised by the issue to the present 
shareholders of 500,000?. stock in pro- 
portion to their holdings, at a premium 
to be settled with the Secretary of 
State at date of issue, hut so regulated 
that it shall be about two per cent, less 
than the selling market pnce of the 
Company's stock ex dividend. The 
stock to he issued on or aftfer the 3sfc 
January 1888, and to carry interest 
from the date the money is paid into 
the Bank of England, 


2. The premium to be carried to the 
credit of the Company as capital not 
bearing interest. 


This is understood to he the in- 3, The amount expended by the Sec- 
tention of the Secretary of State. retary of State to the 1st January 1888, 

inclusive of liabilities on all orders given 
out to dealers and manufacturers for 
stores and for unpaid wages at that 
date, to he adjusted by the Secretary of 
State, and to he debited for purposes 
of account to the Company's Capital Ac- 
count, hut not to hear interest under 
Section 30 of the Company's original 
Contract as varied by Section 2 of the 
West Deccan Contract. 
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IBxplamiions* 

The Board have no means of 
judging what capital will be needed 
to finish the Bellary-Kistna Rail- 
way, beyond the 5lK),000Z. now to 
be raised* 


It is not expected that the 
guarantee will have any operation. 
The accounts for the last half-year 
show on the Southern Mahratta 
Railway a surplus of 2,612f., after 
repayment of the sum advanced 
by Government for the additional 
temporary five shillings per cent, 
interest on the Company’s capital 
for the half-year.* This result 
has been attained with an average 
of only 577 miles open to traffic. 
The total length in the coming 
half-year will be 765 miles, ex- 
clusive of 90 miles in the Nundyal 
Extension, and consists of sections 
passing through richer districts 
than those hitherto open. Better 
results may, therefore, confidently 
he expected, as there is no increase 
of share capital. It is undesirable 
to give the Company a guarantee 
limited to the new issue, as the 
Board are assured that any separa- 
tion in the character of the issues of 
stock would be prejudicial to their 
values in the market, for it would 
practically create two stocks, one of 
very small amount. It is desirable, 
however, to have the clause, as it will 
give the shareholder confidence in 
embarking in this new venture, 

B12 is now far too low a sum at 
which to value a sovereign ; R14 is 
nearer the mark. 


CondhlmsM 

4. Any further capital sum needed 

for the completion and full equipment 
of the Bellary-Kistna Railway in ex- 
cess of the sum to be raiped now by 
issue of stock, to be raii*cd by 

issue of debentures on the same terms as 
debentures may be issued under the 
terms of Section 5 of the Bcl!ary-Guu- 
takul Contract. 

5. The limited guarantee of 4 per 
cent, interest on the Ct»mpany*s share 
capital given under theCcmipany’s Con- 
tract, Sections 27 and 42, last sentence, 
also part of Section 4 of West Deccan 
Contract, to be extended to 31st De- 
cember 1890, and to embrace the new 
capital. 


6. The rate of exchange laid down 
in Section 26 of the Company *s Contract, 
-nis., R12 to the £ to be altered to i£14 
to the £ in respect of the new share 
capital, — that is to say, the amount to he 


* There is some confusion in the clauses hearing on this point. ^J'he guarantee of 
the extra half per cent, is to the 1st June 1889, whSe the proviso in Section 42 of the 
Company’s Contract runs to 30th June 1889. The difference is of no practical 
moment, .but it would he as well if the date throughout should be to the 30th June 
1889, It arises from the charge made in date of the payment of the guaranteed 
interest, when that interest became payable in sterling in London instead of rupees 
in India. 
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Mscplanations, Conditions. 

placed to the credit of the Company’s 
Capital Account in India in rupees to 
be 1 4, not 12 times the sum paid in, in 
sovereigns, in England. The same 
rule to be applicable to stock on the 
Indian share list. The amount of such 
rupee stock now held is B94,800. 

7. Other conditions to follow the 
lines of the Southern Mahratta Con- 
tract. 

In conclusion, I am requested to ask that an early answer may be given 
to this letter, in order that the subject may be brought before the shareholders 
at the general meeting next month. 


No. 3. 

Ko. 2357, dated India Office, London, the 6th December 1887. 

From— The tTnder-Secretary of State for India, 

To— The Secretary, Southern Mahratta Bail way Company. 

I am desired to acknowledge the receipt of your letter, dated the 18th ultimo, 
stating that the Directors of the Southern Mahi atta Railway Company are 
prepared to recommend their shareholders to take over the Bellary-Kistna 
Railway from the 1st January next, and to complete, equip, and work it on the 
general conditions of the Southern Mahratta Contract ; and that with regard to 


* 500,0002. additional share capital to he 
raised by ihe issue to the present share- 
holders of 6tM>,OOOZ. stock in proportion to 
their holdings at a preminm to be settled 
with the Secretary of State at date of issue, 
hut so regulated that it shall be aboui two 
per cent, less than the selling market price of 
the Company's stock ex dividend. The stock 
to he issued on or after the 1st January 188d, 
and to carry interest from the date the money 
is paid into the Rank of England. 

2. The premium to be carried to the credit 
of the Company as capital not bearing in- 
terest. 

3. The amount exxiended hy the Secretaij 
of State to the 1st January 1888, inelusite of 
liabilities on all orders given out to dealers 
and manufacturers for stores and for unpaid 
wages at that date, to be adjusted by the 
Secretary of State, and to be debited for pur- 
poses of account to the Company's Capital 
Account, bnt not to bear interest under Sec- 
tion 30 of the Companj's origins! Contract 
as varied by Section 2 of the West Peccau 
Contract. 

4. Any further capital sum needed for the 
completion and full equipment of the Bellary- 
Eistna Railway in excess of the sum to 
raised n ^w hy issue of 600,0002. stock, to be 
raised by Is-ue of debentures. 

5. The limited guarantee of 4 per cent, 

interest on the Company's share capital 
l^ren under the Company's Contract, Sections 
27 and 42, last sentence, also part of ^eetIon 
4 of We'st !)•;( w*an to be extended to 

SIst DLcember law, and to embrace the new 
capital. 

6. The rate of exchange laid down in Sec- 
tion 26 of the Company's Contract, etc., R12 
to the £, to be altered to El4 to the £ in 
respect to the new share capit.-],— thaiis to 
say. The an.ount to be pi ic^d to rhe credit of 
the C. mpany’h C-pital Account in India in 

to rs ' t, n-t 12 trxes the sum paid in. 
It. 

7. vjtner Ci-nj:*.i',r.8 to fo'low the lines of 

the Siutlierr. Mahrutta 


tbe sum of five hundred thousand pounds 
(500,000?.) required for carrying out 
its oonstructiou, the Board will take the 
necessary measures for raising it by 
means of shares, on the conditions speci- 
fied in tbe margin ♦ 

In reply, I am instructed to inform 
you that the Secretary of State in 
Council is prepared to agree to these 
terms, with the omissions noted upon 
them, and, upon hearing that the Board 
of the Southern Mahratta Railway Com- 
pany assent, will give the Jnecessary in- 
structions for the preparation of the 
contract embodying them. 

With regard to condition 4, the 
Directors must be reminded that the 
special provision in the Bellary-Gunta- 
kul Contract for exempting the Com- 
pany for 21 years from the payment 
of interest, if the Secretary of State 
should he compelled to discharge these 
debentures, was given under exceptional 
circumstances, and he is unable to 
assent to its repetition in this case. 

The Secretary of State is of opinion 
also that the latter part of Condition 
6, which applies the proposed new rate 
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of excliange to tlit' portion of tlie old c.cjiital held in the Indian shnre li“t, shonll 
be omitted. 


No. 4. 


No. 147, dated London, the ISth December 1S87. 

From— E dw. Z. Thopk'*'on. Esq., Secretary, Southern Mahratta Kailway 
Company, I-nr.!:,*!, 

To— The Under-Secretary of State for India. 


In reply to year letter, No. P. 

1. That the Directors of the Company be 
and are hereby aath.iriMed to conclude au 
Agreement with the Secretary of Stafe fur 
the acquisition ''"■v *hf of the Bellnry- 

Kistna State ‘.j such terma as 

the Secretary of Siate and Directors bhall 
agree. 

2. That the capital of f'c Cc'^pa’^y he and 
is heretty increased by D,' ' . u.v. .• . into 
25/1' 0 shaies of 2<tf each, and that the Direct- 
ors be and are hereby autnorised to issue sueh 
shares at and upon such price, terms, and 
conditions as the Secretary of State and the 
Directors shall agree 

3 That on the payment up, in full, of sueh 
25,000 shares, the Directors be and are here- 
by authorised to eonyert the same into stock. 

The Board hope the Secretary of 
telegram, to the Government of In 
Agent. 


2357, dated 6th Decc^inber 1^87, 1 ara 
directed to infurin jctu tliat the share- 
holdeis of this Ctmipany, at a jreneral 
meeting held this day at the Cannon 
Street Hotel, having passed the resolu- 
tions noted in the margin, the I?oard 
now agree to take over the Bellary- 
Kistna Kailway, with its stores and 
equipments, on the conditions stated in 
the accompanying circular to the share- 
holders, which correspond with those laid 
down in your letter under reply. 

State will give the necessary orders, by 
lia. This Company have advised their 


No. 5. 

No. 149, dated London, the 19th December 1887. 

From — E dw. Z. Thornton, Esq., Secretary, Southern ilahratta Eailway 
Company, Limited,^ 

To— The Under-Secretary of State for India. 

Eeferring to my letter accepting, on behalf of the Directors, tlie proposal of 
the Secretary of State to incorporate the Bellary-Nistna State Railway with the 
undertaking of this Company on certain conditions, I am now directed to 
forward a letter from the Company's brokers, and to suggest that the price of 
the new stock to be issued to the shareholders be fixed at 6 per cent, premium, 
and that the money be called up, in full, in England on or before the 1st Feb- 
ruary 1888, and in India on or before the 1st March 1888, interest at 4 per cent, 
being allowed by the Secretary of State on all payments, less premiums, into 
the Bank of England or Bank of Bombay to his credit from the date thereof. 


Dated 16th December 1887. 

From— Messrs. S. B. Scott & Co., 

To— The Secretary, Southern Mahratta Railway Company, 

We take the liberty of suggesting immediate application to the Secretary 
of State for India to agree to the price at which the new issue of shares shall 
be made to the present proprietors, since it will not he practicable to send out 
the circulars offeiing the allotments until such price is fixed. 

The stock is now quoted ‘‘ ex divd.,” and the selling price is 108 ; 2 per cent, 
off will leave 106, which we suggest is at present the fair pi ice under the 
agreement with the India Office for the issue. 
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No. 6. 

No. 2578 P.W., dated 19tli DeoemTjer 1887. 

Prom— J. A. Godley, Esq., Under-Secretary of State for India, 

To— The Secretary, Southern Mahratta Railway Company, 

la reply to your letter No. 149-87, dated the 19th December 1887, in re- 
spect to the issue of 50O,OO0Z. new stock by the Sonthera Mahratta Railway 
Company, I am directed by the Secretary of State for India in Council to state, 
for information of the Board of that Company, that he sanctions the issue of 
such stock to shareholders at 6 per cent, premium. His Lordship in Council 
also assents to the further conditions named in your letter under reply. 


Ho. 7. 

No. 2564 P.W., dated India Office, London, the 19th December 1887, 

Prom— J. A. Godlby, Esq., Under-Secretary of State for India, 

To— The Secretary, Southern Mahratta Railway Company. 

I am directed by the Secretary of State for India to inform you that upon 
receipt of your letter of the loth instant, No, 147, a telegram was sent to the 
Viceroy, stating that the Sonthern Mahratta Railway Company have arranged 
to take over the Bellary-Kistna Railway on the 1st January 1888. 

To this telegram a reply has been received requesting that the Board may 
be asked to arrange for the transfer to the Company of the Chief Engineer and 
superior establishments now employed on the line in question. 

Lord Cross will be glad to know whether the Directors are ready to accede 
to this proposition, and, if so, to request that they will make the necessary com- 
munication to that effect by telegram. 


Ho. 8. 

No. 155, dated London, the 22nd December 1887. 

Prom— E dw. Z. Thobnton, Esq., Secretary, Sonthern Mahratta Railway 
Company, Limited, 

To— The Under-Secretary of State for India. 

In reply to your letter No. 2564 P.W. of the 19th instant, requesting the 
Board of Directors to arrange with their Agent, if they think it desirable, for 
the transfer to the Company of the Chief En^neer and superior establishment 
now employed on the Bellary-Kistna Railway, I am directed to state that the 
foRowing telegram was this day despatched to the Agent and Chief Engineer of 
this Company i— 

“You may take Chief Engineer and staff, Kastua Railway, Letter 
follows.” 



moTECXivi: iiaiiwa\*s. 




Xo. no Kralway;. 1 1 tL X* v a/ -r >*•:. 
From — The j^eerr-tary of S't tt * for Jti li**.. 
To— The Gov^-'KiKiOLt of Iiitiia. 


In continuation of my 

* Letter fn»Tn thf' Com- 
pany, fiated IHth 

Ditto t'i ditto, dated i^tU 
No^cndnT loo". 


Efiiluay De^riitdi Xu. ft7, tlat.'! I 

furn.trii lnT-\\i‘h, fur Yuar hii 

coi'V of a ourri«-?-f*ri-lon(‘^^ 'Alt u the Itirfet* > u: 

Suuth Intiian Itail'A ly Conij iny 

puro^ tthidi tho Ruari h'lvo dn'M* 1 1 > ‘t'lui * lit t ^ 


|.lacinu^ thon.M^lves in ri p' lu »'urry -re *•.“ - 

struotion of the Tiruj ati-l)liarmaveraiii arnl Pa'Anl-VUInj nniu In:- <, tel 
+ Xft. ^oi, (lat<'a ‘Jist Outo- extract from a letTer+ in the Rt arl hare a 1 ir' - I 

ber 1007. tli^-ir Atreiit on the subject. 


2. Yonr Tiailv\ny De^pntrli Xo. IfiO, date*! Utli Sej t'tiibf'r l''S7, e::* I 'I:-' . 
re\i«cii abstract ootuofite of the c»>t of ooii'.tructin.; the iuotej^ittl’ 1 r ./.ttir, • ,i- 
been fur%\ardcd for the iuturmalion cf the Direc'oro of the bout a Ini.an I axu «* tiv. 


Xo. 1533, dated 10th October 1SS7. 

From— H ejjbt “W. Xotma^, Ksq., Secretary, Lomlon Bxtrd, South lu lian 
Eailway Co., 

To— The Under-Secretary of State for Imlia. 

With reference to Board's letter Xo. 1512, dated 4tii Auu"a''t ISS7, tie* FM\r,I 
has had under consderation the opinion of Counsel, of which a copy wu’^ forwardc.l 
wdth their letter Xo. 1516, dated lyth August lbS7. us to the powers of the Cum- 
pany, under their existing constitution, to construct for the State such liiie« U" ha;-j 
formed the subject of recent correspondence- 

It will be seen from that opinion that Counsel consider that the true interpreta- 
tion of the words of the Act would operate in restriction of the Company construct- 
ing lines other than those embraced in their own sjstem, but they admit that the 
words of the enacting clause are very wide, and are capable of being interptreted 
differently. 

In order to remove all doubt and difficulty in the matter, the Board has decided 
to make application to Parliament in the ensuing session for an Act to enable them 
to undertake such works as are now contemplated, to raise and apply the Bece^sarv 
capital, and for other purposes, and they have instructed their solicitors to give the 
statutory notices accordingly, after communication with the legal adviser of the 
Secretary of State. 

With the view of obviating, so far as can be done in present circumstances, any 
delay in proceeding with the works in question, the Directors have instructed their 
Agent in India to place himself in communication with the Government there, in 
view to the adoption in concert with them of such preliminary measures as may be 
practicable, pending the removal of any legal difficulties which may now exist in 
carrying the construction of the lines to completion. 


No. 1922 P.W., dated Sth November 1887. 

From — J. A. Godlet, Esq., Under-Secretary of State for India, 

To— The Secretary, London Board, South Indian Bail way Co. 

I am directed by the Secretary of State for India in Council to acknowledge tlie 
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receipt of your letter of the 19th October, Xo. 1533, stating the measures ^hich 
the Board of the South Indian Eaihvay Company have decided to take in connec- 
tion with the construction of the lines mentioned in Sir John Gorst’s letter to you 
of 27th July last. 

In reply, I am to state that Viscount Cross concurs in the decision come to by 
the Board, to make application to Parliament in the ensuing session for an Act 
to enable them to undertake such works as are now contemplated, and to raise 
and apply the necessary capital, and also in the instructions which they have 
given their Agent in India to place himself in communication with the Government 
of India, in \iew to the adoption of such preliminary measures for the construction 
of the line iu question as may be practicable under the circumstances. 

I am also to state that Viscount Cross wiU be piepared to assist the Directors iu 
obtaining the Parliamentary powers necessary for the object iu view. 

A copy of a despatch* and its enclo^ure recently received from the Government 
♦ No 1C9 By., dated 9th 0^ India, containing a revised estimate of the cost of 
September constructing the Pakal-Tillupuram Railway, is for- 

warded herewith, for the information of the Board of Directors. 


Exii act fi‘Oin a Ltih^ from the Blreetors of the South Indian Bailicay Company 
to thtir dytdt Iti India, So, 6Sl of 21U October 1SS7. 

COYSlRrCTIOY OF STATE RAILWAYS. 

As some doubts exist as to the ptower or* the Company, under tlieir present con- 
stitutum, to construct State lines such as those which have recently formed the 
>ubj*^ct of correspondence, the Directors have resolved to apply to Parliament in 
the ensuing session fur an Act to remove these doubts, and to enable them to enter 
into fresh coutructs with the Secretary of State in Council, on such terms as may 
be deemed to be expedient. 

In order, so far as i>resent circumstances will allow, to prevent any delay in the 
Works being immediately proceeded witli, t’ue Directors desire that you wall place 
yourself m communication with the Government of Madras, and concert with them 
such preliminary mousurts as, pending the removal of the legal difficulties referred 
to, may be practicable The Board believe that under the provisions of the Act, 
21 & 22 Viet., cap. 138, '-ection li, the Company has statutory powers to make 
surveys and t»rehminary arrangements for such w'orks as those in question, although 
there is at present no contract for the execution of the same, and they have received 
authorit} from the shareholders to make such arrangements, as will be seen from 
the fohov\ ill g jteolutiou, which was passed at the special general meeting of the 
Company held on 28th June last : — 

'"The Company approve and confirm, and also hereby authorise the Board of 
Directors to continue the negotiations, and to effect such, terms and conditions with 
the Secretary of State in Council for the working by the Company of the Isellore- 
Tiriipati section of the Cuddapah State Railway as in their judgment and discre- 
tion they think proper. The Company also hereby approve of the proposals made 
to the Secretary of State in Council to construct and work the State Railways from 
Tirupati tid Kadiri to Dharmaveram, being an extension of the Cuddapah-Nellore 
line, and from Pakal Junction on the Tirupati-Dharmaveram line to Yillupuram, 
and the Board are hereby authorised to enter upon the necessary negotiations with 
the Secretary of State in Council in reference thereto, and to effect such terms and 
conditions with the Secretary of State in Council as in their judgment and discre- 
tion they think proper.” 
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Ko. 60 (Kailwaj), dated 7tli Jane 1888. 

From— The Secretary of State for India, 

To— The Government of India. 

In pnrsuance of the intimation conveyed to yoa by my Railway Despatch 
‘ No. 119, dated 10th November 1887, 1 have now to in- 

8i^'^*ext?^?ons*^Clafinrof pa'^^ed, entitled the 

Madras Bailway Company, ** South Indian Railway (Additional Powers) Act, 1888,” 

* 13 copies sent by book by which Act the South Indian Railway Comimny is 

eniibled to extend its system, and to enter into arrange- 
ments with Government for taking over and working the existing Cuddapah-Nel- 
lore State line, and constructing and working the suggested Tirupati-Dharmaveram 
and Pakal-Yillupuram sections. 

2. The Board of the Company have applied to be informed what measures 
should be taken for carrying out such portions of the projected lines as it is thought 
desirable to undertake ; and I request, therefore, that I may be furnished with the 
views of Your Excellency’s Government on this application. 

3. I take this opportunity of drawing the attention of your Government ton 
communication addressed by the Board of the Madras Railway Company to their 
Agent in India, No. 794!, dated 20th April 1838, copy of which is herewith for- 
warded, setting forth the views of that Board in respect to their Agency being also 
employed in the extension of certain railways in Southern India. 

An Act for conferring additional powers on the South Indian Railmg Compang, 
and for other purposes^ 

[Royal Assent, 30th Apeil, 1888.] 

Whereas it is expedient to extend the powers of the South Indian Railway 
Company in relation to the construction, maintenance and working of railways, and 
the raising of capital and otherwise ; 

And whereas the said objects cannot be effected without the authority of 
Parliament ; 

Mat it thbeepobb please yotjb Majesty, 

That it may be enacted and be it enacted by the Queen’s Most Excellent Ma- 
jesty by and with the advice and consent of the Lords Spiritual and Temporal and 
Commons in this present Parliament assembled and by the authority of the same as 
follows : 

1. This Act may be cited for all purposes as The South Indiau Railway (Addi- Short title, 
tional Powers) Act, 1888. 

2. The provisions of The Companies Clauses Consolidation Act, 1845, with re- Incorporation ol 
spectto the consolidation of shares into stock, and Parts I. and 11. of The Companies 

Clauses Act, 1863, as amended by The Companies Clauses Act, 1869, are incorporated Cinuics Acts, 
with this Act, and shall have effect subject to the provisions of this Act. 

3. In construing this Act and the several Acts incorporated herewith, the fol- Interpretation, 
lowing words and expressions have the following meanings unless excluded by the 

subject or context, to wit : 

The expression “the Company ” means the Sonth Indian Railway Company ; 

The expressions “ the special Act ” means this Act j 
The expression “ the Act of 1868 ” means an Act passed in the thirty-first year 
of the reign of Her present Majesty, cap. 26, intituled “ An Act to en- 
able certain Guaranteed Indian Railway Companies to raise Money on 
Debenture Stock 

Y 
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The expression "Secretary of State in Council ” means the Secretary of State 
in Council of India ; 

The word “ India ” means Her Majesty’s territories in India and any territory 
in the East Indies belonging to any Native Prince or State in alliance 
with Her Majesty or to any European power j 

The word “ Hail way” includes a railway and the telegraphs and worts con- 
nected therewith ; 

The word " person ” includes Corporation j 
and the several words andlexpressions to which by The [Companies Clauses Con- 
solidation Act, 1845, meanings are assigned have in this Act the same respective 
meanings. Provided that any expression in the said incorporated Acts to which a 
special meaning is assigned by The South Indian Railway Act, 1874, shall have the 
same special meaning in this Act. 

Power to enter 4^ ^nd after the passing of this Act the Company may from time to time 
agreements. enter into with the Secretary 0 ! State in Council and carry into effect, and may 
with the sanction of the Secretary of State in Council enter into with the Govern- 
ment of any Native State or any other Government, Public Body, or Person, and 
carry into effect, any contract or agreement for all or any of the following purposes, 
that is to say : 

For the construction, equipment (including the supply of plant, machinery, 
and rolling stock), improvement, maintenance, management, or working 
by the Company as Agents or Contractors for the Secretary of State in 
Council, or for any such Gorernment, Public Body, or Person as 
aforesaid, of any railway or part of a railway in India, whether forming 
part of or connected with the existing undertaking of the Company or 
not, and for the purpose of carrying into effect any such Contract or 
Agreement it shall be lawful for the Company to exercise all suoh 
powers and do all such things as maybenecessaiy or incidental to any 
of the matters aforesaid. 


Power to raise 5. For the purpose of carrying into effect any contract or agreement entered 
into under the powers of this Act, it shall be lawful for the Company, with the 
sanction of the Secretary of State in Council (but not otherwise), from time to 
time to raise such moneys as they may require, either by the creation and issue of 
new ordinary shares or stock, or new preference shares or stock, or by borrowing on 
mortgage, or bond, or debentures, or debenture stock, or by suoh one or more of 
those methods as the Company may, with such sanction as aforesaid, determine. 
Subject to the provisions of this Act aU debenture stock authorised by this Act 
sh^ be created and issued under and subject to the provisions of the Act of 1868, 
which shall for this purpose be construed as if the Company were expressly included 
among the Hailway Companies therein named. 


aSefto ^ ^ by this Act otherwise provided, any new shares or stock created by 

the eamemtii- the Company under the proriaone ot this dot, and the holders thereat respeotiyely, 
f?^,.*** wspeoliTely to the same powers, rights, pririlegesi 

liahuities, and incidents in all respects as it snob new shares or stock were part of 
the eiislang oapM of the Company ot the same class or description. 

7- K s5>all lawM for the Company with the sanction of the Seoretmy of 
iu.;,';;;:';,'-'’ Debenture Stock which may be issued by them 

the proyisions of this Act a charge on the whole undertaking of the Com- 
pany or (notwithstanding anything to the contrary contained in the Act of 1868) 
. upon any separate part or parts of such undertaking. 

Company under the provisions of this Act shall he 
pder Aet. applied only for the purposes of this Act, or of contracts or a^eements authorised 
by this Act to which capital is properly applicable. 

^ Debenture stock charged on any separate part or parts of tbe undertaking of 
.^iged on part the Company shall not be a charge on any other part or parts of the undertaking* 
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or on the undertaking generally, and a statement to that effect shall be inserted in 
every certificate of such debenture stock. 

10. So long as any debenture stock is charged on any [separate part or parb of f /r 

the undertaking by the Company, separate accounts shall be kept of the capital and auLaati# 
revenue of each separate part of the undertaking of the Company so charged in the 

same form as nearly as may be and subject to the same conditions as such accounts 
TTonld be kept if each separate part of the undertaking belonged to an independent 
Company. 

11. If any pestion arises as to wbat constitutes a separate part of the under- 
taking of the Company vrithin the meaning and for the purposes of this Act, the what 
Secretary of State in Council may decide such question, either on application by the 
directors or by any mortgage or bond or debenture or debenture stock h dder or any 
shareholder of the Company or without any such application ; and his deci>ioa 
shall be final and binding to and for all intents and purposes. 

12. The Company may from time to time apply for or towards all or any of the aj’^y {ua 
purposes of this Act or of any contract or agreement authorised by this Act any 
moneys which they may receive from the Secretary of State in Council or from the 
Government of any Native State or from any other Government, public body, or 
person, as well as any sums of money which they have already raised or are 
authorised to raise by any of their Acts, and which are not required for the pur- 
poses (if any) to which they are by those Acts made spedally applicable, 

13. Nothing in this Act shall prejudicially affect the rights of the existing 
shareholders under the contract dated the 16th day of December, 1873, and made boldtrs. 
between the Secretary of State in Council of India of the first part, the Great 
Southern of India Railway Company of the second part, and the Carnatic Railway 
Company Limited, of the third part, and which contract is contained and set forth 

in the schedule to The South Indian Railway Act, 1874. 

14. The costs, charges and expenses of and incidental to the obtaining and^^®^®®^ 
passing of this Act shall he paid by the Company. 


No. 794, dated 20th April 1883. 

From — ^J ulian Byene, Esq., Secretary, Madras Railway Company, 

To — The Agent and Manager, Madras Railway, Madras. 

Looking at the map which accompanies the Administration Report of the Public 
Works Department, Railway Branch, Madras, 1886-87, the Board observe that 
extensions are projected in various directions, the carrying out of which will, the 
Board apprehend, very materially affect the traffic of the Madras Railway. If it be 
determined to construct these contemplated lines by other agency than this Com- 
pany, the Madras Railway will be exposed to competition on all sides, and, it is 
feared, may lose very heavily. The pecuniary interests of Government in this 
Railway, no less than those of the Company, should be sufficient to ensure caution 
in proceeding with other lines which could seriously interfere with the develop- 
ment of the Madras line. 

2. I am desired, therefore, to request your early and special attention to this 
question, and that you will submit it to the Government of Madras for their careful 
consideration, in the hope that the claims of this Company to the construction and 
working of any projected extensions on the metie gauge, or otherwise, within the 
territory which may he properly regarded as coming within the Madras Railway 
district, may he favourably entertained. 

3. Of the proposed lines described on the page prefixed to the Administration 
Report above quoted, the first on the list, viz,, the Hindupur extension, to be pro- 
longed, no doubt, eventually to Bangalore, seems to the Board to be one which is 
eminently within the province of the Madras Railway Company to undertake. 

y2 
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TTith rejrard to the question of gange, vonr 
CoinxJtt<;e arc of opiuion that all the leading 
trunk lint 'I, t\ith their principal feeders, 
£h»<uld be on the broad cange, the metre 
ht.njr, a rule, eontined to tracts of 
c ' .^•'3 ' r _ «Tst.:r :* jLlrcaiy in sue- 

' " . V n. ui 1 ;< 1 t'l where the 
:r«‘. - . . :Lut I I’capness of 

n. :h:.;i , - n:< -Iclancea the 
-n vf Lr»,:.£ o: gauge. 


The direct connection of the important city and military station of Bangalore with 
Bom’jny and Calcutta, by means of a chord line on the standard gauge from the 
junotdmat Giini«kul, seems to the Board to be a necessary completion of the main 
artenrii railway system of India. To construct this extension by an agency dis“ 
tiact from the Madras Itnilway Company would not only very seriously affect the 
tragic rc-reme of the Madi-as Railway, but, if done on the metre gauge, would inter- 
fere wi:b the politic.*! and military value of the communication. The Board very 
earnestly desire that the attention of the Government and of the military authori- 
ties may be invited to their proposal to undertake this line on the standard gauge, 
and trii'.it that it will be viewed with favour. 

4. The Board would refer to the opinion expressed on the question of gauge by 

the Select Committee on Indian Railways 
in their Report of 1884, para. 21, page 10, 
as being applicable to this case. 

6. There are other branches and exten- 
sions which this Company are desirous 
to undertake, and which, provided they 
had the management and control of them, 
they would he prepared to construct even 
on the metre gauge, if preferred by the Government to the standard gauge. These 
the surveyed line to Cochin from Shoranur, the extension from Palghat to 
Pollaelu and Dindigul, a branch to the town of Salem and Namkal, and several 
others. 

6. The Board would suggest that estimates he prepared both for the metre and 
broad gauges of such lines as, in your opinion, it will be desirable for this Company 
0 un er a e, i being undei stood that the standard gauge would be constructed at 
^ manner consistent with efficiency and economy in working, 

xr u prepared also to take over the working of the line from 

Nelloreto Tripati, which traverses a rtgion within the Madras Rahway area, rather 
than that of the South Indian Railway. ^ 

^Theerfension ofthebroad-gangelineto themrntary station ol Cannanore 

to been und.r ^nsideration. and also the re-alignment of the portion ot the South- 

h^rVffi^vT, t important towns, 

these Mtensious. “ probable financial results of 

^ 9. The capitel at present standine to the credit of the Company will be expended 

ra completing the several large bridges on the North-West line and othe^sano- 

the Company’s Act of Parliament, 
to the extent of som ethree mUlions 
^ hope, be disposed to authorise 
^ T T- construction of snob extensions 


Ko. 77 (Railway), dated 13th July 1888. 

Prom— The Government of India, 

To— The Secretary of State for India. 

The Government of Madras has a 

+iv A ^ ^^r^arded to us a copy of a despatch* which 

• Public WArtft nrs f * overnmenthas addressed to Your Lordship, and 
ment Dtfspateb from the?rcr- ^ transmitting correspondence regarding 

certain famine protective lines in 
dated sath juaj ibss. * ‘“f* residency should be constructed and worked. 

His Excellency the Governor in Council expresses an 
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opinion that it is of paramount importance to Hocure the freest poapihle eommnni- 
CMtion between the districts subject to famine and the sources of food-siipjdy ; and 
that this freedom of communication will l«est be attained by adh»'nnL»‘ to tho 
present arrangement under which the construction and workin^^ of these Cuddupali- 
Nellore Railway extensions are to be entrusted to the South Indian, ani not to li:e 
Madras Railway Com]>any. 

2. We beg to express our concurrence generally in these views of the Madras 
Government ; and consider that it would be unadvisable to entrust the w'orking of 
these metre-gauge lines to a Company whne interests might lead them to en- 
deavour to force traflic upon their ow n broad-gauge line. We further consider that 
it would, in any case, be too late to reopeu the question as to the agenty by which 
these extensions should be constructed and worked, now that the necessary legisla- 
tion has been effected for investing the South ludiau Railway Company with the 
necessary powers in this respect. 

3. At the same time we confess that it is against our general principles of rail- 
way management to introduce rival interests into an area of country, the traihe of 
which is already in the possession of another Company ; and we cannot fail to 
recognise the force of the arguments of the Madras Chamber of Commerce, that 
the introduction of the South Indian Railway into districts which ha\e hitherto 
been served by the Madras Railway may lead to competition and may tend to 
divert, to Pondicherry and to Xegapatam, traffic which properly belongs to the 
port of Madras. 

4. This diversion of traffic would probably be effected by preferential rates ; 
and as it is in every way undesirable to encourage any such competition between 
the rival Companies, we beg that Your Lordship will bear in mind this point in 
any agreement that may be drawn up for the working of these extensions, and will 
cause the insertion of a stringent clause which will place it beyond the power of 
the working Company to levy preferential rates. 


No. 92 (Railway), dated 17th August 1888. 

From — The Government of India, 

To— The Secretary of State for India. 

We have the honour to acknowledge the receipt of Tour Lordship’s Railway 
Despatch No. 60, dated 7th Junel8S8, forwarding for our information a copy of 
the South Indian Additional Powers Act,* 18S8, and 
asking for our views as to what measures should be taken 
for carrying out such portions of the extensions for which 
these powers have been taken, as it may be considered desirable to undertake. 

2. With Your Lordship’s Railway Despatch No. 119, dated 10th November 1887, 
was forwarded copy of correspondence with the Board from which it appeared that 
at a general meeting of the Company the proposal was approved that the exten- 
sions of the Cuddapah-Nellore line from Tirupati to Dharmaveram and from Pakal 
Junction to Villupuram should be constructed and worked by the Company under 
such arrangements as might be agreed upon between the Secretary of State and the 
Board. In this correspondence it was further stated that the Agent of the Com- 
pany had been instructed to place himself iu commuuicatiou with our Government, 
in view to the adoption of such preliminary measures as might be practicable. 

3. On receipt of this despatch we entered into communication with the Govern- 
ment of Madras, with the result that the complete surveys, estimates, and records 
of the lines above named were placed at the disposal of the Agent ; and officers^ 
partly Government servants and partly officers of the Railway, were appointed 
to mark out the lines, to make arrangements to facilitate the ultimate transfer of 
the land, and to prepare indents ior materials, some of which have since been 
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transmitted by the Agent to Englandj so as to be in readiness to invite tenders 
for tlieir supply as soon as definite arrangements had been concluded for the 
actual construction of the lines. 

TeUgram to Secretary of State, dated IBth August 1888. 

Tour Railway Despatch No. 60, 7th June last. Dharmaveram-Tiru- 
pnti Railway. Pakal-Yillupuram Railway. We strongly urge that 
construction of these lines be undertaken, but we cannot provide for 
it by funds raised by ourselves. Will you raise funds or allow South 
Indian Railway to raise them to admit of work being commenced next 
Dear on terms contract being settled ? 

5. We are strongly in favour of the early construction of these lines, not only for 
the sake of the development of the country through which they run, and for the 
economy in working which will be caused by enlarging the South Indian Rail- 
way system, but mainly on the ground of the protection they will afford from 
famine. These grounds have been dwelt upon at length in previous despatches, 
and the arguments therein advanced are strengthened by the deficient rainfall of 
this year, which shows the risk of failure to which the crops in this part of the 
country are continually subject. Up to the present time the rainfall in the Bellary 
and Cuddapah districts has been less than half of what is usually received in the 
south-west monsoon. 


4. With regard to 
the measures to he 
adopted in future, we 
have despatched a 
telegram, repeated 
in the margin, and 
now desire to record 
our views in greater 
detail. 


station. 

Raiirpixn. Ij 

li 

Since 1st 
Jane IftSS. 

1 , 

Average ji 
from 1st |j 
June to date.,; 

Knraool 

BtiUary . • • 
Cuddapah • . 

4'77 

1*57 

6-21 

13-65 

4 70 


We give in the margin the rainfall, as 
reported by the Meteorological Depart- 
ment, up to the 15 th of August in the 
principal stations in the neighbourhood 
of the projected lines ; and would point 
out that it is on the south-west monsoon, 
and not on the north-east monsoon, that 
these tracts are mainly dependent for 
* Average to end of August. their rainfall. 

6. We understand that Tour Lordship is committed to the acceptance of the 
scheme, and also to the construction of the lines by the South Indian Railway 
Company, and that the only question remaining for determination, in addition to 
that of the supply of funds on which we have given our opinion by telegram, is the 
time at which financial considerations will allow of their being commenced — a point 
on which we are anxious to learn Tour Lordship’s decision as speedily as possible. 

7. We trust that it may be found practicable to raise the funds required early 
next year, either directly or through the agency of the Company. In urging this 
we do not overlook Your Lordship’s desire that capital expenditure on Railways 
shall be reduced as much as possible, and that no new railways shall be commenced ; 
but we conceive that the negotiations regarding these lines haVe gone so far that 
they may be treated as already “ under construction.” 

8. With regard to the terms to be agreed to with the Company, we recommend 
they should be both for construction of these new lines, and also for working the 
whole system after the present contract expires in 1890. 

As to the details of those terms we do not offer any present opinion, but shall be 
prepared to do so if desired. Meanwhile we may remark that the Company should 
be required to employ such of our surplus Engineers as, being thoroughly capable 
(^ficers, we are ready to transfer to them, in preference to engaging any new staff 
in the service of the Company. 

9. Should Tour Lordship agree that the capital be raised early next year, and 
consider that the terms of the agreement will not take long to arrange, we propose, 
pending the result of these negotiations, to commence the construction of the lines 
by the State, employing our own officers under the general superintendence of the 
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Agent and Chief Engineer of the Company, advancing the necc&'iary capital (which 
is not iikoly to exceed 10 lakhs of rupees during the current financial year), to be 
repaid ultimately out of the Loan Capital, should this cajdtul be raised by the Com- 
pany, A condition with regard to this repayment should be ciitercd in the agree* 
ment. 

10. We request the favour <*f being informed of Your Lordship’s decision on the 
question by telegram. 


Ko. 104 (Railway), dated 30th August 1S5S. 
Prom— -The Secretary of State for India, 
To— The Government of India. 


Tour Excellency’s Railway letter No. 77, dated 13th July 1888, stating your 
views in respect to the agency’ by which certain famine 
onaSp^c^veUa^'b? proteetiTG lines in the Madras Presidency should bo 
the South luuian Kailwaj constructed and worked, has recedved my consideration 


Compauy. 


in Council. 


2. I am glad to learn from this letter that Tonr Excellency’s Government con- 
curs with me in preferring the agency of the South Indian Railway Company for 
this extension of the narrow-gauge system in Madras, and any possible diversion of 
traffic from the system of the Madras Railway Company by preferential rates will 
be guarded against by insertion of the necessary clause in the contract to be entered 
into with the South Indian Railw’ay Company, as has already been intimated to the 
Government of Madras in my Railway Despatch to that Government, No. 3, dated 
12th July 1888. 


No. 98 (Railway), dated 24th August 1S88, 
From— The Government of India, 

To— The Secretary of State for India. 


♦ No. 92 (Railway), dated 
17th August 188S. 


In a recent despatch* we recommended to Yonr Lordship the early construction 
of the railways from Fakal to Yillupuram and from 
Tirupati to Dbarmaveram. The first of these exten- 
sions is connected with the South Indian Railway, but 
the other has its western terminus at Dbarmaveram, which is unconnected with any 
other railway system, and we consider that in the event of these Cuddapah-Nellore 
extensions being undertaken, it would he advisable simultaneously to arrange for 
^he line from Dbarmaveram to Guntakal. 

2. The position of the projected line from Guntakal to Hindupur is almost the 
same as that of the lines from Dbarmaveram to Yillupuram : that is to say, we 
understand from the correspondence forwarded with Tour Lordship’s Railway De- 
spatches No. 97, dated 8th September 1887, and No. 2, dated 5th January 1888, that 
Tour Lordship has agreed to the principle of the construction of that line by the 
Southern Mahratta Company, leaving to further consideration the question when it 
should be begun. We do not consider that the whole length to Hindupur need he 
carried on at present, and still less its extension to Tumkur or Bangalore, though 
that must ultimately follow, but it is obviously necessary that that part of the line 
which lies between Guntakal and Dbarmaveram should be completed as soon as the 
South Indian extensions are, in' order that the Kistna delta may be brought into 
communication with the Madras districts through which the Dbarmaveram- Villu- 
puram line is to run. 

3. We have already brought to Tour Lordship’s notice in our Railway De- 
spatch of last week the scanty rainfall which has fellen about Cuddapah, Bellary, 
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and Knrnool during this monsoon, and the accompanying report by Mr. Nicholson* 
on the economic condition of the Anantapur district, 
tirt "oSw which will be protected by this Guntakal-Dharmaveram 
1S87, Nos, 998-99SA, Beve- connection, will show how unfortunately situated this 
part of the country is as regards both monsoons, and 
how precarious s the nature of the cultivation. 

4. We may add that the earth- work for a railway line on the metre gauge has 
already been partly completed as a famine-relief work. The estimate for the whole 
line, submitted with our Kailway Despatch No. 24, dated 1st February 1887, 
amounted to 7H lakhs of rupees, of which 3| had already been spent on the 
earth-work : the section from Guntakal to Dharmaveram is about half the distance 
to Hindupur, and the capital required may therefore be approximately taken at 
about 35 lakhs of rupees. 


No. 124 (Kailway), dated 22ud October 1888- 
From— -The Government of India, 

To— The Secretary of State for India. 

In Railway Despatch No. 60, dated 7th June 1888, Your Lordship drew 
our attention to a communication* in which the 
• From the Board of Direc. Board of Directors of the Madras Railway Company 
Company\o views in respect to the agency of that 

dated20tli April 1888. Company being employed in railway extension in 

Southern India. 

2. We have received separately from the Government of Madras a copy of 
this communication, and also of a letter from the Agent of the Madras Railway 
Company, formulating the projects which he proposes should be constructed 
on the 6* 6^ gauge by his Company, and which comprise extensions — 

(1) From Guntakal to Bangalore. 

(II) From Salem to Dindignl. 

(Ill) From Palgbat to Dindignl. 

(IT) Prom Calient to Teliicherry or Cannanore. 

(Y) A branch to Cochin. 

3. Before sanctioning any expenditure in connection with these projects, 
we have desired the Government of Madras to ascertain the terms upon which 
the Madras Railway Company would be prepared to construct any of them, and 
to warn the promoters that no proposal to raise the Capital on the original con- 
ditions of a 5 per cent, guarantee can be entertained. 

We remarked at the same time that we fully agreed with the Government 
of Madras in their view that the Guntakal-Hindnpur Railway, with a possible 
extension to Tumkur or Bangalore, should be constructed on the metre and not 
on the 6^ 6*' gauge, because for famine purposes it was essential that there 
should be metre-gauge communication between Guntakal and Dharmaveram, 
and because the prolongation of the metre gauge beyond Dharmaveram would 
facilitate the supply of grain to Anantapur, and eventually either to Tumkur or 
to Bangalore. 

4. In a recent despatchf we have pressed upon Your Lordship the advan- 
tages of arranging for the construction of the Gunta- 
t No. 08 (Railway), dated kal- Dharmaveram line at the same time as the Cndda- 
pah-Nellore extensions upon which work is about to 
commence. 
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6. We hare above expressed onr opinion that the metre gange is the best 
snited for famine requirements, and can only regard as an error the interpositictn 
of a broad gauge between two metre-gauge systems, and as an uiijustifiaule 
superfluity the addition of a third rail on this project. 

6. We hope, therefore, that no discussion as to the question of gauge will be 
permitted to delay the early conclusion of arrangements with the Southern 
Mabratta Railway Company for connecting Dharmaveram with Guntakal on the 
metre gauge. 


No. 123 (Railway), dated 31st October 1883, 

Prom— The Secretary of State for India, 

To— The Government of India. 

I have to acknowledge the receipt of Tour Excellency’s Railway letters Nos. 92 
and 98, dated the 17tb and 24th August last, respectively, regarding the early 
commencement of the Tirupati- Dharmaveram and Pakal-Villapuram Railways, as 
w'ell as the section from Guntakul to Dharmaveram. 

2. Concurring with your Government in the opinion that the early construction 

^ , - « . u- ^ T- ^he former of these lines is called for 

TeUara^i f*yn o-^ Sfafe to T xctf- , , , 

^ .'t/isss, on the ground of the protection they will 

“ Tours, 15th August, and Railway letter afford against famine, I despatched to 
No 92. Commencement of proposed lines , ta 4 .u o * u a i 

ai>proved. I am in communication with you, on the lyth September, the tele- 

South Indian Railway on tic gram noted in the margin. 

3. With reference to the latter part of the telegram, I forward copy of the 

• Dated Mlh September 1888. commumcetion * which I caused to be addressed to 
the South Indian Railway Company. The indents 
sanctioned by your Government, which have already been received by the Directors, 
will now be complied with, and the funds to meet the necessary expenditure in this 
country during the present official year will be advanced to the Company. The 
same course will be followed by your Government as regards expenditure in India. 

4. I have not yet determined how the money for these lines shall be eventually 
obtained, that is to say, whether it shall be advanced under the powers given in 
Clause 12 of the South Indian Railway (Additional Powers) Act of last session, or 
whether it shall be raised by the Company. Any contract, therefore, relating to 
the raising of capital will have to be postponed, but the Directors will be made to 
understand that, whatever amount is advanced to them under the present arrange- 
ment, will have to be repaid out of any capital which they may be called upon to 


* Bated 20th September 1888. 


raise. 

6. With regard to the contract which will ultimately have to be made with the 
Company for working the lines, when completed, as part of the system of the South 
Indian Railway, I am disposed to think that the settlement of the terms and con- 
ditions should be deferred until a nearer approach of the time for the termination 
of the Company’s present contract. It would be, in my opinion, inexpedient to 
interfere with the expiry of that contract and premature to discuss the terms of a 
future one. The earliest time at which the purchase of the existing South Indian 
Railway can be effected is the 30th June 1891, notice being given between 1st 
March and 1st September 1890. In the meantime the work of construction will 
be going on. The effects of the contracts recently made with the Southern 
Mabratta and other Railway Companies can also be watched, and I shall be glad 
to receive from your Government any suggestions as to details that may occur to 
you. 

6. With regard to the projected section from Guntakul to Hindupur, while 
sympathising with JSTour Excellency in the desire to complete a line which will, no 
doubt, supply a valuable communication in the event of the districts through 
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which it passes suffering from scarcity, I feel the inconvenience of commencing 
works the cost of which has not been provided for within the present official year. 
Unless, therefore, you have good reason for apprehending any pressing necessity 
for precautionary measures, I would prefer limiting present operations to the lines 
before mentioned, and to postpone any communication with the Southern Mahratta 
Bailway Company on the subject of this section until next year’s Budget has been 
considered. 


No. 1662 P.W., dated 20th September 1888. 

From— Hoeacb Walpole, Esq., Under Secy, of State for India, 

To— H. W. Notman, Esq., South Indian Bailway. 

With reference to previous correspondence on the subject of the construction 
by the agency of the South Indian Railway Company of certain famine protective 
lines in the Madras Presidency, I am now directed to inform you that the Gov- 
ernments of India and Madras have intimated their desire that arrangements 
should be made with the South Indian Railway Company, so as to admit of the 
commencement of a line from Yillapuram to Pakul and Tirupati, and from Pakul 
to Dharmaveram. 

I am to add that the Secretary of State is prepared, for the present, to advance 
the necessary funds for the purpose of commencing operations forthwith. There 
are also available in India engineers in the Public Works Department who could 
be lent to the Company by the Government. 

The Secretary of Slate would accordingly be glad if the Directors would give 
the necessary instructions to their Agent to place himself in communication with the 
Government of Madras, in order that measures may be taken for proceeding with the 
construction daring the ensuing cold season j and he trusts that th<*y will see fit to 
allow the Agent to select such officers as may be required, in addition to their pre- 
sent staff, from those whom the Government may recommend. 

I am desired to add that Lord Cross will shortly be prepared to consider with 
the Directors how the capital required for these lines shall he raised, and what 
general arrangements, pending the termination of the first term of the contract 
with the Company, would best suit the circumstances of the case. 


f 
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6.— Assam-BeEar Railway. 


Extract, paragraph 3, from Despatch So, 72 B., dated 26th Mag 1SS3, from the 
Government of India to the Secretary of State for India, 
*##*### 

After full deliberation we are strongly impressed with the importance of com- 
pleting this project, unconnected portions of which already exist ; the communi- 
cations will bo most valuable as affording to the redundant population of Tirhoot 
a ready means of transport to the Province of Assam, where the demand for labour 
is ever increasing, as well as in opening out some of the richest tracts of Upper 
Bengal ; as a famine-protection work, too, its benefits in time of drought would 
be incalculable. The Famine Commission of 18S0 in their report state : “ The parts 
in which the effect of drought have been most serious are~(l) a tract extending 
along the borders of Nepal, from the Gunduk to the Kosi river, 250 miles by 50.’^ 
Again : “ In Northern Bengal the districts of Behar and Bhagalpur, north of tke 
Ganges, also re^iuire the extension of the lines already constructed.” 


No. Ill (Eailway), dated 8th October 1885. 

From— The Secretary of State for India, 

To — ^The Government of India. 

Your Excellency’s Railway' letters Nos. 96 and 97, dated l7th July 1885, 
furnish the latest estimates of the total cost of the Assam-Behar Railway, which 
it has been proposed should be handed over to the Bengal and North-TTestern 
Eailway Company, together with an expression of your views as to the best mode 
of effecting the transfer of this system to that Company. 

2. I would point out to Your Excellency’s Government that the proposal made 
by you— namely, that the Company should raise the required capital by means of 
debenture stock guarant<^ed by Government — is, as I am advised, one that cannot be 
entertained, inasmuch as the Company is only empowered by its Memorandum of 
Association to raise money for the purposes of its own undertakings, and the pay- 
ment to Government of the cost of the Assam-Behar lines is not one of those pur- 
poses. This legal difficulty might, however, if it were deemed advisable, be 
possibly overcome by the reconstruction of the Company, or by the formation of 
an affiliated Company ; but this question need not be seriously considered until the 
Company find themselves able to make proposals which are likely in any degree 
to prove acceptable to Government. 

3. In tbe present state of the money market in regard to Indian railway enter- 
prise, as evidenced by the recent inability of the Indian Midland Company to 
obtain more than two thirds of their capital, tbe possibility of the Bengal and 
North-TTestern Eailway Company offering to undertake the Assam-Behar Rail- 
way on terms which would be acceptable appears so remote that it would not, in 
my opinion, be expedient for Your Excellency’s Government to anticipate a favour- 
able issue to the negotiation. And, for reasons which will be found in a subse- 
quent paragraph, I have thought it expendient to defer for the present any further 
communication to the Company. 

4. With respect to the engineering features of the scheme, I would observe 
that the arguments urged by the Government of Bengal in their letter to you 
No. 1317 T. R., dated 6th October 1884, in favour of Bugwah as against Bhubri as 
the terminus of the line, especially when regard is had to the very great difference 
in cost of the two alternatives, appear to me to be of no small weight. With 
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reference to this and to our general financial position, I am disposed to think that 
this part of the project might well be deferred for reconsideration, and that the 
construction of the railway should not in the meantime be extended east of the 
Teesta. For the present, therefore, and until I receive your further views, I will 
defer communicating with the Bengal and North-Western Railway Company. 

5. The action of Mr. H. Bell, the Engineer-in -Chief, in so largely and unneces- 
sarily modifying the sanctioned design and increasing the cost of the Gunduk 
Bridge, and the apparent insufficiency of the system of general supervision under 
the operation of which such serious laxity could occur, have been noticed in your 
letter to the Bengal Government, No. 647 R. C. of the 14th July. But, judging 
from the correspondence before me, it appears to me that the waste of money 
which Mr. Bell has caused by needless and costly alterations of design would have 
justified treatment of a much less lenient character. 


No. 8 (BiaiLway), dated 6th January 1886. 

From— The Government of India, 

Xo — ^The Secretary of State for India. 

We have the honour to acknowledge the receipt of Your Lordship’s Railway 
Despatch No. Ill of the 8th October 1885, regarding the Assam-Behar Railway. 

2. Since the despatch in q^uestion was written, the success of the Indian Mid- 
land Railway Company in raising the remainder of their capital would seem to 
indicate that the money market is nowin a more favourable condition. Tour .iord- 
ship may, therefore, now be prepared, in view" of the important financial advan- 
tages of such transfer, no less than the administrative and political necessity for 
the early completion of the projected military and protective railways, fully ex- 
plained in our Despatch No. 264 of the 22nd September 1885, to open negotiations 
on an early date with the Bengal and North-Western Railway Company for the 
transfer to that Company of the Assam-Behar Railway generally on the terms 
previously proposed by ns. Whether the end can be gained by a reconstruction of 
the Company or by the creation of an affiliated Company, as suggested by Tour 
Lordship, will he matter to he determined by the Bengal and North-Western 
Railway Company ; but it seems to us that the project will have more chance of 
early development if it is undertaken by a Company such as the Bengal and 
North-Western Railway, owing to its having a strong local interest, and to the 
fact that it has already commenced so well with its own venture. 

3. As to the merits of the Bugwah route over that via Dhubri, we are taking 
steps to have the matter thoroughly investigated during the present working season; 
but whether Bugwah or Dhubri should he the terminus of the present railway 
extension towards Assam is really a matter of detail, and need not interfere with 
the negotiations which we trust Tour Lordship may be able to carry to a success- 
ful issue with the Bengal and North-Western Railway Company, This section 
might, it Tour Lordship thought necessary, he placed on a discretional basis similar 
to that provided for the Saugor-Rutni branch in paragraph 57 of the contract for 
the Indian Midland Railway. 


No. 1 (Railway), dated 7th January 1886. 

From— The Secretary of State for India, 

To — The Government of India. 

In continuation of my Railway Despatch No. 88 of 16th July last, I forward 
herewith copy of a letter* from the Bengal and North- 
11th December "vVestern Railway Company, in which the Directors 
expr^s their conviction that the guarantee of the 
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Secretary of State is absolutely necessary for the success of any proposal to raise 
the necessary funds for taking over, completin^J, and working the system of rail- 
ways between the Company's line and the Brahmaputra. The Board would, 
however, untertake the working of the portion of the Tirhoot Railway system 
west of the Kosi river, on the terms on which the Tarkessur Railway is worked 
by the East Indian Railway, the Company purchasing the rolling-stock and 
flotilla now belonging to the Tirhoot Railway. 

2. This proposal would give to the Company one fifth part of the net receipts 
as remuneration for working the line, the working expenses being calculated at 
the same percentage of the gross receipts as the total working expenses of the 
combined railways bore to the total revenue from them. 

3, I have informed the Company that I will communicate further with them 
on receiving an expression of Tour Excellency’s views on the subject. 


No. 422, dated the 11th December 1SS5. 

From— E* L. MA-BUTAT, Esq., Secretary, Bengal and N. W. Ry. Co., Ld., 

To— The Under-Secretary of State for India. 

With reference to India Office P.W. No. 1115 of 15th July 1885, 1 am directed 
to inform yon that the Board, having carefully considered the question of taking 
over, completing, and working the system of railways between the Company’s 
line and the Brahmaputra (excluding the Bengal Northern), have, on the informa- 
tion before them, come to the conclusion that the difficulties and expense attendant 
on the crossing of the Kosi river, and of the extension over the Teesta and other 
rivers to Dhubri on the Brahmaputra, render it hopeless to put before the 
public, with any chance of success, any proposal for raising the necessary funds 
without a guarantee from the Secretary of State. 

The Board would, however, be glad to take over the working of the portion of 
the Tirhoot railway system -west of the Kosi river, now close on completion, on the 
terms ou which the Tarkessur Railway is worked by the Bast Indian Railway, the 
Company purchasing the rolling-stock and flotilla now belonging to the Tirhoot 
Railway, It is manifest that one system of 650 miles can be worked more effi- 
ciently and economically than two short systems, and it is believed that, by concen- 
trating the working under one management, fuller benefit will be derived from the 
Gunduk Bridge now under construction, and the considerable traffic which it is 
understood already exists between the North-West Provinces and Tirhoot will be 
rapidly developed, and also that the arrangement generally will be conducive both 
to economy and to the public convenience. 

Any arrangement, moreover, for working the Tirhoot system need in no way in- 
terfere with any proposals which may hereafter be put forward by the Secretary of 
State or the Company for taking over, working, and completing the system to the 
Brahmaputra, whenever a satisfactory solution is arrived at of the difficult pro- 
blems connected therewith, and the subject is ripe for further negotiation. 


No. 29 (Railway), dated 2nd February 1886. 

From— The Govermnent of India, 

To — The Secretary of State for India. 

We have had the honour to receive Tour Lordship’s Despatch No. 1 (Railway), 
dated 7th ultimo, inuimating that the Bengal and North- Wesitern Company con- 
sider that a Government guarantee is indispensable for the raising of funds for 
taking over, completing, and working the Assam-Behar Railway, but would be will- 
ing to work the portion of that railway west of the Kosi for one fifth part of the 
net receipts as remuneration, and inviting our opinion on the Company’s proposal. 
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2. We can readily understand that the Company find a GoTemment guarantee 
lif c« s.-dry to the raisin;? of capital for the Asi>am-Behar undt*rtaking, and we ob- 
srire that tVJr j resent Letter is written in reply to a communication of a merely 
gr^ncral nature from Lord Harris, dated some six months ago, and in apparent 
ignorance of the scLeme proposed in our Despatch Xo. 07, dated the l7th July 
la4. 

3. In putting that scheme forward we considered that the financial relief to 
be derived from raising some 409 lakhs of rupees through the medium of a 
Company instead of by State loans, coupled with the administrative and political 
advantages of assuring the early completion of our military and protective rail- 
ways, compensated for the surrender to a ] rivate comj>any of a share of profits 
which would otherwise unobjectionably accrue to the State. 

4. The Company’s present proposal, however, involves the surrender of a 
share in profits without any of the compensating advantages above enumerated. 
More than this, it would concede to the Company the profits of the most complete 
and best-developed portions of the Assam-Behar Railway, leaving the remaining 
and, for a time, the least remunerative ones to be completed and worked by the 
State— an arrangement to which the Bengal Government would naturally object, 
and for which we should be obliged to make considerable compensatory allowance 
to them in the coming revision of their Provincial contract. Finally, the partition 
would preclude that co* tinuity of management between the North-Western Pro- 
vinces and the Brahmaputra which we look upon as very material to the due de- 
velopment of the cooiy traffic with Assam. 

0 . On the above grounds we beg to recommend that the Company’s proposal 
be declined and that negotiations be proceeded with, as suggested in our Despatch 
No. S (Railway), dated the 6th ultimo, on the basis of the proposal in paragraph 11 
of our Desj*atch No, 97, already alluded to, or such modification of it as Your 
Lordship may consider expedient. 


No. 46 (Eailway), dated 16th March 1886. 

From— The Government of India, 

To— The Secretary of State for India. 

With reference to paragraph (3 of our Despatch No. 8 (Railway), dated 5th 
January last, we now beg to forward copy of a report by Mr. Mallet, whom we 
deputed to investigate the relative merits of Dhubri and Bhugwa as a terminus for 
the Assam-Behar Railway. This report appears to prove conclusively the impossi- 
bility of establishing a terminus at Bhugwa or any place in its vicinity. The prin- 
cipal bridge over the Teesta being indispensable in either case, the saving antici- 
pated from avoiding the three other rivers would be a very insufficient compensation 
for the inconvenience to the public, and the constant expense of temporary and 
ever-varying arrangements for carrying passengers to the steamer, as well as the 
additional river journey, which the adoption of the Bhugwa scheme would entail. 
Dhubri,^ on the other hand, is a permanent locality, founded on rock, and the worst 
that it is subject to is the occasional recession of the main stream for a certain 
distance. We consequently see no reason to modify the conclusion in favour of 
Dhubri, contained in paragraphs 10 to 12 of our Despatch No. 96 (Railway), 
of 17th July 1886. 

2. We also submit copy of a report by Mr. Mallet upon the crossing of the 
Hosi river, which we have taken advantage of the occasion to obtain in view of the 
remarks on the difficulties and expense attendant on it contained in the letter 
No. 423, dated 11th December 1885, from the Board of the Bengal and North- 
Western Bailway Company, w'hich was an enclosure to Tour Lordship’s Despatch 
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No* 1 (Railway), dated the 7th January last. It will be obserred that while Mr. 
Mallet recommends further investigation of details, he considers that the railway 
may be carried forward on both sides so as to leave a cap of r nly miles interven- 
ing-, and that, for crossing this, temporary arrangements will be practicable some- 
what analogous to those which have been successfully ado|)ted for crossing the 
Sutlej at Ferozepore. 

More than this we have never contemplated. Considering that a bridge would 
be far too difficult and costly a w'ork under the circumstances, we provided, in 
paragraph 12 of our Despatch No. 7'3 (Railway), dated 26th May 1883, for an in- 
terval of about 4 miles with temporary arrangements for crossing, as recommended 
by the Local Government in their communications accompanjing that despatch. 

3. In conclusion, we append a memorandum upon the two points now iu ques- 
tion with which we have been favoured by Mr. C. A. Elliott, Chief Commissioner 
in Assam, now in Calcutta on special duty. 


No. 46, dated ICth Pehruary 1SS6. 

From— E. T. Mallet, Esq., Chief Engineer, on Special Duty, 

To — The Director General of Eailways. 

In compliance with the orders contained in your letter No. 0247 E., dated 6th 
January last, to the Manager of the North-Western Railway, I have the honour to 
report my return from Bhugwah after investigating the question whether it is 
feasible to extend the Northern Bengal Railway to a point on the right bank of the 
Brahmaputra at or near Bhugwah, to which the large steamers trading w ith Asan^m 
could find access throughout the year. 

2. I find that it is quite impracticable to do this. A branch railway could be 
easily and cheaply made anywhere between the Teesta and the Dharla rivers as far 
as the extreme right bank of the Brahmaputra basin, but it would be impossible 
to carry it over tbe remaining distance of 3 to 6 miles up to the navigable chan- 
nel or true Brahmaputra. 

3. I found by actual measurement that the extreme right hank at Niabat, some 
6 miles below Rhngwab, remains exactly where it is shown on the Government pub- 
lished maps as surveyed in 1876-77, while soon after that date the ri\er cut back 
at Bhugwah about three quarters of a mile to the west of the line shown on the 
map. 

4. All that now remains of the river under this bank is a chain of stagnant 
pools, the water in which stands 26i feet below the level of the cultivated plain to 
the west. For more than half the year no boats or steamers can approach, and the 
large steamers which trade with Assam either could not reach this right hank at 
all, or at most could only work their way in cautiously during the short fraction of 
the year when the river is very high. 

5. The tract of country between this old abandoned right bank and the present 
cold weather navigable channel consist of banks of loose sand of from 6 to 26 feet 
above low- water level. These during the four or five months of flood are covered 
with running water varying in depth from 26 feet downwards. Even were it pos- 
sible to work a temporary line from Bhugwah over this tract, it would have to cross 
the River Dharla, the principal mouth of which joins the Brahmaputra some 5 
miles lower down. The Dharla has never been navigable by large steamers, 

6. Tbe inhabitants regard the old channel on the right bank as murra,” or 
dead, a term applied throughout Bengal to a permanently-deserted river channel. 

7* It is 18 or 20 years since Bhugwah was a regular place of call for the Assam 
steamers ; there is no pixtspect of its again becoming one within any assignable 
number of years. 
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8. I att;icli two maps the larger one especially conveys some idea of the 
immense tract of loose dry sand for more than half the 
• Tc b.' TLtrjTaeJ. year and of deep running water for the remainder, 

which constitutes the bed of the Brahmaputra, I also 
attach a diaiirram showing the daily height of the river at Gauhati during 188o* 
For the present purpose this maj’ be taken as representing the usual annual rise 
and fall at I»hug\^ah. 


No. 0308 C., dated 8th March 1886. 

From— E. T. Mallet, Esq., Chief Engineer, on Special Duty, 
To— The Director General of Eailways. 


With reference to the orders of the Government of India, contained in letter 
No. 1007 E E., dated 31st December 1885, I have the honour to report on the pro- 
posed crossing over the Kosi at Nathpur for the Behar-Assam State Eailway. 

2. There is no reason to reopen the question 'of the place to cross. It would 
be necessary to go 45 miles up stream into Nepaul to find a rock-crossing, and 
although the slope and velocity are less further south, the magnitude of the train- 
ing works would certainly not be less. 

3. The fall of the river at Nathpor is very steep. It is reported by Mr. Kulan, 
Executive Engineer, at 20 feet in 8 miles between Bulooa and Pertabganj, and this 
agrees with the slope of Mr. Walker’s section of 1 in 2000 for 4 or 5 miles south 
of Mutiari Station, where the line runs parallel to the river, and is further con- 
firmed by the levels of the Trigonometrical Survey. This slope, no doubt, increases 
to the north, and decreases to the south in a curve. 

4. The section along the railway from Jamnria Station shows a very uniform 
slope for 40 miles to the west of the river of 1-35 feet. a mile. 

6. At the 90th mile from Samatipur the line crosses the Bir Bund, an ancient 
embankment running due north up to the hills. The location of this bund, nearly 
at the top of the slope just referred to, suggests that it was constructed to restrain 
the Kosi from working westwards, while, on the other hand, the existence of several 
cross-spurs growing out of it at right angles on the west side suggest the idea that 
it was intended to prevent an ancient river -channel, still clearly to be seen between 
the 88th and 90th miles, from working eastwards. 

6. The Kosi is a very large river, but there are at present no means of estimat- 
ing its magnitude. Its catchment area lies almost wholly in Nepaul, and the only 
two maps in existence are to a great extent guess-work. They are not published 
but I was enabled to trace the catchment area from them at the office of the Sur- 
veyor General, and found it 19,100 square miles and 20,224 square imles respective- 
ly. But there is absolutely nothing known of the rainfall on this area. 

7. I think the Kosi is larger than the Sutlej, and since it runs on high ground 
of its own making and has a steeper fall and higher velocity, with the same fine 
sandy bed, it is a more difficult river to deal with. 


8. There is abundant evidence that the river has been working steadily west- 
ward for a long period. It ran to the east of Purnea station within comparatively 
recent times, and has shifted 4 miles to the west since the Eevenue Survey Map 
was made in 1846 to 1850. At the railway-crossing at Nathpore the left bank has 
locally cut back 50,000 feet eastward since Mr. Walker made his section 

^ T ^ that the river cannot 1)6 trained 

and forced to go though a permanent bridge. But the cost of construction and of 
mamteMuce of the tmning works would be ve^ heavy, not less probably than 
tlmt of the similar works at Feiozepore. and the lines of approach for the Kosi 
which would have to bo defended from its action, would perhaps have to be 9 miles 
long on each side. 
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10. I oould not undertake to propose any definite scheme for the training works 
or for the bridge without a detailed survey of the river for at least 1 mile below 
the railway and 12 miles above» or as much higher as to include the whole of the 
minor channels crossing the railway up to their sources from the main-channel, 
and extending from the Bir Bund for 12 miles eastward ; together with cross-sec- 
tions taken parallel with the railway at intervals of 2 miles over this area. That 
amounts to at least 150 square miles of survey and 150 lineal miles of section. 

11. The survey should show the actual state of the river in the cold season wit fl- 
out any attempt at showing the magnitude of the floods, which should be exhibited 
on the sections only. It should show on a scale of 4 inches to a mile— 

(a) The area of water actually surveyed, in blue colour. 

{b) Recent sandy bottoms and deposits free of grass, yellow ochre. 

(c) Grass jungle or grazingland, pale green. 

{d) Spots furnished with trees of 20 years^ growth or older, dark-green or 
any conventional method. No trees to be marked at random where 
none exist. 

(e) Steep cutting banks by a thick dark line. The opposite shelving hank 
by the above distinctions of colour only without any line. 

12. The use of the plan and sections would be to measure on them the size ot 
the river, the length necessary for the bridge, the proper position for the bridge, 
and the alignment of the training works. It could then also be seen how to deal 
with the various bye-channels, some of which run throughout the year and other's 
only during the rains. All of these should be permanently closed at their sources 
if possible. 

13. The sections would show actual ground-levels and highest-flood levels care- 
fully collated from numerous enquiries or the local inhabitants. All infoniiation 
so obtained should be recorded and reported, together with observations as to tho 
value to be assigned and inferences to be drawn from it in each instance. Where 
the surface slopes are so great as in this case, both along and across the river, it is 
necessary to ascertain flood-levels at frequent intervals and not merely to infer 
them from others at great distances. The place is inhabited by very intelligent 
people from w’hom veiy reliable information can he obtained. 

14. Blood-gauges should also be established, with two subordinates to look after 
them. It would be impossible to make daily readings at numerous points, but ono 
gauge on each side of the main stream might be read daily, and others at ono per 
mile on each line of section might record automatically the highest flood of the 
season. They would consist of a wooden post protected from cattle, and having ^ 
groove protected from rain by a cover screwed on, closed at the upper end and 
open below, with one or two small air-holes at the top. The whole would be well 
painted with oil-paint, and over this the groove would be painted with detached 
horizontal narrow bands of distemper, which would be dissolved off by the flood 
water, and, therefore, indicate on examination in November how high any flood 
had risen. The details described would guard against tbe water rising by capillary 
attraction and dissolving the distemper higher than the flood-leveL 

I understand that owing to want of establishment no flood-observations were 
made in 1885, as proposed in paragraph 7 of Government of India’s letter No. 77 
R.O., of 20th January 1886. The floods of 1885 are said to have been the highest 
remembered. 

15. The bed of the Kosi is everywhere fine sand to an unknown depth. The 
highest floods cover the high banks close to tbe main channel at each side near 
Nathpore to about 3^^ feet deep. The lowest oold-weather level is about 10 feet 
below this, or 6^ feet below the ground, and no open foundation work can be done 
below this level. The subsoil water in wells at a distance from the main channel 
lands rather lower, or about 10 feet below ground-level. Large quantities of drift 

z 
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wood and trees are bronglit down and are seen embedded in the sands The deepest 
water in the main channel in the cold weather is about 20 feet usually. 

16. I have been favoured by Mr Bradford Leslie with the details of his design 
for a railway girder and pier made of worn rails to w’hich my attention has been 
drawn. The girders are sufiBciently stiff and strong, but I think they would 
require better lateral bracing than is shown on the drawing. I think the pier is 
unsuitable to the conditions described above, and that for a suitable pier the girder 
is of too small a span to be economical. 

Spans of 60 feet on screw-piles would be best, but the details of the dt'pign for 
the bridge might be deferred for the present, for with a river habitually changing 
its course so greatly and rapidly* it would not be safe to commence the bridge until 
the training works had been so far advanced towards completion as to have brought 
the river under contr**! and ensured its remaining in tbe place selected 

17. I do not think the idea of dispensing with training works and constructing 
a chewp bridge with the prospect of having occasionally to renew sections of it* or 
to add or subtract from its ends, to suit changes in the course of the river, can he 
seriously entertained. Whatever be the design of the bridge, no curtailment is 
possible of the length necessary to pass the greatest floods ; and if the character of 
the design were so cheapened as to render any pier liable to be overturned, it is 
certain that great sections of the bridge would be swept away at immense loss. 
The cost of oocasionsUy dismantling the bridge at one end to add the material to 
the other end would also be immense. 

18 The details of the training works must also be deferred until- the necessary 
plans and sections have been made. These might then be submitted to Colonel 
Brownlow for his opinion. 

19. I was informed that stone can be quarried on the river banks about 45 miles 
above Nathpore. A specimen alleged to be this stone procured from a passing 
boatman proved to be scMstose slaty quartz, well adapted for rubble-work, pierre 
perdue, but incapable of being dressed. 

20. I made very numerous enquiries of the villagers and boatmen of the greatest 
flood-levels known to them between the Bir Bund and Nathpore Station or 11 miles 
across the river. The evidence obtained was remarkably concordant, and was to the 
effect that floods have never been seen more than knee-deep over the giazing lands 
between Partabganj and high unflooded lands of village Jevachpore on the right 
bank. This must be accepted* but it is difficult to reconcile it with the long 
stretches of water 6 and 8 feet deep shown on Mr. Walker’s section, and yet it can- 
not be supposed that the ground-levels of the section are wrong. The fact pro- 
bably is that with the very steep fall along the river the level of the water surface 
as seen in crc^s-section varies very much with the configuration of the ground and 
the proximity of the deep discharging channels. This makes it impossible to judge 
from Mr. Walker’s section what the discharge over the grass land is. 

21. But if it he anything like what is described by tbe villagers, viz , knee-deep, 
moving with a velocity too small to keep fine sand in suspension, then aline crossing 
it would be in a very similar and not a worse position than the heavily-flooded por- 
tions of the Indus Valley Railway north of Sukkur, where 300 feet of waterway 
a mile has proved sitfficient to pass the great spills of the Indus. 

22. Hence I think the permanent line of Railway might be taken on at once 
from Partahganj at 79 miles to mile 73i on Mr. Walker’s section, and on the east 
bank it might be taken on to mile 69|, or the present bank of the river. This 
would leave a gap of miles only to be crossed by temporary expedients. These 
8 miles of Bne would have to be bridged pending the completion of the permanent; 
training works. Some 3,000 feet of bridging would be needed, including the old 
or deserted main Kosi channel at 68i miles. But on the completion of the per- 
manent training works it would no doubt be advisable to close all the openings. 
The bridges might, therefore, be on screw -piles, to be afterwards utilised either in 
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the main brid^^e or on other railwa}*?, or th»*y mi^*ht be of timber if a sufficient 
quantity of long sal couM bo obraint-^l. Tins is doubtful, ufi the Xej a’.il Durbar 
strongly oppopes the cnttini; of timber 

23. Traffic over the gap of 3| mile? would be pubjert to great difficnlticK and 
interruptions during f»'ur months in the }var. It could he best carried on for tho 
eight drier months by a tramway of 2 feet gauge laid over floating bridges as at 
Ferozepur. But the difficulty of keeping such a line open will l>e vastly’ greater at 
the Kosi in consequence of there being usually two or three or more main charmeh 
separated by shullow water and qTnc‘kp.*nd«. A great length of floating bridge 
would have to be provided. It might ermsist <»f the ordinary country tx^ats of SfK) 
maunds burden. These could be purchased or l.uilt for each. They might 
be spaced 2iteet centre to o^ntre and bridged with worn rails, fished with timber 
at the joints between the boats and carr\ ing light tramway rails on timber cross, 
ties. The first cost, of such a bridge would be about R25 a lineal foot, or one aiid a 
half lakhs for 6,000 Imeal feet The tramway might be carried over the three 
chann L shown on the section at miles 72, 72j, and 73 on temporary bridges with 
timber piers spanned with worn rails 

2t The floating bridge could not be nr held during the four months of floods, 
and ferry steamor*^ would have to be provided ; at least three would be necessary. 
They should be fiat-bottomed and email, say, JOO feet long, drawing not more than 
16 inches of water when fully loaded, with a stern paddle, high-pressure engines, 
and locomotive b jilers like the steamers lately imported by the Sukkur municipa-* 
lity. 

During the dry months, when the floating bridge would be in use, these 
steamers oould be utilised in towing b<^ts up stream to fetch stone for the training 
works. 


Memorandum hy C. A. Elliott, Esq., C.S.I , o» the Assam-JBehar Railway^ dated 

12th March 1SS6, 

I have been permitted to see the despatches which have passed between the 
Oovertiment of India and the Secretary of State on this subject, together with Mr. 
Mallet’s reports on the Bugwflh Terminus question and the bridging of the Eosi, 
and to draw up a note on the case as it now stands, from the point of view of tho 
interests of the Province of Assam. 

2. With regard to the selection of Bugwah as a terminus, Mr. Mallet s report 
appears to confirm all that I wrote about its unsuitability in my Secretary’s letter 
of 3rd February 1885 ; and I trust that that suggestion may now be treated as 
impracticable. Whatever be the place where the railway journey of the emigrants 
ends and their steamer journey begins, it is essential that that place be one where 
permanent depdts can he erected, and the establishment needed for the magisterial 
supervision, the registration, and the medical inspection (and treatment in case of 
sickness) of the emigrants can be maintained. Dhubri is such a place and Bugwah 
is not. If Bugwah were selected, a great expense would be thrown on the tea in- 
dustry in the constant re -erection of temporary dep6ts and store-houses and accom- 
modation for the establishment, as well as in the entertainment of special officials for 
the work, instead of which, at Dhubri a certain portion of their time is given by offi- 
cials who are appointed there for other purposes, and who only receive small allow- 
ances from the labour-fund- The further objection arising from the fact that 
Bugwah is outside the Assam jurisdiction need not be dwelt on by me again. 

3. TTith regard to the completion of the Assam- Behar line, I look on it as a pro- 
ject which will have a most important bearing on the future prosperity both of the 
overcrowded divisions of Benares and Behar, and of the under-populated hut fertile 
wjistes of Assam. In my scheme for attracting emigrants, facility of access is on 
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of t5ie first es^^^ntiuh, and the completion of this line "will make the journey ex- 
tremely simple. It is true that Mr. Mallet’s report shows that the bridging of the 
Kosi can hardly be thought of ; but it will be very easy to pass the emigrants over 
this break by temporary contrivances with little inconvenience and no chance of 
their losing their way or going wrong- What are the alternative routes ? It 
has been suggested, I am told, that they might come down the river by boat as far 
as Manihari, but it is this boat-journey which I am, above all things, anxious to 
see stopped, as being the prolific source of disease. Boats do now come down from 
Ghazipor to Goalundo and go on to Sylhet and Cachar, and I reported to the Gov- 
ernment of India, in 1884, the terrible mortality on this route. By the law (Act 
I of 1882) a boat carrying more than 20 emigrants mnst be licensed, but there is 
no authority whose business it is to see that these provisions are obeyed on the 
Upper Ganges ; and the emigrants are huddled together in a narrow space, fed on 
bad food and abominable water, and altogether in the hands of the boatmen as to 
where they are landed or at what rate they are carried. Another suggestion is that 
they might come down by the East Indian Railway to the station opposite Mani- 
hari, cross the Ganges there, and go on by the eastern part of the Assam-Behar 
line. But it is just such changes and tums-out as this that 1 so strongly desire to 
avoid. If emigrants were always to travel as now in parties under the care of a 
garden sardar or a contractor’s peon, who knows all about the route, this line is un- 
objectionable ; but if we are to have any really free emigration we must not be 
satisfied with a route on which the emigrant, unless he is more alert and^ better 
informed that such men usually are, might first he carried on to Calcutta by the 
Chord line from Mokameb, or if he succeeded in getting on to the Loop line, might 
be carried past the station where he ought to get out for Manihari, What I want 
to see is a system under which an emigrant from the Benares or Behar districts 
may be able to get a through ticket to Dibrugarh, and may travel direct from his 
home to Assam without a possibility of missing the way, by through carriages 
which will set him down every X2 hours at a rest-house to feed and repose, and 
take him up again 12 hours later to perform the next section of the journey, and 
so on till he reaches Dhubri and comes under the care of the Government Agency 
at that place. 


No. 19 (Railway), dated 4th March 1886. 

Prom— The Secretary of State for India, 

To— The Government of India. 

I have to acknowledge receipt of Your Excellency’s letters Nos. 8 and 29 (Rail- 
way), dated respectively 5th January and 2ud Pehruary last, regarding the proposed 
transfer of the Assam-Behar Eailway to the Bengal and North-Western Railway 
Company, 

2. Referring to the success of the Indian Midland Railway Company in raising 
the whole of their capital, your Government concludes that if negotiations were at 
once opened with the Bengal and North-Western Company for the transfer to 
them of the railways in question, arrangements could he made for doing so on the 
terms proposed in your letter of the 17th July 1885,— uir., that the Company should 
pay down the cost of the existing railway, and undertake to raise the remaining 
capital for the completion of the system, these amounts being obtained by deben- 
tures guaranteed 3| per cent, interest, with one fourth of any net earnings in 
excess of per cent. 

3. Having considered these proposals in Council, I have come to the conclusion 
that if at the present time an attempt were made to obtain the capital for those 
railways on the terms mentioned, it very probably might not succeed, and having 
reg*ird to the obligations already incurred by the Government of India, and to those 
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whim'll cannot be avoided in the immediate future, it would, in my opinion, bo 
inexpedient at the present moment to go bej’ond tho^e terms in onler to secure the 
acceptance of the arrangements you propose by the Bengal and >iorth- Western 
Railway Company. 

4. There appears also to bo another objection of an administrative hind to which 
I re<j[uest your particular attention. 1 infer from your letter under rupl^’ that it is 
thought desirable to constitute into one system the various lines of railway either 
completed or being made by the Bengal and North-Western Railway Comjany and 
by the State, and to place it under one management. 

5. It seems to me that before a scheme of this kind can be taken into considera- 
tion, very clear evidence should be given of its advantages. A single management 
IS no doubt very important when applied to a main lino of communication, such as 
that of the East Indian Railway from Calcutta to Delhi or the North-Western 
Railway from Lahore to Karachi, by which trade seeks an outlet at the nearest 
available port, but the Behar- Assam lines are in a very different position. 

6. The trade of the districts through which they pass would appear likely to 
seek its markets in the great centres along the Ganges and ultimately in the port 
of Calcutta, and there seems to be little to lead to the development of any consi- 
derable through traffic along the tortuous line which would be formed by the con- 
nection of the railways travel sing Northern Bengal from west to east. 

7. The questions to be considered in determining the system of future manage- 
ment of these railways would, moreover, appear mainly to concern the interests of 
the l^ovince of Bengal, and I should be glad, therefore, before anything is settled 
with regard to the eventual transfer of any of the existing lines of railway to other 
agency, if Your Excellency would consult the Government of Bengal on the whole 
subject. Their attention should be directed to the best plan of completing and 
working the system, and they might, at the same time, usefully consider what 
general scheme of administration may most advantageously be adopted for all the 
railways uow under their management. 


Memorandum hy C. A, ElltoTT, Esq., C.S.T., Chief Commisnoner of Assam, on 
Special Duty, dated 30th July 18S6. 

The Secretary of State’s Despatch (4th March 1886) consider that there will not 
be much advantage in placing the Bengal and North-Western Railway, the existing 
Tirhoot system, and the Assam-Behar Railway under one management, because they 
do not constitute a single direct through line, along which trade and traffic wffil 
flow from east to west, but a series of short links, each of which will be separately 
engaged in carrying goods to the nearest port on the Ganges for Calcutta ; in short 
a set of feeders to the Ganges or to rivers like the Gandak and Kosi, tributary to 
the Ganges. 

Even so it might be urged that a series of short links might be worked more pro- 
fitably under one management than under several. But the argument seems to me 
to omit the case of the large passenger traffic which will, we hope and believe, ^ring 
up from west to east. Granting that goods will not be carried through from 
Gonikpur or Sarun, in any great extent, to Assam and vice versd, we are confident 
that a large body of emigrants will be carried through from those districts to the 
tea districts of Assam, and there will similarly be a large reflux of time-expired 
coolies revisiting their homes. The annual immigration into Assam is now about 
25,000 persons ; there is every probability that it will greatly increase when the 
facility of through railway communication is offered, and this increase will largely 
depend on the extent to which the journey is facilitated. The emigrants will 
require, at least during six months of the year, an emigrant train, in which 
through accommodation would be given with convenient halting-houses for rest and 
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food ; and it steoms clear that it will be easier to provide this if the whole system is 
placed under a single management , 


No. lOS (Railway), dated 27th October 1887. 

Prom— The Secretary of State for India, 
To— The Government of India. 


Correspondence has already passed between Your Excellency’s Government and 
this Office in respect to the possibility of arrangements being entered into by Gov- 
ernment with the Bengal and North-Western Railway Company, whereby that Com- 
pany could undertake the completion and working of the Assam-Behar State system 
of ^ailwa^s. 

2. The views of my predecessor in Council on this proposed transfer were fully 
explained in his Railway Despatch No. 19, dated 4th March 1886, since which time 
no direct communication on the subject has been received from Your Excellency’s 

Government and no further action 
in this country has been taken ; 
but the Board of the Company 
have recently addressed communi- 
cations* to this Office, copies of 
which, and of the replies made to 
the same, are herewith enclosed, settinsr forth in detail the terms on which they 
are prepared to take over and carry on the undertaking in question. 

3. I shall he glad to receive an expression of Your Excellency’s views on these 


♦ Letter from Railway Company of 12tb July 1887, 
Ditto to ditto of 5tli Auarast 1^7. 

Ditto from ditto of 23rd August 1887. 

Ditto to ditto of 20th October 1887. 


proposals, in connection with which I would also request that consideration should 
be given to the observations contained in the latter part of Lord Kimberley’s De- 
spatch of the 4th March 1886, before alluded to, after reference to the Government 
of Bengal, whose views should be specially asked for. 

4. It would be satisfactory to me if Your Excellency’s Government were able to 
assent to some arrangement with this Company which should provide for the com- 
pletion of a through hue of communication across Northern Bengal, so far as that 


result cun be shown to be desirable, and under conditions that shall meet the finan- 
cial requirements of the case, and I shall be glad to be informed of your further 
views on the whole subject at an early date. 


Dated 12th July 1887. 

From— E. L. Marrtat, Esq., Secretary, Bengal and North-Western Railway 
Company, 

To— The Dnder-Secxetary of State for India. 

With reference to correspondence ending with this Company’s No. 493 of 10th 
August 1886, 1 am directed to enquire whether the Secretary of State is inclined to 
entertain any proposals, either for entrusting to this Company the working of the 
Behar-Assam Railway (preferably only the Tirhoot section) on an arrangement not 
dissimilar to that on which the Rajputana-Malwa Railway is managed by the Bom- 
bay, Baroda, and Central India Railway ; or for banding over that system with 
such extensions as may be required (or the Tirhoot section of it) on terms based on 
those on which the Bengal-Nagpur Railway Company have lately taken over the 
Nagpur-Chhattisgarh Railway; or by a combination of the two arrangements, 
Government retaining the lines, and this Company purchasing and supplying the 
rolling-stock, receiving the usual equivalent for its provision. 

In the event of the Secretary’’ of State being disposed to seek the advantages of 
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private enterprise, and to secure tboroUL'h co-operatit»n and undivided control, in 
developing the resources of the large railway sjstem on the north of the Ganges, I 
am directed to say that this Com {any \^ill be ready to meet Ids views iu the most 
liberal manner consistent with guarding the interests of their shareholders, and 
that beyond a small commission on the net earnings of the State Railway, the 
Company would be willing to wait for any share in the general profit of the lines 
they may manage for the State until Government have received a fair return of in- 
terest on the capital cost, an event which the Directors believe they can ensure at 
no distant date, by unity of management, reduction of outlay, and by the promotion 
of local traflSc between the districts sensed in the K.-W. Provinces and Bengal, 
Considering the denseness of population, and the difference in the ai»ricultural f ro- 
dncts of these districts, the railway system connecting them is certain, by careful 
management, to create a large interchange of trade. 

I am to add that this Company has the strongest inducement to devote its best 
energies to the full development of the traffic and to the attainment of ail possible 
commercial success, not only on its ov\n line, but on any other lines which may be 
attached to their undertaking. 


No. 13S4t P.W., dated 5th August 1SS7. 

From— SiE John E. Goest, TTnder-Secretary of State for India, 

To— The Secretary, Bengal and North-Western Railway Company. 

I am directed by the Secretary of State for India in Council to acknowledge the 
receipt of your letter, dated the 12th July 1887, enquiring whether His Lordship 
^s inclined to entertain proposals for entrusting to the Bengal and North-Western 
Railway Company the working of the Behar- Assam State Railway. 

In reply, I am instructed to inform you that Viscount Cross would be disposed 
to conbider any specific pnjposals which the Directors may desire to make with re- 
spect to the management of the railway in question, so that one agency may be em- 
ployed in working this system, as, well as the Bengal and North-Western Railway. 


No. 561, dated 23rd August 1887. 

From— E. L. Mii.EETAT, Esq., Secretary, Bengal and North-Western Railwa 
Company, 

To— The Under-Secretary of State for India. 

In reply to Sir John Gorst’s letter. No. 1384 P.W. of the 5th instant, I am 
directed to submit, for the favourable consideration of the Secretary of State, the 
following specific proposal for taking over and working the Behar and Assam system 
of Railways by this Company — 

(o) The Bengal and North-Western Railway Company to take over, complete, 
and work the Behar- Assam system from the 1st January 1838. 

(5) The necessary funds for the completion, equipment, and extension of the 
lines to be raised by debentures guaranteed by the Secretary of State. 

(e) The lines to remain the property of the Government. 

(d) The net earnings to be applied as follows: — 

To the payment to the Company half-yearly of 5 per cent, thereof, 
for supervision. 

Snd . — To the payment of the debenture interest 

Srd , — To the payment to the Secretary of State of 4 per cent, for the 
calendar year on the capital outlay as it stood on 31st December 
1887. 
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4th,^Any surplus to be divided as follo-ws : The payments under 2nd 
and 3rd being deducted from the net earnings, four fifths of the re- 
mainder to belong to the Government, and the Company to have 
the option of taking the remaining one fifth in lieu of the amount 
receivable under lat. 

(c) In other respects the terms (as far as they may be applicable) to be those 
on which the Eajputana Railway is worked by the Bombay, Baroda, 
and Central India Railway Company. 

2. The Company, as previously stated, would prefer to confine their operations 
to the lines west of the Kosi, but they are prepared, if the Government wish it, to 
take over the whole system. The Board, however, are of opinion that it is not at 
present desirable to carry out expensive bridging operations at the Kosi, nor to ex- 
tend over the Teesta, except by way of cheap tramways. 


Ko. 1675 P.W., dated 20th October 1887. 

Prom— J. A. Goblby, Es^., TJnder-Secretary of State for India, 

To—The Secretary, Bengal and North-Western Railway. 

I am directed to acknowledge receipt of your letter No. 561, dated 23rd Angnst 
1887, submitting, on behalf of the Board of the Bengal and North-Western Rail- 
way Company, specific proposals for the taking over and working by that Company 
of the Behar and Assam State system of railways. 

In reply, I am desired to inform you that Viscount Cross desires in the first 
place to be in possession of the latest views of the Government of India in respect 
to the proposed transfer. A communication has been accordingly addressed to that 
Government, and on receipt of a reply you will be further addressed on this sub- 
ject. 


No. 91 (Railway), dated 17th August 1888* 

Prom — ^The Government of^India, 

To—The Secretary of State for India. 

With Your Lordship’s Railway despatch No. 108, dated 27th October 1887, 
were forwarded, fur an expression of our views, copies of correspondence with the 
Board of the Bengal and North-Western Railway Company, in which were set 
forth in some detail the terms on which the Company expressed themselv^ willing 
to undertake the completion of the Assam- Behar Railway, and also the working of 
the Tirhoot Railway. The Board, however, preferred to take over the working of the 
lint*s west of the Kosi only. 

2. The general terms proposed, omitting the dates mentioned, which are now 
passed, were — 

(rt) the Bengal and North-Western Railway Company to take over, complete, 
and work the Assam- Behar system ; 

(i) the necessary funds for the completion, equipment, and extension of the lines 
to be raised by debentures guaranteed by the Secretary of State ; 

(r) the lines to remain the property of Government ; 

((f) the net earnings to he applied as follows 

Isi to the payment to the Company half-yearly of 5 per cent, thereof for 
supervision ; 

to the payment of the debenture interest ; 

5rd— to the payment to the Secretary of State of 4 per cent, for the 
calendar year ou the Capital outlay as it stood on the date of 
transfer j 
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any surplus to be divided as follows 

The payments under (2) and (3) being deducted from the net earnings, four- 
fiths of the remainder to belong to Government, and the Company to 
have the option of taking the remaining one-fifth in lieu of the amount 
receivable under (1). 

(e) In other respects the terms (as far as they may be applicable) to be those 
in which the Rajpootana-Malwa Railway is worked by the Bombay, 
Baroda and Central India Railway Company. 

It was added in the letter of the Board containing these terms that the Com- 
pany, though prepared to take over the whole system, would prefer to confine their 
operations to the lines west of the Kosi, and were of opinion that it was not desir- 
able to undertake expensive bridging operations on the Kosi, nor to extend beyond 
the Tee^^ta, except by means of cheap tramways. 

3. These proposals were, in the first instance, referred for the opinion of tho 
Ko 2 snsB dated 17th Do- Government of Bengal, whose reply is enclosed for Your 
cembir iSr'itaelosore 1 ). lordship’s information. 


Para. 6 of letter. 


Para. 6 of letter. 


In this reply the proposals for the transfer to the Company of the working — 

(i) of the combined Tirhoot and Assam-Behar system, and 

(ii) of the system west of the Kosi River, 
are considered separately. 

4. In regard to the first of these schemes, the opinion of the Local Government 
may be summarised as follows ; — 

(а) that there is no such urgent necessity for completing through communica- 
tion across the Kosi, and from Kaunia to 
Dhubri as would justify the heavy outlay 

required, or as would warrant any sacrifice of existing advantages for the 
sake of obtaining it. 

(б) That there is no probability of any great developmmt of through traffic be- 
tween Tirhoot and Dhubri in consequence of 
the completion of such a line. (In this para- 
graph the Bengal Government adopts and develops the opinion expressed 
in paragraph 6 of your predecessor’s Railway Despatch Ko. 19, dated 

4th March 1886.) 

(c) That even should such a development ensue, the benefit to be derived from 

the transfer of the management of the 
through route to a Company would not 

counterbalance the loss of the administrative and other advantages which 
accrae to the Government of Bengal from the maintenance in its own 
hands of tho East Kosi system of lines, of which the Northern Bengal 
Railway is the trunk, and the combination of which with the Eastera 
Bengal system will lead to great economy in working and management. 

(d) In the absence of any proposal from the Company to purchase the existing 

_ o .. system and thus set free funds for further 

Impenal requirements, the Lieutenant-Gov- 
ernor fails to perceive any financial advantage from the proposed transfer. 
6. To the second of the two schemes the opposition of the Government of Bengal 
is not so strong, but the balance of advantage appears 
to that Government to be against this transfer also for 
the following reasons : — 


Para. 6 of letter. 


See end of para. 13 of 
letter. 


(a) Any such transfer would necessitate an adjustment between the Imperial 
Para. II of letter. Provincial Governments, in which allow- 

ance must be made for the rapid improvement 
in the earnings which has taken place since the Provincial contract was 
made. 
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(b) The transfer is objected to on administrative grounds, as the Tirboot RaiU 
^ way is believed to be better managed than 

Para. 1- o etter. Bengal and North-Western Railway, 

and the present organisation can be revised in a more economical 


manner. 

(c) In paragraph 13 of the letter, the Government of Bengal examines in some 

detail the terms proposed in the letter from 
183? 23rd August Secretary to the London Board of the 

Bengal and North-Western Railway Com- 
pany, enclosed in your letter under reply, which terms in some respects 
are considered to be too favourable to the Company. 


e. Lastly, the Lieutenant-Governor remarks that the deprovinoialisation of 
Para 14 of letter Railways in Bengal will deprive the province 

of a source of elastic and increasing revenue, and must 
therefore be detrimental to the efficiency of the administration ; and sums up by say- 
ing that on a consideration of the whole question, he is opposed to the acceptance 
of either of the proposals which have been referred for opinion. 


*1, With regard to the first portion of the Company’s proposals, we were from 
the beginning in full accord with the Bengal Government, and our views may be 
concisely stated as follows : — 

(a) The construction of a permanent line from Kaunia to Dhubri is 
estimated to cost about 73 lakhs 5 and it would be convenient for two 
purposes — the through conveyance of coolies and other emigrants to 
Assam, and the carriage of Makum coal. In neither case do we con- 
sider that the receipts from the probable traffic would justify the 
expenditure. The inconvenience of three tums-out between Kaunia 
and Bhubri is not very great in the case of native travellers ; and the 
coal can reach the Assam- Behar Railway by a slightly longer route 
vid Sara. 

(5) From the Kosi to Kaunia the line is nearly made : it is estimated to 
cost about 42 lakbs more, of which 25| are provided in the present 
year's budget. No gain, but a loss, would arise from allowing the 
Company to raise this capital on a guarantee of per cent, when 
Government can borrow at nearly 3 per cent. The line is managed by 
the staff of the Eastern Bengal Railway System, and if it were 
managed by a Company, the superior staff of the State Railway 
System would be hardly changed, while the incidence of cost would 
be heavier. 

(c) As to the suggestion of the Company repaying the capital already ex- 

pended, 332 lakhs, the result would merely be that, instead of paying 
3 or Zk per cent, as now, the Government would have to pay 8^ per 
cent, interest and no corresponding advantage would be gained. 

(d) The same objection applies to the suggestion that the Company should 

raise tbe small sum required (about 6 lakhs) to finish the line west of 
the Kosi. This sum is provided in the current year’s budget, and the 
construction will be completed by the State. 


8. The only question that remained open to consideration was whether the working 
lease of the Tirhoot line west of the Kosi should be granted to the Bengal and 
North-Western Railway Company, and if so, on what terms. 

9. It was apparent to us at once that the terms proposed by the Company and 
summarised in paragraph 2 above could not be accepted. There is no justification 
for a payment of 5 per cent, to the Company on account of supervision : the advan- 
tage which the Company should expect from 8U(fii an amalgamation must arise from 
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the lessened incidence of management charges, and from any increase of traffic 
which they might be able to bring about. Accordingly, it was informally intimated 
to the representative of the Company in this country that the only teims on 
which the Government could treat would be on the basis of a sliding percentage of 
gross receipts, the ratio decreasing with increased receipts 5 and it was understood 
in reply that such a basis would be accepted. 

10. Two difficulties met us when engaged in fixing a basis for any such agree- 
ment : one was the rapid improvement and development which has taken place in the 
traffic of the line, the continuance of which it is not easy to estimate ; the other 
was the discovery that in certain branches of management considerable economy 
could and ought to be effected in the Tirhoot line even if no amalgamation should 
take place. For the first hint as to the direction in which such reductions could be 
carried out we are indebted to Mr. Izat, the Agent and Chief Engineer of the 

Bengal and North-Western Railway. We considered, 
X(»te bv Colonel A J. Fil- necessary to have these questions examined in detail, 
gate, E E , Aeoouritant-Geiie- and append a Note by our Accountant General in the 
Public Works Department, in which egures are given 
isss (cuelosure 2). showing the past and probable future expenditure on 

the lines in question ; and the probable results to Gov- 
ernment and the Company of the transfer of the West Kosi System are analysed. 

11. Colonel Filgate’s calculations may be summed up thus. The working 
expenses of the Tirhoot Railway for the yea rl887-88 were at that time estimated 
at RIO, 25,000 : they have turned out actually to be Rl0,60,000. Three assump- 
tions are made by Colonel Filgate. Under the first, reductions can be made in the 
Station, Train, and Office establishment, amounting to R6,500 per mensem, or 
R78,000 per annum ; reducing expenditure to RIO, 25,000 minus 78,000 =*£9, 47,000 
(condition 2 of paragraph 23 of the Note). Under the second, not only the inferior 
staff as above but the whole of the superior staff also could be reduced, the entire 
work being done by the existing Bengal and North-Western staff with enlarged 
jurisdiction and no increase of pay. On this assumption, while the Bengal and 
North-Western Railway expenditure would be reduced by R62,000, the Tirhoot ex- 
penditure would be reduced by R94,000 a year, and would come down to R9,3l,000 
(condition 4 of paragraph 28). But it is obvious that this assumption is untenable, 
as Government would then have on its bands a large surplus staff which it would 
have no means of providing for. A third assumption was therefore made, that the 
State should remove and employ elsewhere the Manager and the Examiner of 
Accounts, but that the Company should agree to take over and keep all the rest of 
the staff 5 and on this datum, while the Bengal and North-Western Railway w^d 
saveR47,000, there w'ould be effected on the Tirhoot Railway a reduction of 
R83,000, bringing tbe expenditure down to R9,42,0( '0 (condition 6 of paragraph 
23). After some further consideration of these figures in our Financial Department, 
we came to the conclusion that the Government could fairly claim, in addition to 
the above saving of RS3,000, a half of the saving to he effected in the staff of the 
Bengal and North Western Railway consequent on the amalgamation, and that the 
ficrure at which the reduced working expenses might fairly be taken (assuming the 
revised estimate of RIO, 25, 000 to be correct) was R9, 20,000, 

12. Accordingly we forwarded to the Bengal Government a copy of the .Vote 
by our Accountant General, together with a suggestion that a fair projwsal to make 
to the Bengal and North-Western Railway Company would be as follows 

(a) That they should take over and employ all our superior pensionable 
staff, except the Manager and Examiner of Accounts, 

(5) That tbe working expenses of the first year should be estimated at 
R9,20,000 on an estimated gross receipt of £18,00,000, giving a per- 
centage of 51*2 ; and that for each increase of a lakh in the gross 
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receipts there sbonld be a decrease of 0*5 per cent, in the ratio of 
working expenses. The following table illustrates this calculation : — 


Gross 

Working 

Net 


receipts. 

expenses. 

profits. 

Percentage. 

18,00,000 

9,20,000 

8,80,000 

51*2 

19,00,000 

9,63,000 

9,37,000 

50*7 

20,00,000 

10,09,000 

9,96,000 

50*2 

21,00,000 

10,4i,000 

10,56,000 

49*7 

22,00,000 

10,82,000 

11,18,000 

49*2 

Bengal Financial Depart- 
ment letter Xo. 196 T.P., 
dated 6th July 1888 (enclo- 
sure 3). 

13. The reply of the Bengal 
reference is enclosed. 

Government 


14. As to the receipts, an error occurs in paragraph 3 of the Bengal letter, in 
which the gross receipts for 1887-88 were taken from the last Revised Estimate, 
and were entered at R18,51,000 ; whereas the account now received shews that the 
actual receipts of the year were ftl8, 05,000 only ; and this more or less affects the 
conclusions arrived at. 

15. As to the working expenses, those for 1887-88 are correctly given at 
BIO 60,000 5 but from this sum the Bengal Government considers that large deduc- 
tions aggregating R2,61,600 should be made before drawing from the results of 
that year any conclusions with regard to the future. 

The first deduction is an item of B70,000 expended in that year on a temporary 
line of 6 miles in length caused by the formation of a shoal ; and besides this, there 
was the additional haulage over this length. As no such emergency has arisen till 
1887-88 since the line was opened, it would not, the Lieutenant-Governor considers 
be fair to include such a charge in the estimate of future working expenses of the 
next four years. 

The next item is a sum of B35,000 on account of hire of rolling-stock. The 
explanation of this is that the old contract for the hire of stock from the Bengal and 
North-’Westem Railway expired on 31st March 1888, and a new contract is now in 
force under which, had it been in force in 1887-88, the payments for that year 
would have been reduced by this amount. 

Thirdly, the Bengal Government claim that they have already effected the 
greater part of reduction of R78,000 suggested in the Station, Train, and Office 
Establishment : see assumption (1) of paragraph 11 above. 

Pourthly, they claim that next year by amalgamation of the Tirhoot line with 
the Eastern Bengal Railway System, they will he able to effect the entire reduction 
of assumption (2), paragraph 11, and make a further saving of B78,600. 

16. The corrected figure should be according to this contention — 



B 

R 

Actual working expenses of 1887-88 . 

• 

10,60,000 

Deduct (1) 

. 70,000 


W 

. 35,000 


. (3) 

. 78,000 


(4) 

- 78,600 



— 

2,67,600 

Future working expenses . • • • 

. 

7,98,400 


17. Of these deductions we admit (2) and (3), The fourth is inadmissible, on 
the same ground on which we rejected assumption (2) of paragraph 11 : it can only 
be effected by throwing back on the hands of Government a large surplus staff which 
could not be employed, and so no real economy would be effected. And even if 
such an arrangement were practicable, the saving should not be credited to the 
Tirhoot line alone but should be distributed over the Tirhoot and the Eastern 
Bengal System, just as in Colonel Filgate’s note it was distributed over the Bengas 
and North-Western and Tirhoot Railways. In other words, if the surplus establish- 
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ment could be absorbed, there would be a real saving effected by Government 
through the amalgamation of the Tirhoot and Eastern Bengal System ; but this 
saving is an argument in favour of that amalgamation, as a counter-proposition in 
preference to amalgamating the Tirhoot, with the Bengal and North-Western line • 
it cannot be used in calculating the fair working expenses of the Tirhoot line as a 
basis for an agreement with the Bengal and North-Western Railway. 

18. As to the first deduction, we are disposed to say that something might be 
allowed ; but that where one unforeseen expenditure has occurred in 1887-88, 
another will probably occur in 1888-89 : and the Railway statistics for the three 
last years lead us to think that any such figures as the Bengal Government has put 
forward as the probable working expenses on a gross income of 18 lakhs is outside 
reasonable limits of anticipation 


Tear, 

Gross receipts. 

1 

Working expenses. 

Percentage of Working 
expenses on Gross 
receipts. 

1885-S6 .... 

12,80,000 

8,16,000 

71-6 

18S6-&7 . , . , 

15,99,000 

9,86,000 

61-7 

I8$7-88 . . , , 

18,06,000 

10,60,000 

68*7 


On the whole, allowing deductions (2) and (3) in their entirety and a moderate 
figure for (1), we are still inclined to estimate the fair rate of working expenses on 
18 lakhs as R9,20,000, or at the lowest B9, 00,000, or 60 per cent. The present 
Manager, however, who has been carrying out economical reforms with much 
vigour, believes that he will he able to bring down the ratio of working expenses 
to 48 per cent, on a gross revenue of 19 lakhs. 

19. If, therefore, the Company were to be offered a lease, we do not think that 
anything in excess of 48 per cent, of the gross receipts of 19 lakhs, with a reduction 
at the rate of -6 per cent, for every lakh in excess and an addition of a like amount 
for every lakh in defect, should be offered j and this on the understanding that they 
take over and employ the whole of our superior pensionable staff except the Manager 
and Examiner. 

20. Itvrill he seen then that the estimates of the Bengal Government and 
Government of India as to the future profits of the Tirhoot lines if amalgamated 
with the Bengal and North-Western Rmlway are widely different. 

The Government of Bengal adopts a scale which, afaurting on the supposed basis 
of 1887, assumes an increase in working expenses at 25 per cent, of the increase in 
receipts, and further assumes a normal growth of receipts to the extent of 2 laVHa a 
year. 
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Yexir. 

Gross re- 
ceipts, in 
lakhs. 

Working 

expenses. 

Percent- 

age. 

Net 

earnings. 

‘^roBS re- 
ceipts, m 
lukhs. 

Wtjrking 

expenses. 

Percent- 

age. 

Net 
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• We think the estimate of the Bengal Government too high, and that Govern, 
ment will reciprocally object to our estimate, and consider itself aggrieved if an 
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offer is made to the Company on these terms. On the other hand, we are inclined 
to think the Company would probably reject them as too hard. 

21. There is a further question of general principle which should not be for- 
gotten in considering this transfer. 

We haTe now at our disposal a large body of officers in the Engineer and Reve- 
nue branches of the State Railway Pepartment ; and owing to various causes, that 
staff is even now in excess of our requirements. If the work to be carried out by 
that Department is still further reduced by the transfer of this and other State 
Railways to Companies, we shall have either to pay our officers more than their 
work justifies, or we shall be compelled to discharge them. If men who are dis- 
charged are pensionable, a permanent charge is entailed on our finances, and in any 
case much avoidable dissatisfaction and discontent are occasioned, not only amongst 
those immediately affected but also amongst those who remain, who do not know 
that they may not be the next sufferers. 

The Company may indeed take over a portion of the establishment ; but this 
is only an alleviation of the evil, and there are many dissidvantages in connection 
with the employment of our pensionable establishments in this manner, as expe- 
rience has shown. In a short time, too, the worst of the staff would probably be 
returned on our hands, and the best retained. 

On this ground, if on no other, as long as the strength of our Railway Branch 
continues in its present congested condition, we deprecate the transfer of State lines 
to the management of Companies, excepting in special cases such as that of short 
branches which cannot be economically worked alone, and cannot be conveniently 
amalgamated with other State lines. 

22. Under these circumstances, considering (a) that the Tirhoot Railway is, in its 
inception and management, a purely Provincial line, and that any separation of it 
from Provincial interests would he contrary to our general policy of transfer of 
work and responsibility to Local Governments j (b) that the Bengal Government is 
strongly opposed to the transfer and that we should be unwilling to press any pro. 
posal which that Government can shew a fair reason for supporing to be prejudicial 
to its interests ; (e) that it is probable that whatever economy can be effected by 
amalgamating the Tirhoot line with the Bengal and North-Western can be equally 
obtained by amalgamating it with the Eastern Bengal System, we are of opinion 
that the offer of the terms indicated in the penultimate paragraph should not be 
made to the Company, aud that negociations should he dropped. 


[Enclosuee NTo. 1 OF Railway Despatch No. 91 of 1888.] 

No. 2805 E., dated 17th December 1887. 

From— Colonel C. M. Bbowne, E.E., Offg. Secy, to the Govt, of Bengal, 
Public Works Department, 

To-The Secretary to the Government of India, PnhUc Works Department. 

I am desired to acknowledge the receipt of your endorsement No. 1214 R.C. 
dated the 23rd November 1887, forwarding, for early opinion, a copy of the Secre- 
tary of State’s Despatch No. 108 Ry., dated the 27th October 1887, with the accom- 
panying documents, containing proposals for working the Tirhoot and Assam-Behar 
State Railways through the agency of the Bengal and North-Western Railway 
Company, and I am directed to reply thereto as follows. 

2. 1 am. to observe that while the Secretary of State favours conditionally the 
idea of the Company undertaking the management of « a through line of communi- 
cation across Northern Bengal,” which involves the transfer of the whole system 
of line referred to in your Despatch No. 72 Ry., dated the 26th May 1883, as the 
Assam-Behar State Railway, together with the remaining sections of the Tirhoot 



PROTECTIVE RAILWAYS. 


347 


state Railway, the Company would prefer notf to extend their operations farther east 
than the Kosi River. Two separate proposals would thiTefore appear to be before 
this Government for consideration, viz., the transfer of the working to the Company 
of — 

(i) The combined Tirhoot and Assam-Rehar System : 

(ii) The Tirhoot, e., We^t Kosi System only ; 
and these w ill now be separately dealt with. 

3 As rejfards the fiist proposal, I am to state that the advisability of completing 
through railway connection at heavy expense between Tirhoot and the Jirahmaputra 
must be judged with reference to the manner in which such a line would be likely 
to serve the requirements, of the produce of the districts served, and, second of 
the Assam coolie traffic. 

4. With respect to the first requirement, I am to point out that the produce of 
the dUtrict traversed by the Bengal and North-Western, the Tirhoot, the Assam- 
Behar, and the Northern Bengal Railways finds its outlets, and changes hands, at 
Calcutta, and at one or two great marts, of whtch Patna is the principal, on the 
Ganges. There neither is, nor in the opinion of this Government is there ever 
likely to be, any important flow of goods traffic east and west between Oudh and 
Assam ; the general tendency of traffic is towards the Ganges marts, or towards the 
main lines of railway leading down to Calcutta, or to a lesser extent tow.irds Nor- 
thern Indian markets. The whole of the lines north of the Ganges and Gogra may 
be fitly compared to three systems of rivers. To the extreme west is the Bengal and 
North-Western System w’hich drains into the great mart of Patna and towards 
Calcutta, via the Bighn ferry, the produce of the districts lying between the Gogra 
and the Gaudak. Next comes the Tirhoot System of lines, including some sections of 
what is known as the Assam- Behar State Railway, which delivers towards "atnaand 
Calcutta, vid the bigha and Mokameh ftrrics, the produce of the districts lying 
between the Gandak and the Kosi. Next comes the great system of which the main 
trunk is the Northern Bengal State Railway, and of which the feeders are the East 
Kosi sections of the Assam- Behar State Railway, Kaunia-Bharla lines, and the 
Barjeeling-Himalayan Company’s Ime ; this system delivers on to the Eastern Bengal 
State Railway, at Sara, the produce of the districts lying between the Kosi and the 
Brahmaputra. Pending the completion of through connection, at the end of 1888, of 
the Nathpur-Hanihari Section with the Northern Bengal State Railw'ay at Parbafci- 
pur, the produce of the western portion of this last mentioned system, so far as it 
has been opened for traffic, finds its way on to the Bast Indian Railway at Sahebgunj, 
but when through communication has been established, the bulkj.of the traffic of 
those western districts will doubtless be carried over the Northern and Eastern Bengal 
State Railways. T he Lieutenant-Governor is wqngto admit that, as has occur, 
red since the connection, by the Gandak bridge, of the first and second systems, the 
junction of the second and third by a communitation aerross the Kosi will probably 
bring into existence a certain interchange of produce between the districts lying on 
either side of that river ; but the general tendency of the flow of the larger share of 
the produce of the North Ganges districts will continue to be towards Calcutta, and 
there appears to be no valid reasons for expecting the development of such a cross 
flow of goods traffic as a result of the completion of through communication as 
would be at all commensurate with the expenditure involved. 

5. Next as regards the coolie traffic towards Upper Assam. The Lieutenant- 
Governor conceives that the completion of through communication is chiefly desired 
in its interests. This traffic has, however, failed up to the present to attain any 
great proportions as measured by a railway standard, and from his personal 
knowledge of its conditions, tSir Stenart Bayley is of opinion that its dimensions 
would for some time be but slightly affected by the further improvement of the 
facilities for travel which it is proposed to provide. The advantages to be gained by 
carrying on the line to Dhubri are no doubt considerable, but as regards the special 
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description of traffic under notice, I am particularly to press this point, that the 
present facilities afforded to coolies who travel by that route to Assam are sufficient- 
ly great to render it improbable that the improvement of the section to Dhubri only 
would have any important influence in increasing the coolie traffic, and certainly no 
such improvement may be anticipated as would recoup the heavy outlay estimated 
for the provision of a permanent line between Kaunia and Dhubri, I am to add, 
moreover, that the small portion of traffic which may be expected from East Tirhoot^ 
and which would certainly profit by a permanent crossing over the Kosi at Pertabl 
ganj, is neither intrinsically nor relatively an element of any importance. 

6. Whether, therefore, the requirements of the flow of produce or of the coolie 
traffic he considered, the Lieutenant-Governor arrives at the foUowing conclusions 
with reference to the first proposal : firsts that there is no such urgent necessity for 
the completion of through communication across the Kosi and between Kaunia and 
Dhubri as would warrant the sacrifice by Government of any existing advantages 
for the sahe of obtaining it ; second., that there is no probability of any great deve 
lopment of traffic along the tortuous route which would be formed by the proposed 
connection of the a?irhoot System with Dhubri j and third, that even were such a 
development to ensue, the benefit to be derived from the transfer of the manage- 
ment of the through route to a Company would not counterbalance the loss of the 
administrative and other advantages which accrue to this Government from the 
maintenance by its own hands of the east Kosi system of lines, of which the Nor- 
thern Bengal State Kailway is the trunk. On this point I am to refer you to para. 
6ofmyletterNo.l807B.,datedl6th August 1887, which deals with the objec- 
tions to surrendering the management of the latter line, and it is obvious that the 
cheap and remunerative working of the Eastern Bengal System of State Bailways 
will he greatly facilitated by combining with it, under the same supervision the 
working of the feeder lines east of the Kosi. * 

7. Adverting now to the second condition of the Secretary of State’s consent, 
contained in the Despatch under disposal, to arrangements being entered into with 
the Company for the completion of through communication across Northern Bengal, 
cia?., that the financial requirements of the case can be satisfied, I am desired 
to communicate the following observations. 

8. The Lieutenant-Governor has always understood that (apart from such special 
conditions as justified the transfer, at some loss to the State of the Eajputana-Malwa 
line to the Bombay, Baroda and Central India Railway Company, or of the East 
Indian Railway under different conditions to another Company) the principal induce- 
ment for handing over State lines to be owned and worked by private enterprise is, 
that State expenditure is thereby recovered and set free for Imperial requirements! 
In the absence, in the present case, of any proposals on the Company’s part to pur-' 
chase the State Hues which they desire to take over, the Lieutenant-Governor fails to 
perceive where the financial advantage lies. It is suggested that the necessary funds 
for the completion of the system to Dhubri should be provided by the issue by the 
Company of debentures upon which 3i per cent, should be guaranteed. But on these 
debfflitures, I am to observe that the Company proposed that the interest should be 
a preference charge against the net earnings of the State sections of the system. 
When the terms proposed in their letter No. 661, dated the 23rd August 1887 are 
examined with reference to their effect upon the income likely to be derived from the 
lines proposed to be taken over, it becomes apparent that the net earnings of these 
secrions must exhibit a marked improvement over present or anticipated figures, be- 
fore they can afford to be saddled with preference charges to the extent sugg^ted. 

1 am to state that the more probable result will be a considerable reduction of the 
percentages earned on the capital of the State sections ; the Company, on the other 
hand, being fully guaranteed against any loss on the debenture capital to be raised for 
the proposed extenrion. 

9. WereitpropoficdthattheCompony should purchase the whole system from 
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Dhubri westward, recotipiag the State for existing outlay and providing funds for 
further expenditure by means of a loan to be raised under a State guarantee, then, 
provided that the guarantee were no higher than the interest at which such a loan 
could be raised by the Secretary of State in his own name, the Lieutenant-Governor 
could conceive of advantages from such a policy which might he considered as com- 
pensating for the loss of the important administrative convenience which results 
from the direct State control. But no such proposal is now under consideration ; 
no financial relii.'f is offered, nor is there evidence of any advantage likely to be 
afforded by amalgamating the management of the sections which form a zig-zag line 
across Northern Bengal. For these reasons, therefore, and for others which have 
been alreidy referred to, the Lieutenant-Governor is not prepared to recommend the 
surrender to the Company of the management of the sections of railway connecting 
Dhubri with Sonepur, 

10. It remains now to consider the second propasal, viz., the suggestion which 
has b'^n preferentially put forward by *he Cowipahy, to the effect that, upon certain 
specified conditions, they sliould take over and work the West Kosi system of State 
lines. Subject to the observance of certain precautions, the arguments against the 
acceptance of this second proposal appear to the Lieutenant-Governor to be of less 
cogency than those which have induced him to reject the more extended scheme ; 
and, with reference to it, I am desired to record the following remarks, pointing out 
that the reasons for and against the transfer of the Tirh oot system may be classed as 
first, financial, and second, administrative. 

11. As regards the financial effects, I am to intim«te that this is a matter which* 
80 far as it is estimated as likely to aiBfect the financial position of Bengal during the 
remainder of the current contract period, must, in the Lieutenant-Governor^s opi- 
nion, form the subject of adjustment between the Provincial and Imperial Govern- 
ments. Sir Steuart Bayley would be unwilling, in such a matter, to deal with any 
Company dinctly, and in discussing with the Government of India the terms of the 
re-adjustment of the Provincial assignment which will necessarily follow any de- 
proviucialisafcion of the Tirhoot Bji^stein, this Government would claim, as the basis 
of the arrangement, the improved prospects of the line, as evidenced by the supe- 
riority of the results of the present year’s working over those which were foreo»iSted 
a year ago, when the terms of the current Qontract were settled. As under the 
terms proposed for the transfer of the system, the Imperial Govei nment will profit 
by the improvement in net earnings the acceptance of such evidence, for the re- 
adjustment of the assignment, will not be unfair. ' 

12. To arrive at a satisfactory decision as to the wisdom, from the administra- 
tive point of view, of acceding to the Company’s alternative proposal, appears to 
the Lieutenant-Governor to be a matter of great difficulty. The iuduceraents 
ofi'ered by the Company are the economy and unity of management which would be 
likely to result from the amalgamation of two comparatively short systems. Tlie 
disproportionate cost of management which is exhibited in the statistics of the Tir- 
hoot line is, however, due less to the small mileage of the system than to the pre- 
sent organisation. This difficulty can be surmounted by the selection of a working 
staff whose cost shall be proportionate, on commercial principles, to the magnitude 
of the work to be done. Too much stress should therefore not be attached to this 
consideration. The efficient service of goods and passenger traffic is, however, in 
the Lieutenant-Governor’s opinion, a matter of higher importance j and it will be 
essential that any agreement with a Company be expressed in such terms as will be 
lik»‘ly to ensure efficient Government control over the rates both for passengers and 
goods, as well as the requisite degree of efficiency of working. It appears to be at 
least doubtful whether the management of the Bengal and North-Western Railway 
is so superior in efficiency to that of the Tirhoot line as to justify much expecta- 
tion on this score* A reference on this second proposal has been made to Mr, H. 
Bell, Manager, Tirhoot State Railway, and I am requested to append for informa- 
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tion the accompniiyiD^ meniorandum. furnfehed by that officer. I am now to stato 
that, after a careful examination of the Company’s alternative proposal, Sir Steuart 
Bay'ey is of ojdnioii that no adequate considerations have been adduced in the con- 
ditions now spc'cilied which would render it advantageous for Government to trans- 
fer the Working of the Tirhoot system to the Company, and His Honour is accordingly 
not prepaied to support even this second proposal, 

13, The financial bearings of the several conditions defined in clauses {d) and 
(e) of letter No. 561, dated 23rd August 1887, of the Secretnry to the Bengal and 
North-Western Railway, now require notice in greater detail. Commenting first 
on the most important, I am to remark that, on the supposition that the entire 
Assam- Behar system is transferied, the second item of clause (i2), the incidence 
of debenture interest for extensions as a preference charge against net earnings, 
w’ould in HisHonour’s opinion, be open, as before explained, to the grave objection that 
when added to the proposed peicentage for remuneration to the Company, it would 
probably swamp the State line as a profitable investment. As regards the Tirhoot 
section solely, the case as regards this particular item stands differently. When 
the grant which has been provisionally allotted for next year has been expended, 
the extensions under construction will be practically complete ; any minor farther 
extensions w'hich may be contemplated, such as the branch to Sitamarhi, would be 
the subject of mature coDsideration, and would not he undertaken without full 
evidence of their probable remunerativeness ; debenture interest, therefore, upon the 
capital supplied by a Company for the Tirhoot section would he a comparatively 
small amount. Adverting now to the first item of clause {d). The objection which 
suggests itself to the acceptance of the Company’s proposal is, that the payment 
therein demanded is on account of control which is at presept efficiently per- 
formed by Government, and the transfer of these administrative duties to a Com- 
pany would result in no corresponding saving of expense, and above a certain percent- 
age, will prove a certain and increasing loss ; to agree, therefore, to this item of the 
Company’s terms would be to gratuitously surrender a considerable share of net earn- 
ings with no corresponding decreaser in State expenditure. The third item of clause 
{d)f in so far as the net earnings will permit after payment of preference 
charges, appears unobjectionable. The value, however, of the offer of the Company 
to secure the 4 per cent, is limited to the extent of net earnings, less the two pre- 
ference charges already noticed 5 nothing in the shape of a guarantee has been, or 
probably could he, offered by them. The fourth item of clause {d) appears to the 
Lieutenant-Governor to be fkir, hut it will only come into practical effect after net 
earnings exceed 4 per cent, by the amount of preference charges. As regards clause 
(e), I am to state that the details need careful study in the light of the experience 
gained as to the working of similar contracts elsewhere before any definite conclu- 
sion as to their suitability can be formed j as regards this condition, therefore, His 
Honour reserves his opinion. 

14- In conclusion, I am to communicate the following additional observations. 
Notwithstanding the possibility of arranging with the Government of India for 
such a re-adjustment of the Provincial assignment, as will suffice to cover the loss 
of anticipated profits during the remainder of the current contract period, the 
Lieutenant-Governor cannot but feel that the deprovincialisation of State Railways 
deprives the province of a source of revenue which possesses an elasticity not ex- 
hibited by the other sources of provincial income. The existence of such a source 
of revenue cannot but be conducive to improved energy and efficiency of adminis- 
tration, and, as such, it has claims to consideration which would not be entirely 
compensated by the equivalent in the form of an increase in the Provincial share of 
the -and revenue It is, moreover, necessary to bear in mind that some of the 
secondary results of the transfer of the line will he, that the State will he to some 
extent embarrassed by pensionable servants being thrown back on an already sur- 
plus establishment, and that the pension list is likely to be to some extent augmented* 
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For tliese and other weighty reason's which have been recorded, I am directed to 
intiiaate that the Lieuteuant-Covernor is averse to recommend the acceptance of 
either of the proposals which have been referred for opinion. 


iVofe, dated 8t\Decemcer 18887, ly Horace Bell, Manager, Tirhoot State Railr 

v:ay, on the proposal of the Bengal and :V6rt;(t-Tresfern. Railway Company to lease 

the Tirhoot and Assam-Rehar State Railways. 

1 have read the papers lately submitted to the Government of Bengal on this 
subject, and have had the advantage of seeing Mr. Spring’s three notes. ^ I may 
assume that we are not required to discuss general principles or policy, but if I had 
to say anything upon the present ideas of making over all our railways to Com- 
panies, there would be a good deal to urge against it. I should acknowledge that 
with our present system we have some difficulty in ensuring the same freedom and 
elasticity in working that is generally possible under the administration of a Com- 
pany, and unless and until we alter our system of providing establishment for our 
State lines, we cannot work as economically as a Company can. But we can com- 
mand good men, as is shown by the fact that many of the Company’s lines are 
manned by officers of the Public "Works Department, and we have no reason to 
suppose that they are in any way inferior to the men who have been recruited 
directly by the Companies. I have never been able to understand our present 
policy. We are throwing our railway revenues into the hands of shareholders in 
England, and borrowing money through them at higher rate of interest than we 
need pay ourselves, and for what, for an idea, vis., that we cannot work railways as 
well as companies can, or that Indian securities would be damaged by borrowing our 
money direct. If we had all the net profits, present and prospective, of our Indian 
railways, insteid of only a part, we should not need our income-tax, or be hampered 
as we now are in our ways and means. 

2. The proposals of the Bengal and North-Western Railway Company may easily 
he taken to mean that the Company does not desire to have anything to do with 
the lines on the east of the Kosi, and I have no hesitation in bolding that we must 
consider this river as being practically an insuperable barrier to the junction of the 
railways on each side of it. We must, therefore, regard them and deal with them 
from this point of view as well as from that which would show the lines on the out- 
side to be naturally a portion of the reseau of the Eastern Bengal Railway. The 
only reason in fact why the Bengal and North-Western Railway should have any- 
thing to do on the east of the Kosi, seems to be in order to get them to raise the money 
for us to make the Dhubri line. This does not seem to me to he a sufficient reason, 
and I much doubt, moreover, whether it is wise to spend any more money on a line 
to or towards Ohubri at present. It would certainly at its best never pay more than 
two per cent, on its outlay, and when the line from Chittagong is made, it may be 
expected that Assam will be supplied with food and Engflish imports, and send its 
produce by this route. Thus the Dhubri route will have htte left in time but coolie 
traffic, and the revenue to be derived from this is, I know well, from what I see as 
Manager of the Tirhoot line, largely over-estimated. 

3. la a note written about a year ago, I said that I thought it might be advisable 
for certain reasons to make over the Tirhoot lines, vis., west of the Kosi, to the 
Bengal and North-Western Railway. I am not now so sure that this would be a 
wise step. I do not like the proposal of giving the Company a peicentage on the 
net earuings. This does not seem to me to afford a sufficient stimulus to the work- 
ing of the railway, nor does it, as far as I undersfemd the Company’s proposal, ensure 
that the Government shall, as it can fairly expect, get now at least four per cent, 
on the Capital spent. The interests of the Bengal Government on this line are two- 
fold-one permanent, viz., in the development of one of the richest parts of the pro- 
vince, the other temporary, in its being, during the remainder of the present fiinan- 

3 a2 
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cial contract period, one of the factors in the settlement. I assume that at the expi- 
ration of the present contract this factor could be eliminated, on the assumption that 
the line is dealt with, as I think it should be, by the Government of India direct^ 
My estimate of the immediate future of the line, from a fiscal point of view solely, is 
that it is now nearly a four per cent concern, and that, within the next four or five 
years, it will probably rise to four and a half per cent., but a series of bad reasons 
may alter all this and we must not be too sanguine. The Bengal and North- 
Western Railway can, as I know, if they work their own and the Tirhoot together, 
make such reductions in establishment as would afford a sum equal to, say, a half 
per cent, on the Tirhoot capital ; but we cannot expect to get all this. 

4. My recommendations would be as follows : — 

(a) to decline the proposal of the Company as regards lines east of the 
Kosi; 

(h) to assent to the leasing of the Tirhoot lines on the Company guaran- 
teeing 4 per cent, for the first five years aud 4^ per cent, after that 
on the capital outlay, and that all surplus profits over and above this 
shall be divided between Government and the Company in the pro- 
portion of three-fourths to the former and quarter to the latter 5 
(c) other conditions similar to the agreement for working the Kajputana 
line by the Bombay, Baroda and Central India Railway, but adding 
a clause that all general establishment charges on the combined lines 
be debited to each in mileage proportion. References would also have 
to he made to the Company taking over our Flotilla. 

5. There will be the usual difficulty, if the line is made over, in providing for 
our staff. It is not likely that the Agent, Bengal and North-Western Railway, 
will keep many of our men. They are too good for him, and we must do our best 
for them. Clause 12 of the Rajputana agreement would meet this, I think, viz., 
that the undertaking would have to provide pensions and gratuities to men discharged. 
This would tend to moderate any desire to effect very sudden or radical change in 
the staff. 


[Enclosuee No 2 or Railway Despatch No, 91 op 3888.] 

2ifote, dated the BUf February 1888, hy Lieutenant-Colonel A. J. Filoate, 
R. E., Accountant General, Fublic Works Department, 

I send forward herewith a revised note on the proposal to make over the Tirhoot 
State Railway to the Bengal and North-Western Railway Company, based on the 
corrected figures of the latter Railway. 


NOTE. 

1. The Company’s proposals are— 

(a) to take over and work the Assam-Behar System from the 1st January 
1888; 

(i) the necessary funds for the completion, equipment, and extension of 
the lines to be raised by debentures guaranteed by the Secretary 
of State ; 

(c) the lines to remain the property of Government • 

(d) the net earnings to be applied as follows - 

the payment to the Company half-yearly of 5 per cent, of 
such net earnings for supervision 5 
2iid— to the payment of debenture interest / 

3rd-to the payment to the Secretary of State of 4 per cent, for 
the calendar year on the Capital outlay as it stands on Slst 
December 1887 ; 
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4th — any surplus to be divided as undfT : — 

The payment under 2nd and Srd heads being deducted 
from the net earnings, four-fifths of the remainder to 
belong to Government, and the Company to have the 
option of taking the remaining one-fifth in lieu of the 
amount payable under the Ist head, 

(e) In all other respects, the terms (as far as they are applicable) to l*e 
those on which the Rajputana Railway is worked by the Bombay, 
Baroda and Central India Railway Company. 

2. The Company would prefer to confine their operations to the lines west of 
the Kosi, t.e., the present Tirhcot State Pail way; but, if desired, they will take 
over the Assam-Behar section of the Assam-Behar State Railway, the line from 
l>inajpur to Kaunia, and also the construction of the line from Kaunia to Bhubri 
on the metre gauge. They are, however, of opinion that it is not desirable to make 
a permanent crossing at the Kosi, nor to extend over the Teesta, except by way of 
cheap tramways. 

3. The Company does not propose to recoup to Government the outlay already 
incurred by the State on the constructi m of these Railways. 

4. The outlay likely to be incurred on these lines up to the end of 1887-88 is 
compared in the following statement with the balance likely to be needed to com- 
plete the existing estimates ; — 
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/ 


1 



1 

1 


bhanga, 
Burbhanga to 

\ 225 70 

,1,53,70,705 

2,70,397 

^ 3,49,<M)l); 

1.58,90,102 

Com- 

1,68,90.10‘i 

1 

J haiijaipur. 

\ i 








Hajipur Branch 






traffie, l 

1 j 


Sonepurto Ha- 






1 1 

1 

(20,99,619 

jipw. 

1 

>33,10,030 

7,74.861 


46,47,891 


51,14,891! 


Jhanjaipur to 

44-00 







(.32,43,466 

Eosi, 










273*25|l,82,8'),73.jj 

'XO, 46.268 

1 ! 

11,1^000 

i 

2,04,37,993 

6,67,000 

3,10,04,993 

... 

EasTKaxT Ex* 






j 



TaXblON, 









Kosi to Di- 

165*60 

46,87,635 

16,65,191 

16,14000 

79,56,826t 

36,69,228^' 

I,16,26,f64 

l,O7,26,064§ 

li ajpur with 








1 

Moni bar i 


i 
















Dinajpur ’ o 

6275 

47,24,533 

36.986 


47,83, 719t 

... 

47,83,719 

... 

K a u n i a — 









Open line. 









hi 0 r t h ern 









Bengal Bail- 









way. 

Kaunia to 

67‘50; 


... 



73,34,176$' 

3,34,176 

73,734,176 

Dhubrh 










26575 

94,12,168 

16,91,177 

16,37,30<> 

1,27,40,545 

1,10,03,104 

2,37,43.949 

! ■■■ 


639*00 

2.76,92,903 

! 

27,36.435 

j27.49,2Co|3, 31,78,638 

1,16,70.404 

4,47,48,942 



♦ EepreRents demand for 1888-89, said to be sufficient to complete ; section is partly open for 
traffic. 

t Calculated on a mileage basis. 

i Balance of sanctioned estimate, « 

§ A revised estimate is being prepared for this line, which will probably show an excess ol 
about 9 l^hs over the present sanctioned estimate. 
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5. Under tlie Company’s proposals they will have to raise the following 
amounts by debentures guaranteed by the State : — 

A— If the line made over is confined to the west of the Kosi, R5,67,000. 

B—If the whole line is made over, but the metre-gauge line is confined to the 
west of the Teesta, B4!2,36,228. 

C— If the whole line is made over, and the metre-gauge extension to Dhubri is 
constructed, 61,15,70,404. 

To these figures something must be added for further outlay on open line. 
Considerable outlay will also be probably necessary for the arrangements for cross- 
ing the Kosi which are not provided for in the above figures. 

REVENUE. 

6. The revenue transactions of the Tirhoot State Railway for the last two 
official years and the Revised Six-months’ Estimate for the current year are as 
follows ; — 


Tiehoot State Railway. 


I^eceipU and WorJcing Expenses from 188o~8B to 1887-88. 


Yzabs, 

Receipts. 

Working 

Expenses. 

Net 

Receipts. 



B 

B 

B 

Open mileage at 

Actuals— 

18S5-86 

1888-87 ..... 

Revised Estimate— 

12,80;858 

15,99,2X2 

9,15,584 

9,85,827 

8,64,674 

6,1.^,385 

Beginning End 

of jear, 

226f 225f 

2251 245f 

1887-88 ..... 

18,00,000 

10,25,000 

7,75,000 

2«7| 2471 


7. While it will be observed that the revenue has been increasing rapidly, the 
increase in expenditure has been relatively small. 

8. The Net Revenue for the current year is now placed at E7, 75,000, and with 
the additional sections about to be opened, a still further improvement may be 
expected before long. For 1888-89, 1 think the estimated Net Revenue may be 
placed at 8 lakhs. 

9. The total interest on the Capital cost of this section of the Railway will be 


11 , 20 , 0^0 nat eaminys. 
interest, 

6) 2,80,000 sorplns, 

£6,000 one-£fth ditto. 


about 68,40,000, aud it may well be assumed that this will be covered in 1889-90. 
Indeed, it seems probable that the Net Revenue of this line in 1889-90 will amount 
to 69,00,000. With a Net Revenue of 8 lakhs the Company will receive under (eZ), 
Ist, H4i0,000 per annum, and if the Net Revenue 
reaches 9 lakhs, 645,000 per annum. Assuming the 
total interest charges to be 68,40,000, it will be more 
advantageous for the Company to take 6 per cent, of 
the net earnings, instead of one fifth of the surplus under 
(d) 4th, until the net earnings of the line amount to over 611 ,20,000. With net 
earnings of 611,20,000 the Company would receive 656,000 under (d) 1st, or the 
same amount under (d) 4th. 

10. The raising of debentures guaranteed by the Secretary of State will probably 
involve the State in an annual charge of, say, i per cent more than the Secretary 
of State would have to pay if he raised the money himself. So far as this section is 
oonoerned, the amount of loss will be light and may be placed at i per cent, on 
65,67^000, or 61,417, or say» 61,500 per annum. 








PROTECTIYE RAILWAYS. 


355 


11. The probable financial result to the State during the year 18S8-89 of making 
the Tirhoot State Railway over to the Company on the terms proposed will be the 
amount by which the working expenses of this Railway can be reduced bj" being 
worked by a combined staff for the two Railways, less the amount paid to the Com- 
pany for supervision and an additional interest charge of about iRl,500. This esti- 
mate is based cn the supposition that the surplus staff of the Tirhoot State Railway 
can be fully utilized elsewhere. The salaries and allowances of any of the surplus 
staff that cannot be utilized else here, will of course reduce the estimated savings. 

12, I have been carefully over the estimates and accounts of the Bengal and 
North-Western and Tirhoot Railways with Mr. Izafc. Judging from the standard 
in force on the Bengal and North-Western Railway and the probable work en- 
tailed in working the Tirhoot State Railway, Mr Izat considers that a large saving 
could he effected in the present establishment charges of the Tirhoot State Railway 
if this line is made over to, and worked by, the Bengal and North-Western Rail- 
way Company. 

He considers that the services of the following ofiScers would not be needed : — 


Manager . , . . 

Examiner .... 
Storekeeper . , • , 

Medical Officer . . , 

Locomotive Superintendent . 
.Traffic Superintendent . 
Commander and Chief Engineer 
Two Engineers 


and that the following saving could be effected 


Salary £1,800 a month. 
« » S50 3 , 

99 if 650 „ 

^ „ 650 „ 

„ „ S50 „ 

„ . 650 „ 

ft 9> » 


R B 


Manager • « 

• 



. 1,800 


Office of ditto 

• 



. 600 

2,400 

Examiner of Accounts • 




. 450 


Office of ditto . 




. 2,000 

2,450 

Stores Department • 




• ... 

500 

Medical Department 




• 

400 

LocomotiYe Department 




. 400 


Office of ditto * 




, 500 

900 

Traffic Department • 




. 600 


Office of ditto 




. 1,000 

1,600 

Steam-boat Service 

• 



. ... 

300 

Total saving per mensem 

• 



. ... 

8,550 


This saving provides for Assistants being employed in the Accounts, Stores, 
Locomotive and Traffic Departments in lien of the superior officers now employed j 
for an allowance being given to the Civil Surgeon, Mnzaffarpore, to look after the 
Railway staff, and to the employment of men on reduced salaries in lieu of the 
officers now employed on the steamers. 


13. The greater portion, if not the whole of the economies proposed, appear 
feasible, and I think that these may be generally accepted as fairly correct* The 
establishments on the Tirhoot State Railway run much higher, both in the number 
and pay, than those employed on like duties on the Bengal and North-Western 
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TJaiiway. On this point I may cite the following figures as an example. These 
relate to the iccMunts for the half-year ended June 1887 : — 





Bengal and 
North- 
Western 
Railway. 

Tirhoot 

State 

Railway. 

Open mileage . 

• • • 

• • 

376 

247i 

Train mileage . 

• • • 

• • 

3,69,125 

3,05,693 

Cost of Station staff 

• • • 

. R 

29,964 

58,665 

„ Train „ . 

« • * 

• jj 

12,469 

15,163 

I find that the staff employed 

in the Traffic Department of the two Railways 

under 





Traffic Superintendent 

• • • 

. 1 

400 1 

650 

Assistant Traffic Superintendent 

. ... 

1 

370 

Inspectors 

• • • 

. 2 

350 2 

440 

Traffic Candidate 

. 

. 1 

150 ... 

... 



4 

900 4 

1,460 

Clerks . . ♦ 

. • • 

. 19 

720 32 

1,500 

Servants - 

• • • 

. 12 

60 17 

99 


Total 

* 35 

1,680 53 

3,059 


While it appears clear that a considerable saving can be effected by amalgamating 
the two lines, I believe also that a large saving could be effected, without loss of 
efficiency, with the present management and the existing staff of superior officers. 
What saving can be effected is difficult to estimate ; but for the sake of argument, I 
will assume that it is possible to effect a saving of B2,000 a month in office estab- 
lishment. 

14. I have taken no account of the sa^ng that could be effected if the present 
officers of the Tirhoot State Railway were replaced by officers on pay more com- 
mensurate to the services they have to perform, as I know that at present it is al- 
most, if not absolutely, impossible to find work for these officers elsewhere. 

15. Mr. Izat further believes that a saving of R 4,000 a month in the cost of the 
Station staff and R500 a month in the cost of the Train staff could be effected. 
With this reduction the cost of the Station and Train staff of the two Railways for 
the half-year ended June 18S7 would stand as follows : — 

Bengal and 
Korth-Westem 
Railway. 

R E 

Staiaon staff 29,964 34,665 

Train staff 12,469 12,163 


Tirhoot State 
Railway. 


Unless the staff of the Bengal and North-Western Railway is not efficient or is 
underpaid, this reduction should be feasible whether the amalgamation is made 
or not. 

16, With a view of clearing up the matter, I will assume that it is possible to 
effect economies to the following extent without any change in the present manage- 
ment : — 

R 

Office staff 2,000 

Station staff 4^000 

Train staff 

Total . , 6,500 per mensem. 
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or R78, 000 per annum. Applying these figures to the present estimate for the 
current ye^»r, the tj-ansaction could become — 


Gross Revenue • • . ^ . 

„ Expenditure 

R 

. 18,00,000 
9,47,000 

Net Revenue . 

8,53,000 


17. The total cost of establishment on the two Railways for the half-year ended 
June 1887 were— 


Bengal and North-Western Railway 
Tirhoot State Railway . 


Total 


R 

. 1,89,000 

. 1,32,000 


. 3,21,000 


Deducting from this the assumed saving on Tirhoot State Railway establish- 
ments of R 2,000 a month and Mr. Izat’s estimated additional saving of R6,550 
a month, or R8,550 a month (see paia. 12 above), or for the six months E51,300, 
the total estiiblishment charges for the half-year would be reduced to R2,69,7O0,— 
say, R2,70,000. These charges distributed in accordance with open mileage would 
be allotted thus 

B 

Benfral and North-Western Railway • . . . 1,58,000 ’ 

Tirhoot State Railway 1,12,000 

Total . . 2,70,000 


18. This would lead to a reduction of R20,000 a half-year, or R40,000 a year in 
the establishment charges of the Tirhoot State Railway. Adding to this the 
reduction considered possible in the Station and Train staff of fi4,500 a month, or 
R54,000 per annum, we have a total reduction in charges of R94,000 per annum, 
and the figures for the Railway would stand at— 

R 

Gross Revenue ........ 18,00,000 

„ Expenditure ........ 9,31,000 

Net Revenue • . 8,69,000 


19. Under the proposed Agreement we should, however, have to pay the Com- 
pany 5 per cent, of the net revenue for supervision, or R 13,450, and consquently 
the Government account would stand at — 


R 

Gross Revenue 18,00,000 

„ Expenditure 9,74,450 

Net Revenue . . 8,25,550 

or R27,450 less than the sum Government may expect to realise if it retains the 
Railway in its own hands. 

20. If it should only be found possible to remove the Manager and the 
Examiner, the saving on working the Railway with a combined staff would be 
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reduced from if8,5o0 to R6,3o0. The saving under these circumstances would 


be reductd by the followir.g amounts 

R 

Stores Department 500 

MeJical Department ........ 400 

Locomotive Department 400 

TratBc Department 600 

Steam-heat service 300 


2,200 

being the difference of pay of the officers proposed to be removed and those 
employed in their stead. With this reduced economy the establishment charges of 
the two Railways for six months would be reduced from B3,21,000 by 1138,100 to 
E 2,82,900, say R2, 83,000. This amount would be apportioned as under : — 


Bengal and North-Western Railway 
Tirhoot State Railway 

R 

• • • • 1,65,500 

. 1,17,500 


Total . . 2,83,000 


21. This would lead to a reduction {mde para. 1^ of E14,500 per half-year, or 
E 29,000 a year in the establishment charges of the Tirhoot State Railway. Adding 
this to the possible reduction in the Station and Irain staff of E54,000 a year, we 
have a total reduction in expenditure of R83,000 a year, and the Railway figures 
would then stand as follows : — 

B 

Gross Revenue 18,00,000 

„ Expenditure 9,42,000 

Net Revenue • , 8,58,000 


22. Of the net Revenue thus arrived at, 6 per cent, or E42,900 would be payable 
0 the Company for supervision, and the Government account would show — 


R 

Gross Revenue 18,00,000 

„ Expenditure 9,84,900 


Net Revenue . . 8,15,100 


or R37,900 per annum less than the Government may expect to realize from working 
the line itself. 

Summary, 

23, The foregoing investigations may be thus summarised 

I. For a gross Revenue of R18,00,C00 the line is now being worked for 

about E10,25,000, or 57 per cent, of gross earnings {vide para. 6). 

II. If certain economies are carried out, the Railway can probably be worked 
by its present management for R9,47,000, or 52’6 per cent, of gross 
earnings {vide para. 16). If the surplus superior staff not needed on 
the Railway could be removed, a still further reduction could be effected. 

III. If the whole of the surplus superior officers are removed and the line is 
worked by the Bengal and North-Western Railway Company, Mr, Izat 
considers that the expenses can be reduced to R9,74,450 or 54*1 per cent, 
of gross earnings, after allowing the Company 5 per cent, of the net 
earnings for supervision {vide para. 19). 
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IT, If no cliarge is made for supei^ion, under the same conditions as in III, 
the expenses can be reduced to 119,31,000, or 61 7 per cent, of gross 
earnings {vide para. 18). 

V. If the ilanagtT and Examiner only are removed and the line is worked by 

the Bengal and North-Western Railway Company, Mr. Izat considers 
that the expenses can be reduced to R9,84,900, or 54*7 per cent, of 
gross earnings, after allowing 5 per cent, of the net earnings to the 
Company for supervision {vide para. 22), 

VI. Under the same conditions as in V, but excluding the surpervision 
charges, the line could be worked for R9, 42,000 or 52*3 per cent, of 
gross earnings {vide para. 21). 

Jdffect of proposals on Bengal and North-^Western Bailwagi 

Under III, the Bengal and North-Western Railway Company would benefit to 
the extent of Rl,89,000, minus Rl,58,000, or by R31,OU0 per half-year, or by 
R62,000 per annum by reduction of working expenses j plus B43,450 by payment 
of 6 per cent, of net earnings for supervision, or by Rl,05,450 per annum. 

Under IV, by a reduction of R62,000 per annum in working expenses. 

Under V, by a reduction in working expenses of Rl, 89,000, minus Rl, 65,500, or 
R23,5C0 per half-year, or R4i7,000 per annum ; plus R42,900 for supervision, or by 
R89,900, 

Under VI, by a reduction of R47,C00 per annum in working expenses. 

24. By making over the Tirhoot State Railway to the Company on the terms 
now proposed, the State will suffer a loss of about i per cent, on all further Capital 
outlay. This additional charge, under present circumstances, so far as the sections of 
Railway now dealt with are concerned, is estimated at Bl,600 per annum. 

26. An investigation of the proposed term of working the Tirhoot State Rail- 
way by the Bengal and North-Western Railway Company indicates pretty clearly 
that the latter Railway will benefit from any such arrangement very considerably 
without the proposed payment of 5 per cent, of net earnings for supervision. 

Irrespective of this charge for supervision, under the proposed Agreement, 
the Tirhoot State Railway will bear its fair proportion of all such outlay as is in- 
curred by the Bengal and North-Western Railway Company for direction and 
supervision. Under these circumstances, to make a further payment on this 
account ‘would appear to be gratuitous and uncalled for. 

I am, consequently, of opinion that in considering the terms of any Agreement 
for working the Railway, no separate charge for supervision should be made. 

26 If the provision for supervision is struck out, the terms that have to be 
considered are practically diminished to those under conditions IV and VI above. 
As it seems possible that Government may be able to remove the Manager and 
the Examiner, while there will probably be considerable difficulty in finding em- 
ployment for the other officers, the only condition that needs further investigation 
is VI. 

27. Looking to the terms of the contract under which, if the State determine 
to purchase this line hereafter, it is bound to pay twenty-five times the average net 
earnings of the five years previous to purchase, it appears essential that we should 
avoid any undue enhancement of the price of the Railway by allowing the Com- 
pany to make any large amount out of a Working Agreement in connection with the 
Tirhoot State Railway, without taking due precautions. 

28. Oue way of meeting this difficulty would be to limit the purchase price of the 
line to, say, 10 per cent, premium. This is about 15 per cent, in excess of the 
present value of the shares. Or the case might be met by selling the working 
lease of the Tirhoot State Railway to the Company for a fixed sum. 

A third method would be to fix the Working Agreement on a basis which would 
leave the Company after it obtained the Agreement in about the same position as 
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it !*> at Tliis would leave the Company to make its profit out of future 

ex}.*arsion of traiHe- 

2^. It must not he overlook<*d that each lakh of rupees added to the Company’s 
averajre net revenue im-reiists the purchase price of the Railway by 25 lakhs of 
rupees. 

30. Ihe conditions under head TI, even supposing there is no further deve- 
lopment of liafiic, will give the Company an annuity of B47,000 per annum 
for nearly 25 year?, and will then involve the State in an additional charge of 
R 11, 7 5, 000 in purchasing the line, if this is then determined on. If the purchase 
is n<jt made, the annuity will continue. If we .me to work our Railways on com- 
mercial principles, this benefit, in the interests of the Indian tax-payers, should not 
be given for nothing. 

It will be noticed that the net return to the State from working the line by the 
agency of the Bengal and North-Western Railway Company, under condition YI, 
is nearly the same as under condition II, where the line is worked by the State, 
save that under condition VI the State has to find employment elsewhere for a 
Manager on Rl,800; but as this ofldcer will become surplus over present wants, 
Hl,8B0 X 12 or R21,600 mustbeaddf'dto the working expenses of the Railway 
under condition VI, to show the true cost of this condition to the State. This will 
raise the cost to the State of condition VI to R9,63,60 j as compared with R9, 17,000 
under condithu II— a loss of R1 6,600 per annum. The abolition of the Examiner’s 
appointment may also lead to some loss, but this will not be of long duration and 
need hardly be taken into account. 

31. To leave the Company in about the same position as they are at present, and 
to save Government from the loss it will eventually have to meet if it purchases the 
Railway, a ^um of H47,oOO must be deducted from the amount payable to the 
Company under condition YI, whuh, as already said, appears to be the only condi- 
tion investigated under which the Railway can be made over to the Company at pre- 
sent, so long as employment cannot be found for the Government surplus staff. If 
this E47,000 be deducted from the gross exp«>ndlture as arrived ai under condition 
YI, or E9,42,000, the expenses chargeable to the Railway will amount to R8, 95,000 
or 49 7 per cent. This allows for expansion of traffic, hut such expansion may rea- 
son ibly be expected at no distant date, 

32. Under the circumstances of the case and with a view of guarding the inter- 
est of the State, while the Company is at the same time afforded a fair opportunity 
of getting a reasonable return ont of the Railway, it appears, if it is decided that the 
Tirhoot State Railway should he made over to the Company for working purposes, 
that the best course to follow will be to lease the Railway for a fixed percentage of 
the gross earnings. This would be a simpler and more satisfactory arrangement 
than that which would follow under the proposal of the Company. The investiga- 
tions made above tend to show that a lease on the basis of the Company working the 
Railway for 60 per cent of the gross earnings would be fair to both parties. This 
percentage would afford the Company a fair chance of realising a profit from the 
working of the line ; while it is clear that if the Railway was made over to the 
Company on easier terms, the interests of the Indian tax-payer would be sacrificed for 
the benefit the shareholders of the Compa'ny. The Railway has a commercial 
value and should not be parted with for less than this value. 

33. Under the working terms now suggested, mutual arrangements will have to 
be made regarding further Capital outlay. Probably something like the following 
will meet the case. 

The State to find the money n'*eded for completing the works of the Railway 
now contemplated according to an agreed-on Schedule. This Schedule to be based 
on the requirements of the present tjaffic. 

AU further outlay on the line made over in addition to that included in the Sche- 
dule to be found by the Company. 
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If any extensions are hereafter agreed upon, the State should find the interest on 
the Capital during construction ; but after the date of opening to traffic, the interest 
should be met by the Company. 

34. In the calculations m ide in this note, no account has been taken of the 
charges for Leave and Pension allowances of the staff employed on the Tirhoot State 
Railway These charges at present amount to about R30,000 a year, and will of 
course gradually diminish as the Pensionable Establishment is reduced. 

I think, on the whole, it will be better to leave these allowances altogether out 
of account in the event of the Tirhoot State Railway being made over to the Bengal 
and if orth- Western Railway Company to work. The. usual percentage for Leave 
and Pension allowances has hitherto bean treated as an indirect charge against the 
Railway, wffiile the Railway has borne all the Leave allowances payable in India as a 
direct charge. 

35. If the Tirhoot State Railway is made over to the Bengal and North-Western 
Railway Company, I would suggest that the Bengal and North-Western Railway 
Company should pay all the Leave allowances of Government officers and emplo 3 e 
they take over, in the same way as they have to meet the Leave allowances of their 
own officers and emploj'^s, but that the liability for the pension <»f pensionable ser- 
vants should remain, as at present, without any percentage being levied to meet the 
same. 

36. If the line is made over, it will be necessary for Government to exercise some 
control over the affairs of the Company. How far this should extend can best b« 
considered when the terms of the Agreement have been arrived at. 

37. Before concluding any Agreement with the Bengal and North-Western Rail- 
way Company, I think it would be well to consult the Government of Bengal on the 
present proposals, and the natural alternative thereto, viz .: — 

The amalgamation of this Kaihvay with the Eastern Bengal State Railway Sys- 
tem as soon as the Tirhoot State Railway and t le Assam-Behar State Railway are 
completed to the banks of the Kosi and connecttd by some means across that river. 

The distunce from Calcutta to the Kosi is only about 400 miles, and this distance 
would not interfere with the successful working of the Tirhoot State Railway by the 
Eastern Bengal State Railway staff. There is little doubt, I fancy, that this would 
he the most economical procedure to adopt in the interest of the State, and even the 
Eastern Bengal State Railway System thus enlarged would not be an excessive 
charge for one management. 

38. I have not taken up the investigation of the result? of making over the lines 
east of the Kosi to the Bengal and North-Western Railw«y Company, as 1 believe 
it has been decided that this is not desirable, and that the construction of the per- 
manent line from Kaunia to Dhubri may stand over for the present. 

21st Eebruary 1888. A. J. F, 


[EKCLOStTRB No. 3 OF RAILWAY DESPATCH No, 91 OF 1888J 
No. 196 T. P., dated the 5th July 1888. 

From— C, Macattlat, Esq., C.I.E., Secy, to the Govt, of Bengal, Finl. Dept., 
To— The Secretary to the Government of India, Public Works Department. 

With reference to demi-official correspondence which has pass<*d between His 
Honour the Lieutenant-Governor and the Honourable Member in charge of the 
Public Works Department on the subject of the proposal of the Bengal and North- 
Western Railway^ Company to take over the Tirhoot State Railway, I am desired to 
submit the following observations. 

2. The Company's proposals and the anticipations of possible savings in the 
working of the Tirhoot line were examined in Colonel Filgate’s Note of 2Ut Feb- 
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ri'^Tv and tbi« was unofficially communicated to tie Lieutenant-Governor for 
an"ev^rc«-ion of his opinion. A statement of His Honour’s views was forwarded to 
Sir Charles Elliott in the form of an ofldcial note, dated 19th March, of which a 
copy is aanlxeil In reply Sir Charles Elliott, in his demi-official letter of Uth 
May, ashed Mr Steuart Buyley for his opinion regarding the financial, as distinct 
from the administrative, aspect of the scheme for surre ndering the line to the 
Bengal ani ^North-TTestern Railway Company, and sugge sted, as fair both to this 
Government and to the Company, a sliding scale, according to which it was propos- 
ed to fix the proportion of working expenses to gross receipts. The scale was to 
begin with an allowance of R9,20,000 on a gross revenue of 18 lakhs, increasing to 
E10,82,000 on a gross revenue of 22 lakhs. 

3. Before proceeding to consider this proposal. His Honour desires me to refer 
briefly to the question of the financial prospects of the line. The revised estimate 
for 1SS7-S8 is taken, in the notes of the Government of India, at E 18,00,000. In 
this Government note of 19th March it was taken at B18,50,000, and the preliminary 
statement of the Examiner shows the actual receipts as ftl8,51,000. The latest 
returns show an increase of E3 1,931 in the period from 1st April — 23rd June 1888, 
compared with the period from 1st April — ^25th June 1888. During 1887-88 13 
miles of line were opened to traffic, and it is expected that during the current year 
the final length of 14 miles to the Kosi river will be added. The receipts rose from 
El 2,80,238 in 1U83-86 with a length of 225 miles, to E18,51,000 in 1887-88 with a 
length of 247 to 259. Having regard to all the circumstances, the Lieutenant-Gov- 
ernor considers that the anticipation of a gross revenue rising from 20 lakhs in 1888-89 
to 26 lakhs in 1891-92 is not unduly sanguine. 

4. The important points for immediate consideration are, however— (1) the ini- 
tial proportion of working expenses to revenue to he taken 5 (2) the sliding scale of 
proportion to be adopted. 

6. With reference to the first point, I am to urge that a proportion of E9, 20,000 
to E18,00,000 is unduly high, and is not justified either by actual experience or by 
reasonable anticipation. The revised estimate for the past year is E10,60,000. 
Erona this, however, two important deductions must be made. The first is a sum of 
E70,000 on account of the cost of construe ting a temporary line, sis miles long, 
necessitated by the formation of a shoal at Semarai Gh&t. There was also, of 
course* a considerable expenditure on haulage over this length, which must be 
taken as a fortuitous addition to the ordinary working expenses of the line. The 
Lieutenant-Governor considers that the whole of this sum of E70,000 should be 
deducted from the calculiations of last year’s expenditure. It is no doubt possible, 
though very improbable, that an emergency, which has never hitherto arisen since 
the line was first constructed, may occur during the next four years 5 but the charge 
for haulage, which has been left out of account, may fairly be- placed against such a 
contingency. The next is a sum of E35,000, which represents the overcharge 
hitherto made by the Bengal and North-Western Railway Company under the late 
contract for the interchange of rolling-stock. On the basis of the new agreement, 
it is calculated that the Tirhoot Railway paid the Bengal and North-Western Rail- 
way this sum in 1887-88 beyond the value of the services rendered. 

The savings projected by Mr. Izat are divided by Colonel Eilgate into two classes 
—(1) those which can be effected without amalgamation, amounting to E78,000 per 
annum ; (2) those which can be effected on amalgamation, amounting to E78,600per 
annum. The total is El, 56, 600. On the completion of the line to the Kosi during 
the current year, the obvious policy of this Government would be, as suggested by 
Colonel Pilgate in paragraph 37 of his note of 21st Februaiy, to amalgamate the line 
with the Eastern Bengal Railway System and thus effect the second class of savings. 
The authorisation rolls of the Tirhoot Railway show that a great portion of the first 
cl^ of savings has already been made. The Lieutenant-Governor considers that 
this Government is fairly entitled to claim the whole of these savings in making a 
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true comparison between the working expenses and the gross revenue of the past 
year. 

R 

The proportion to be adopted would therefore be 10,60,000 

B 


Minus . • . 70,000 

„ . . . 35,000 

„ . . . 1,56,600 

2,61,600 

2,61,600 

say 

7,98,400 

8,00,000 

say 

18.51.000 

18.50.000 


6. As regards the sliding scale to be adopted, I am to point out that it appears 
to have been overlooked that the 25 per cent, of the increase iu revenue proposed 
in this Government note of 19th March was to be a sliding scale. The table iu 
%\hich the receipts and expenses were calculated out was intended only as an illus* 
tration of the working of this scale on the forecast of receipts, as compared with the 
working of the scale proposed in the notes of the Government of India. That this 
scale of 25 per cent, was reasonable is, the Lieutenant-Governor thinks, shown by a 
comparison of the figures of the years 1885-S6, 1886-87, and 1887-88, The fiist 
year showed an increase of revenue of B3,19 000, with an increase of B70,000 only 
in expenses, although 20 miles were added to the length of the line. In 1887-88 an 
extraordinary expenditure of B70,000 was incurred, and the mileage was increased • 
yet the receipts increased by B2,5I,000, with a corresponding increase of R74,000 
only in the gross working expenses. Sir Steuart Bayley would urge that the scale 
of 25 per cent, is not only reasonable but liberal. 

7. 'I'here is another point to which theLieutenant-Governor would wish to invite 
attention. It can hardly be doubted that it would be an improvement if a new line 
were constructed from flajipore to Somastipore, the line from the latter place to 
aiozufferpore being perhaps removed, ft should be distinctly understood, however, 
that if the Tirhoot System is given over to the Bengal.and North-Western Kailway^ 
any alteration to be made in its alignment must be the subject of a separate financial 
arrangement as regards the interests of the Local Government. 


mte 0% the efeet of tu proposed transfer of the Tirhoot line on Bengal 
jFinancial interests. 


The line which it is proposed to transfer is made up of — (1) the Tirhoot Railway ; 
(2) the portion of the Assam-Behar Railway west of the Kosi. For the first alone 
estimates of receipts and working expenses were taken in the contract. They were— 


■Receipts 

Working Expenses 


B 

14,70,000 

9,20,000 


Net Revenue . . 6,50,000 


The percentage of working expenses on gross receipts was thus taken at the hiffh 
figure of 62*5 ® 

The contract allowance for interest was R5,87,000 for the Tirhoot line, and it is 
estimated at Bl, 62,000 on the portion of the Assam-Behar that is under considera- 
tion. 
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1 he proposal made i? practically that we shall accept 47 7 of the gross earnings 
instead of R5,50,<)00, and whatever more we can make from increase of revenue 
and economy in administration. For the interest charges we should still be liable* 
and these will soon be R8,40,000 against our contract grant of R7,49,000. 

The allowance which it is proposed to make to the Company is 52’3 per cent, on 
the irross receipts. No doubt this appears a moderate estimate compared with the 
rate at which our working expenses have hitherto stood. For the current year the 
revised gives (ftl0*60,000 on fll8,o0,000) 56 2 per cent. 

Apart, however, from the reduction of R78,000 which Colonel Filgate considers 
to be immediately feasible (I am not sure if his figures provide for compensation to 
discharged servants, but in any case employment for some of these could be found 
on the new Bengal section of the Assam-Behar and other lines), I think it is clear 
that the ratio which our working expenses bear to our gross receipts will steadily 
diminish. The following table shows the results of the last three years : — 



Eeceipta. 

Working: Expenses. 

Percentage. Miles open. 


B 

B 


Actuals, 1885-86 .. 

32,8i),25B 

9,15,584 

71*4 225 

„ 1886-87 .. 

15,99,212 

9,85,827 

61*6 245 

Betised, 1887-38 .. 

. 18.50,000 

10,60,000 

66 2 247 


Here we have an increase of Ro,70,000 in the receipts, with an increase of only 
ft 1, 45,000 (or, say, 25 per cent, on the increase in receipts) in the working expenses 
in two years. 

It is clear that, with a rapi dincrease in revenue, a rapid decrease in the percent- 
age of expenses, and every prospect (with the opening of the new section touching 
the river, and the general development of the line) that the increase in revenue will 
continue, it would not be advisable to fix permanently any rate of allowance for 
working. With a considerable increase of revenue on an open line, a decrease in 
the cost of working must ensue. If a high rate is fixed, the more prosperous the con- 
cern becomes, the greater the profit made by those who work it, and surrendered by 
those who allow it. 

1 compare in the following table the working of the two systems as they may bo 
forecasted for the remainder of the term of the contract— (1) the present system ; 
(2) the proposed system. I think, looking to the increase in the past two years and 
to the opening of the new linp, that an inoratse in revenue of ftl,50,000 next ^^ear 
and ft2,00,000 in each succeeding year may fairly be taken. I have taken the 
increase in working expenses at 25 per cent of the increase in revenue, and I have 
deducted ft78,0U0 as a saving which should be made at once. 


Peesent Ststem 


Proposed 


1888-80 

1890.81 

1881-93 


Kevenuc 

B 

30,00>000 

22,00,000 

24,00,000 

2«,00,000 


Less to 
Provincial 




B 

10,20,000 

10.70.000 

11 . 20.000 

11,70,000 


466 

45 


B 

9,8(»,000 

11.30.000 

12.80.000 
14,30,000 


B 

9,64,000 

10.49.000 

11.45.000 

12.40.000 


B 

26,000 

81,000 

1.35.000 

1.90.000 


It will be observed that there would he a loss on this estimate in the first year of 
the arrangement if 52 3 were allowed, and a seriously increasing loss in later yeare 
if this fixed rate were maintained. It is pointed out in the notes that further 
reductions could be made, though perhaps not immediately, if the Tirhoot System 
were amalgamated with the Eastern-Northem Bengal System. And I venture 
to think that, if a saving is to be made by amalgamation, it should be made by 
amalgamation with our own lines. 


With reference to Sir Cha'lcs Elliott’s remarks on the fact that the reductions 
now found to be feasible on the Tirhoot line were not discovered till Mr. Izat had 
indicated them, I think our Railway Branch should be invited, in the light of 
th» se facts, to make a careful scrutiny of the various establishments on onr other lines 
19tJk March 1888* n 
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Ko. IIS (Eailw.iy), dated ISth October 1SS8. 

From— The Secretary of State for India, 

To— The Government of India. 

T have received Your Excellency’s Kailwa}' letter Ko. 91, dated 1 7th August 
1888, conveying the views of your Government on the proposals made by the 
I>in*ctors of the Bengal ami Xortb-'Westem hailway Company in their letter of 
2.3rd August 1887 for taking over and working the Assam-Behar system of 
railways. 

2. In accordance with the recommendation contained in the last paragraph of 
jour letter, I have (■!iu‘!ed the Comiwiny to be informed that I am not now <lisposed 
to enter into negotiations for the transfer of tlws lines in question. 

3. I will not enter into a discussion on the various grounds on which you have 
formed \our judgment on the question, but I will not conceal from Tour Exeelh ncy 
my disai'pointiueiit that you have n<*t been able to arrive at an arrangement by 
which the Tirin»ot railw.»\s would have been added to the Bengal and North- 
Wt^'tevn Ihiilway and worked as one system by that agency. I cannot but think 
that whether there be foundation or not for the apprehension that pro\incial in- 
teivst*! wf>uld have been injuriously affeeb d by the transfer, the amalgamation of 
these lines under one management would have resulted in increased ediciency and 
economy of working 

4. I perceive that yoti are greatly influenced in your views by the fact that 
there is an excessive staff of oflicers m the Engineering and Revenue branches of 
the .State Ituilway Bejmrfnumt, and it is c€*rtainly to be regretted that any i>olicy or 
administrative* change which may in itself be considered desirable should be im- 
peded by a temporary dilhculty of this description, and I trust that your Govern- 
ment will be able to devi'^e measmes foi bringing the number of your railway 
ofifeers more into proportion with the |K*rmaiieut requirements of the Department. 
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6.— Benares-Puri Bailway. 


3so. 150 (Eailvray), dated 29tii September 1884. 

Prom— The Goyemment of India, 

To— The Secretary of State for India. 

^ara, 9. One change is, however, necessary for an independent reason. In 
paragraph 4 (/) of our Despatch No. 9 E. of January 22nd, 1884, we informed 
Your Lordship that the Vizagapatam-Raipur project did not improve on examina- 
tion, that its commercial prospects were unfavourable, and its protective value 
small. This view has been so amply confirmed by the surveys of last cold season 
that we think the line (355 miles ; estimate £2,900,000) must be struck out of 
Schedule A. 

In substitution for it the line undoubtedly possessing the best claim to inser- 
tion is the lower section of the Benares-Puri project, running from Kontera Station, 
on the Kagpur-Bengal Railway, through Cuttack to Puri. A reconnaissance of 
this was made in 18S2 83, a more thorough survey in 1883-84, and the location will 
be completed during the current cold season. . Much information regarding it has 

Kesointion No. 863 E. c.. published and separately supplied to Tour Lord- 

dated Sertemher 24th, isb3. ship^ and the last yearns reports are now under con- 

dated'ji’iiiSy 29 th, itsl' sideration. The length is put at 231 miles, and the 
cost at £2,523,000. This line was classified as “ Pro- 
tective and Productive,” but was entered in Schedule B for the reason explained 
iu paragraph 20 of our Despatch No. 27 of January 29th, 1884. Uhe sanction of 
the Nagpur-Bengal Railway now renders possible the construction of the southern 
section of the whole project independently of the northern. 

Its value as an additional protection to Orissa from famine is unquestioned. 
The Engineer- in-Chief estimates that it will derive 2 per cent from the pilgiim 
traffic from the north alone, to which must be added that which will he brought 
to it from Western and Southern India by the Nagpur-Bengal Railway, and from 
the North-West and Punjab by the Bilaspur-Etawah line, as also a certain goods 
traffic, w'hich ought to increase, since the population is reported to have risen 3 H 
per cent, in the last ten years. The Patna Gya line pays from 5 to 6 per cent, 
chiefly from pilgrim traffic, so it may safely be assumed that this project will pay 
4 per cent, within about 5 years, and will thus be technically “ productive.” 

The substitution of this Kontera-Puri line for the Vizagapatam-Raipur wull 
reduce the “unproductive” lines in the schedule from 10 millions to about 7i 
millions, which is a material change in the direction desired by the Committee in 
paragraph 28 that the bulk of the lines shall be self-supporting. After providing 
for it, there will be a balance of about £380,000 over, which can go for the present 
towards the Katni-Bmeria section of the “ productive Bilaspur-Etawah Railway, 
Desp.tche 3 Nos. 99 imd wbioli %ur Lordship has just Sanctioned. ETentually, 
of June 27th, and July if the money be refunded by a Company formed to 
construct the whole Bilaspur-Saugor Railway, it can be 
applied to some other short “ productive ” line iu Schedule B, 


No. 158 (Railway), dated 19th August 1887. 

Prom— The Government of India, 

To — The Secretary of State for India. 

Tn reply to Your Lordship’s Despatch No. 31, Railway, dated 17th March last, 
and pi ev ions communications, on Iho subject of a line of railway between Benares 
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an<3 Puri, we hare the bnnnnr to forward of onr in the Pat/ic 

Woiks Department^ No. 70X dated the 12th 1SS7, giua^r | irtkuhrri of tli) 

out ire project. 

2. Your Lord'-hip ’svill observe that it has practically re^olvtd itself into two 

portions : the one providing for the deveiopjr.ent of Chntia-Naijpur and aiding the 
coal-supply of Upper India ; ti.e other •»ec7jrin^ the famine protectinn of Ofihsa and 
the opening out of the portions of the Centnti Province-* and lieri^'il tni\er>ed by 
the line, but both the object and CMminon interM of facidtating tranb-ife 

of pilgrims to Puri. The two i<orth>n« bec<»me, in fact, separate railway > linkcsiby a 
s^tion of the Bengal-Xagpur Railway now under condriiction and by a comram 
interest, but free to be constructed by either one and the same or two di'-tinct agem ie^. 

3. The northern of the'^e, or Chutiii-^*agpur Railway, willtiiidoubtedly «ierve ini- 
jjortant objects iu the developmeiit of a very larire portion of Denial ; but* in view 
of the other deniaLd^ uj on our finances fiT famine and frontier railw’;«ys, we coti* 
sider that it must remain in the category of lines to be left to private eiitt*rpri*-e, w ith 
only such aid us is ctmiprise,! in what arc kacwii as "‘Dcn;:^! und North-Western 
terms,” or bciiedub^ 1), in which it was clas-.iid in our Tinancial Dt-sjutches No, 2i.* 
of 23rJ January lb;b3 and No. 27 of 20th January ISSl. 

4. The Snuthern, or Panehiiara-Puri, l.'aiUvay stands on a dilferent footing. 1'3’ 
paiMgraph 0 of our Despatch ^o. 150 (Railway), of 29th September ISSi, tUispro- 
J e<t (but starting from Kanteni instead of Panchpara) W'as classed in Schedule A 
in consideration of its importance as a projection to Orissa from famine ; and it has 

subsequently held its place in the list of uncommenced Protective Railways in ou^ 

various fore(?asts and communications to Your Lordship, ending with our Financial 
Despatch No. 47 of 22ud February last. 


No. 700 (Rdlway), dated 12th August 1867. 

RESOLCTION— By the Government of India, Public Works Department. 

Read the following papers — 

Resolution of the Government of India, No. 862 (By. Constn.), dated 2 ith Sept. ISSil. 

Ditto No. 73 (do.) „ 2Uth Jan. 1S84. 

Resolutiok,— T he desirability of utilising the Palamow coal-field for thtj 
supply of the railways to the north-west of Mogiialsarai has been for many years 
recognised, and surveys wdth this object were made between that field and Raroon, 
the head of the Sone Canal sy.stem, in the year 1876-77. In the course of the 
investigation regarding railway construction throughout India, which took place in 
1882, however, it became evident that a larger project was required, which would 
afford an outlet to the east, as w'ell as the west, for the mineral and agricultural 
produce of the large province of Chutia-Nagpur, and also that such a project mights^ 
with the intervention of the contemplated Nagpur-Sitarampur Railway, be ex- 
tended to Cuttack and Puri, so as to aid by railway transit the vast number of 
pilgrims who annually visit the latter place, and to afford to the province of Orissa, 
by direct access from the food-supply of Chbattisgarh, an effective protection 
against famine. The substantial objects of this project have also been well de- 
scribed as (1) to provide a quick and easy means of travelling for the army of 
pilgrims who visit the shrines of Benares, Gya, and Puri ; (2) to open out the 
resources of large and important tracts of country now almost cut off from com- 
munication with the rest of India, to supply them with food if scarcity prevails, or 
to carry it to otlier districts if a surplus is available ; and (3) to facilitate emigration 
from overcrowded districts to those which are but sparsely inhabited, yet capable 
of supporting a very considerable increase of population. 

2. In the autumn of 1882 the Government of India consequently ordered the 
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canimenrement c£ a series of feurveys wliich have been carried on up to tbe past 
\ear, and have embraced all the more promising alternative routes between Benares 
and Puri. 

Tht^ result of these investigations has been to establish the fact that the project 
praetically resolves itself into two portions : the one providing for the development 
of Chiitia Nagpur, and aiding the coal-supply of Upper India ; the other securing 
the faiuine protection of Orissa, and the opening out of the portions of the Central 
Provinces and Bengal traversed by the line, but both possessing the object and 
common interest of facilitating transit of pilgrims to Puri. The two portions become^ 
in fact, separate railways linked by a section of the Bengal-lNagpur Eailway now 
under construction, and by a common interest, but free to be constructed by one 
and the same, or by two totally distinct agencies. The principal features of each 
of these portions of the project will now be briefly described. 

(1 )— Chijtia-Njlgpue Railway. 

3. Mog’hatsnrai to SuJehua (Palamow coal-fields) — 347^ miles, — The original pro- 
ject for opening out these coal-fields started from Meral, and proceeded via Bhikhee 
Chutterpore, Sultanee, jMaharajgunj, and Kutumbeh to Baroon on the River Sone, 
which is at the head of the Patna Canal, and opposite Dehree, whence starts the 
Buxar Canal. A western route to Baroon, via Kunda Khas, Chutterpore, Burdag, 
and Xubeennuggur, as also sundry minor variations of both routes, were examined 
and condemned. This route, however, was deemed unsuitable for the larger 
scheme originated in 18S2, on account both of the heavy cost of crossing the Sone 
ill the locality of Baroon, and of the expediency of opening out the country farther 
west, if possible. Reconnaissances made in the spring of 1883 resulted in the 
selection of aline running from Moghalsarai vvl the Kaimur plateau and Ghagga 
river to the Sone at CJrgurh, and thence, after crossing the river at Hardi, to 
Chapparbar, Gurwa, and Baltongcmj. In the following season, a preferable route 
was found over the Vindhya plateau, passing east of Bijaygurh to a crossing of the 
Sone at Pj#cha, but the latter crossing led to the proposal of an alternative which, 
after running along the banks of the Sone to Tilotu, should surmount the narrow 
hills about 4 miles west of Sasseram and then go direct to Moghalsarai. The 
Government of the North -TTestern Provinces and Oudh, while recognising that 
the former would open out an undeveloped locality, held that the latter must be 
deemed preferable, since it will be much cheaper, it would traverse a richer tract 
of country, and its far better gradients would facilitate the cheap transit of coal. 
In this conclusion the Government of India concurred, and the section from 
Hogbalsflrai has been located and estimated accordingly to Sukhua, a place close to 
:Meral, in the centre of the coal-field, whence the branch line to Gaya will take off. 

A suggestion has been made that the line might be shortened greatly by proceed » 
ing direct from the coal-field to the Sone, and facing the difficulties of a large bridge 
there, to the cost of which the saving by less distance and avoiding a bridge over 
the Koel would be a material set-off. This suggestion might be investigated 
whenever the railway was taken in hand, hut there would probably he found a 
material drawback in the loss of traflic from Gurwa and the country to the south 
of it. 

4. Suhhua to 50 miles, — This section presents no very remarkable fea- 
tures, being partly easy and partly through hilly aud broken country with gradients 
of I in lOO. The location runs for about 15 miles through the Aurunga coal-field. 

5. Mild to Murulia — lioj miles, with branch, 50 miles long, from mile 275^ 
(near Jhalda Station) to Chandel. 

The question of which route from the locality of Rud in the direction of 
Cuttack would best accommodate the various interests involved has been found to 
be the most complicated of any which have arisen. 

In 18b2 and 1883 it was understood to be necessary to ti averse the plateau of 
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RanHii in ortler to Uevf'lop it. Tlif^bc^ inform^ition tlK-n obbinuMf -ho'v<'^I f 
a line runnin^' directly «;ou11nvar»U to tl«* of Sn.nli <*r Laiiiirurh, jii tb*‘ 

BuDf^al-Xas-pur Ituihvay, would ja*'** thr »fi«di diiri^uU nionutaiiiOiH country, \fTy 
j-par^cdy inliabited. A rout»j in u more PoutU*ea*.tf‘rly dirwtion mm jjn n*Iy 

<b*cmed nece^i-ury. Tn th^* of 1S*>3 and 1 b84 -ovcral liiac^ were ♦'\aiiiintJ 

for ascendin^ the plateau, that by the Muhhn Gh.it bein;; evoiitnally 
After the plateau, uiisucc(f*-ful attonipt*^ were made to fccend direct 

upon tho locality of Chakar.larpur and Chaibieia, by the Ghats in the dire^'tiosj 
of Bandgaia, and eventually a line by Pirihati and Arnki to Chrindol, a 
much farther north on the IVnt^al-Xayrpur Rfiilway, ulont* b.uiid to be *‘n:t,ddfn 

In IRSl, howevt‘r, an opiiii n which liad on;:inaIly b^en offcretl in LhSJ b;, Mr. 
H. IL II idey, 15.C S , that the plateau of Rafichi could be as efTc‘*di\<‘ly and nn n- 
cheaply scr\ed by a railway pfi‘•!^in^ aloinr its northern babe throUi;}i the va Icy of 
the Pamiidx than b\ one burmountinjt the p1at<<iu Psolf, exhaustively dise»Ks..J, 
with the re-ult that lie** altoniative line! hroim^h the vUlcy was survt-j'ed in 
and is now reco.^7ij'ed by icith the Governmetit of Ih-riirai and the Government 
ci India as the more suitable of the two. This valley line tmver«f s the Karunptn-a 
coal-field, and ai? > i< expected to receive tjatlk* from jrarts of the Haza-iha-rh dk- 
triet. At the same time the importauce and capacity for development of the 
Clmtia-Xa^'pur trafiic h;is brou.’ht into prominence the necessity that the Diiuiiid.i 
Valley Hue should leave tho Ohandel route near Jhalda Station, and join thii 
Beuj'al-Xa^'piir Railway at Purulia, instead of at Chat.del, so as to .afford thu 
nearest transit to Calcutta. This will shorten the line by Idl miles, in the first 
instance, but pilgrims from Benares to Puri will thereby have to make a detour of 
abimt 15 miles. This may eventually be avoided, if their numbers should horesfter 
devedop sufficiently to warrant tho construction, as a choul alternative, of tho por- 
tion of the Chandel route (5U miles lung), which will thus in the first inslanoe be 
di>carded. 

6. Gaffa Hranch.—SO mih s — A connection between Gaya and the locality of 
Dultongunj has b-en from the first accepted as an indispensable accessory to the 
main j-roject, because of the goods traffic which may reasonably be expected, and 
also of the pilgrims who would pass on from Gaya to Puri in the course of the 
normal round of sacred places to be visited. Three routes have at various times 
been examined, — viz., an easterly one from Tori by Chutra, another to the wTSt by 
Chutternore, and an intennediate one by Manat u, the valley of the Mohur and 
Sherghati. The last of these has been approved. 

7. Total cost — The cost of the Chutia-Nagpur Railway* has been estimated 
as follows ; — 


Section 1 Moghalsarai— Sakhna . 

„ II Sukhua— Rud .... 

„ I Ha Rud-Jhalda .... 

„ 1116 Jhalda-*Purulxa , • , , 

Miles. 

Direct 

charges. 

Lakns. 

Indirect, 
including 
exchange 
at Is, td. 

ToTAn. 

147i 

60 

77i 

3a 

170 

46i 

831 

32i 

4| 

6| 

184} 

s:i 

90 

33 

Totxl HiJir Liira 

308 

1 ■" 1 

3321 

29i 

3601 

Gaya Brandi •*»...• 

80 

89 

6 

75 

GRAND TOTAL . 

388 j 

! 

4011 

S4i 

1 

4351 


* The Jhalda-Chandel Branch, 4^ miles long, estimated at 68| lakhs, is not added, as the pm. 
hahility of its btug reiiuired appears to be remote. 
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The eptimate? nf the line from Mo^halsarai to Chandel hare been examined by 
Mr, Moles worth, the Consulting Engineer to the Government of India, with the 
rf-nlt that while some items are increased or reduced, the total is increased by only 
about a lakb of rupees. His note is appended. 

8. Prolahlft traffic. is impossible to present any definite and reliable esti- 
mates on this subject in respect of a large tract of country which at present is to a 
great extent landlocked, unable to export except along country roads and paths, by 
means of carts and pack-bullocks, and for the most part devoid of effective stimulus 
to production. Various estimates of produce and returns will be found among the 
jiapers appended to this Eesolution ; hut while they appear for the most part to 
have been framed with extreme caution, it is impossible to predicate to what 
extent, if at all, they are likely to be exceeded, and any attempt to do so might only 
prove misleading. The Government of India are unable to say more than that the 
coal and other mineral resources of Chutia-Nagpur have been described in the geo- 
logical writings of Dr Ball, Hr. Oldham, Mr. Hughes, and others, as also in recent 
articles in the Indian Plngineer ; that the trade has been analysed, with much care 
and local knowledge, by Mr. H. H. Eisley, of the Bengal Civil Service, whose note 
is appended ; and that the pilgrim traffic is an important factor, the extent or ex- 
pansion of which it is eq[ually difficult to ascertain and to foresee. 

(2)-— Pij!fCHPASi..PtrBr Railway. 

9. PancTipara to Haraj—VJQ miles. — ^For the upper portion of this section various 
lines have been surveyed, the result being that it is found to be on the whole desir- 
able to take the line close to the town of Sambalpur. Running thence to the south- 
ward, a route passing through Gopalprasad in the centre of the Talchir coal-field, 
and Denakal, the most considerable town in those parts, has been preferred to a 
more westerly one tid AnguL This route will be convenient for the Bamra State, 
which is reported to be ** rich in timber and iron, and capable of great develop- 
ment.” 

10. ^araj to Pun— 52 miles, — Kara] has been selected as the point for crossing 
the ^ahanadi, because the river here is suitable for either a ferry or a bridge of 
3,250 running feet, and the continuation to Puri presents no difficulties. At Cut- 
tack,' on the contrary, the bridging of the Mahanadi, which is a mile and a half 
wide, is practically out of the question, and moreover, supposing the town had been 
reached, there would remain another channel to the south, called the Katjori, 
which would need a bridge of 3,000 feet, or nearly equal to the one sufficing at 
Naraj. At Naraj, a ferry might be adopted in the first instance, leaving the bridge, 
which is estimated at about 22^ (or 33) lakhs, to follow whenever the traffic was 
found to justify it. 

11. Cvdtack EraneJ.— It is by no means certain that any further facilities are 
needed for the town of Cuttack than those which will be afforded by the main line 
passing Naraj, within a few miles of it. But should such be hereafter demanded, a 
branch line might be made from that line either on the north of the Mahanadi, to 
opposite the town, or on the south to the southern side of the Katjori, a ferry in 
either case completing the communication. The Katjori ferry, however, would 
hardly be workable during the rains. The distance in the former case would be 8^ 
miles, and in the latter 6 miles ; the cost in either about one lakh per mile. Mr* 
Moleswortb, the Consulting Engineer to the Government of India, has, however, 
suggested, in a note which is appended, that the line between Naraj and Puri 
might be taken direct instead of via Khurda, by which improved gradients would 
be obtained, distance saved, and possibly a separate branch to Cuttack avoided 
altogether. The question depends mainly upon the exigencies of local traffic, which 
would be very large, and needs further investigation in communication with the 
local anthorities. 
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12. Keonjhur alUrnaf nwnnnt f)t the Panchpara-Nuraj pToj<^ct wonU 
be incomplete without *«ome notice of the alternative rrmte Keonjhur originally 
inwfeti^oited. Tliis^ mute, sfar^ini: from KaiiUra (on the Henirnl-Nat'pur Puilwa^) 
which is in the vicinity of Chakardarjmr, wonlii obvioiitly have been very direct, if 
a suitable Hue aerms the llanchi platiau could have been brou^^bt to the same 
h*c:tlity, as at one time anti dpated (tupra^ pjirajjraph 6), and the Keonihnr and 
Mohurburij tract, which would traverse, was he lieted to be fertile and known to have 
been more ffopulous in former days. The rccfamaissances of and 18^5, how’- 
ever, showed that the en;rineerin^ difficulties? were far more furmidahle, but the 
capabilities of the countr\ lO'S than had been anticipated. The »sc» nt and d* ^ceui 
of the piateiU involved expmsive work; there was much difficult country and 
several rivers, one of which— the Brahinini- re^iuired a bnd;:e D,40) feet in bTJi^tls, 
and costin'^ 324 lakhs of rupees, and the cf^t of working' would peniiainntiy liC 
hiirh. The abandonment of the route thus became unavoidable. The I*i»Lchi.ani- 
Xaraj mute, which hu.« been substituted for it, will involve some extra miles of 
journey to pilgrims from the eastward, but a correspoudini; to tli-jse w ho 
come from 'Western, Central, and N<irthern India. 

13. Toial cost — The cost of the Panchpara-Puri Railway has been estimated 
as follows ; — 



! 

1 

1 Miles. 

DlTv'Ct 

charges. 

Lakhs. 

1 Indirect, 
includiuir 
exchange 
alls, tid. 

Total. 

Section I*— P»nclipara*Jf&raj , , 

uo 

14ii 

91 

m 

„ II.— NarsJ-Puri, with ferry 

52 

£64 


Oli 

Total Maist Lixb 

222 

2IJ1 

u\ 

2I5i 

„ III.— Mahaiiadi 

i 

22^^ 

1 ' 

23i 

Total S^axst Liite, with Bbidgs 

! 

1 222 ® 

2234 

15 I 

2384 

„ IV.— Cuttack Branch, Northern alter- 
native. 1 

1 

1 

74 

i 

8 

GRAND TOTAL . j 

2301 

281 ] 

( 

154 

2464 


It has already been explained that neither the Mahanadi Bridge nor a Cuttack 
Branch are indispensable, and may stand over until called for by experience. 

The estimates have been examined by Mr. ilolesworth, whose note is appended. 
He would increase the main line from 201i to 2084 lakhs, the bridge from 324 to 
33 lakhs, and the branch by a lakh. But the adoption of his suggestion, above 
alluded to, as to running direct to Puri and dispensing with a branch, might go far 
to reduce this excess* 

14. Probable traffic , — The general remarks which have been made in paragraph 
8 with respect to the Chutia-Nagpur Railway' may be applied to this case also. The 
caj^abilities of an undeveloped country can be but imperfectly appraised by statistics 
of existing traffic. The goods traffic between Sambalpur and Cuttack appears to be 
by no means inconsiderable, notwithstanding the absence of roads, and will be sub- 
ject to large temporary influxes whenever scarcity of food-grains may exist in 
Orissa, wliile the pilgrims are believed by the local authorities to be not fewer than 
300,0110 per annum. The opinions of the local authorities as to the prospects of 
development are unanimously favourable. That so large a number of persons should 
present themselves at Puri annually notwithstanding the obstacles presented by the 
journey, whether by land or sea, the ravages of cholera and other diseases on tho 
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ftjrnier an‘l the risk of shipwreck (just fatally illustrated) on the latter, may well 
f‘\**ite surprise, and justify anticipations of what the facilities of railway transit 
miijht i>roduce. 

Q-exeeai. Remaeks. 

lo. While thus putting forward, with the general approval of the Government 
of India, the two distinct lines constituting the Benares-Puri Railway project, which 
have been described above, it is necessary to state briefly, with reference to the 
remarks in paragraph 6 as to the difficulties of a direct line from the Palamow coal- 
fields to the locality of Suadi or Laingurh on the Bengal-Nagpur Railway, that re- 
connaissances made in 1880 may be held to show that these are not so formidable as 
w'ere supposed. Between Panchpara on the Bengal-Nagpur Railway and Satbbarwa 
Station near Palamow on the Chutia-Nagpur line, the distance is reported to he 178 
miles, and the cost is verv* roughly estimated at 189 lakhs of rupees. The gradients, 
however, are very steep in some parts, and the population undoubtedly scanty. 
This route was recommended to the consideration of the Government ot India by 
the Government of Bengal, with the suggestion that, supposing its directness were 
considered to give it the preference as a means of communication between Northern 
India and Puri, the construction of the Palamow-Gaya line might perhaps suffice 
for present requirements, leaving for future development the question of a connec- 
tion between the coal-fields and Moghalsarai— possibly from Shergotty, with abridge 
over the Sone, and through Sasseram, 

After fully considering the matter, and even assuming that the Panchpara- Fala- 
mow line might prove far less expensive and more profitable than it has been shown 
to be, the Government of India entirely concur with the final jopinion of the Hon. 
Sir Steuart Bayley, expressed in the Bengal Government letter No. 1108 R. of 17th 
May last, that by such a line, running north and south, the important object of open- 
ing out and serving the Chutia-Nagpur Province would be foregone, while the pil- 
grim traffic derivable from Benares and the market for coal presented in that direc- 
tion would both be sacrificed. The Chutia-Nagpur Railway project, as described 
in this Resolution, is in complete harmony with the views of His Honour as express- 
ed in that letter. 

16. "With regard to the estimates which have been put forward in paragraphs 7 
and 13, it may be explained that these are in all cases the result of carefullj’-located 
surveys, accompanied by plans, sections, and detailed drawings of bridges, buildings* 
Ac., upon a large scale, and estimates framed upon the best information available at 
the time. The former, however, must nec^sarily be considered as subjt^cfc to the 
detailed scrutiny which would precede actual operations, and the latter, fiamed at 
different and not always very recent dates, may in many particulars not be in con- 
formity with present rates of labonr, or prices of iron and steel. Exchange has been 
applied at a uniform rate of la, 6c2. Under such circumstances, the results present- 
ed cannot be deemed to he more than a general indication of probable operations 
and cost, and no definite responsibility on their account can attach to the Govern- 
ment of India, 

* * * # # * * 


No. 116 (Railway), dated 3rd November 1887. 

From — The Secretary of State for India, 

To— The Government of India, 

I have had before me in Council your Excellency’s letter No. 158 (Railway), 
Benares Turi Rail dated the 19th August last, and its enclosures, furnish- 

proaS. particulars of the Benares-Puri project asked 

for in my Despatch No. 33 (Railway), of the 17 th March. 
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2. In the Kes^jlntion of vour Govcrnmi’H^ Tti^hich adi'OTrj^aT-i..^ th*, frcsfi*? 

it is j*oiiite<l out that tho >^*1101x11.* in coii*l-S of 0 diftilLCt rme55— ♦ jjf-, 'iOh 

miles in Icii-rtli (with a jraiioh of to Gii\aj, extondliicr from to 

Purulia, a pjiiit 00 Ih -* Beaciil-Nu^'ur IlailwiAy, estimated to (* Vt 438 ^ 

lakb.s ; the other, 222 mihs in leiijil (witlia branch ol SI miles to Ciittaek;^ start- 
in,: from Panchjara on the Ilen.-al-iSajjnr line an'I ijracocdin^ I0 Pun by Sam- 
hul^jur, at an OstirniJcd ro-t of Uii takhs. 

3 , 'liie Kr>t is < n- w'hi<-h, in vi' w of the (»ther deinamls iijon your huiLCe», you 
consiUer iii-Ht he left to privab-^ entorpbe, wbh clIv -ucU nM ;*•< w> ^u\en to the 
Ben;,^al and Xorlli- Western Kaihvay ComT'any. 

4 , 'I he F reud you consider to be on a diUcrfu t footliii, uud von would wirli ti> 
undertake its construction as a |irotC‘Ctl\e wurh, m cousllcntion t the i>ru'fectiou 
against f'anine it would afford to Ori'^sa. 

5 . With rejfard to the iirst, L agree that, for the rwiS'ins jcu usiiigii, it must he 

left to pru'ate enterjirivy, but I n».ed hanily say that 1 d* -uld be t^rei/ared to give 
my favourable eonsidorytion to aii\ cf a Comi auy wlio woull he read^ Ih 

undertake it on the terms to which 3'ou refer. 

6. As to the line to Puri I do not undervalue its advantages j but the same 
cauSf^s which, in your opinion, make it necc?‘='iry to postpone the conimenccment of 
the Xorthern section niusl also, I fear, be held to api'ly to the Southern. The j;ro- 
tective lines which are now’ being constructed in Madras have *j prior claim up>on the 
resources of your Government, and I am, therefore, reluctantly compelled to decide 
that, unlesb it should be undertaken by a Company' on the same terms a£ ILo 
Kortbem line, the project must be poati>oned. 

7 , I am glad to observe the high approval which the zeal, ability, and fortitude 
shown by Mr. W. H. Parker, the Engineer-in-Chief, and Captain Laugharne, 

and other members of the staff employed on the surveys, has elicited from Tour 
Excellency in Council, 


2 c 




SECTIOK nL 
Frontier Itailwa3rs. 

1. Sind-PisMu Kailway. 

2 . Bolan Bailway. 

3. Amraa Extensioa, Slnd-Fisliin Bailway. 

4. Sind-Sagar Bailway. 

5. Cheaab Bridge. 

6. Mandalay Extension, Burma Bailway. 
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1.— Sind-Pishin Railway. 


Xo. 50 (Railway), dated 24th April 1884. 

From — ^Tho Secretary of State for India, 

To— The Government of India. 

I have had under my consideration in Council the question of proceeding with 
the extension of the IJailwuy from Sibi to Quetta. 

2. In my predoce'«<or’s Despatch of the 29th July 1880, No. 76, Railway, he 

expressed the opinion that surveys, as far as the Amran Range, maj% v.ith 

advantage, be completed, and that the country beyond, as far as Kandahar, may 
also be surveyed,’" but he directed that nothing further should be df me towards 
the construction of a railway without a previous reference to Her Majesty’s 
Government. 

3. In your letter No. 26, Railway, dated the 23rd April 1881, you informed 
Lord Hakinghm that “all work on the extension to the Pishin Valley and 
Kandahar had cctosed and up to the present time Sibi has remained the termi- 
nus of the line, a branch having been constructed to the foot of the Bolan Pas'?. 

4. Circumstances have now so far altered as to have led Her Majesty’s Govern- 
ment to reconsid‘>r the decision to suspend operations. The recent arrangement 
with the Khan of Kelat, which formed the subject of my Despatch in the Political 
De|>artment, No. 13 of the 14th February last, has placed the British occupation 
of the district of Quetta on a different footing. A British garrison will now be 
permanently stationed at Quetta, and it is important, from a military point of view» 
that this advanced frontier post should he brought into railway communication 
with the Indus Valley line, besides the not inconsiderable commercial advantages 
which may be anticipated from the connection. 

6, I have accordingly decided in Council that the construction of the line from 
Sibi to Quetta shall be resumed, and I have to request that measures may at once 
he taken for recommencing operations. 

6. Although the direction which the line will take was generally described, and 
rough estimates of its cost were made in 1880, no accurate or reliable statements, 
especially as to the cost, have been received, I shall be glad, therefore, to he 
furnished, as soon as pos^ible, with full information on these points, together with 
particulars as to the precise locution of the line, the time which will probably be 
occupied in constructing it, the total cost, and the annual amount that will be 
expended upon it until its completion. 


No. 56 (Railway), dated 6th May 1884. 

From— The Government of India, 

To— The Secretary of State for India. 

We had the honour to receive Your Lordship’s D^patch No. T1 (Political) 
dated the 31st January last, in which enquiry is made as to what works are in 
progress or contemplation on the Bolan and Hamai roads to Quetta, when it is 
expected that they will he finished, and what is their estimated cost. 

2. Regarding the Bolim road, we propose shortly to address Tour lordship 
separately. We will therefore confine ourselves to the Hamai route in the present 
communication. 


2 d2 
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3. Tour Lordship is aware, from the correspondence specified marginally, that 
at one time the construction of a railway by this route 
was in active progress from Xari for about 100 miles 
towards the Pishin plateau, and that operations entirely 
ceased by the Secretary of State’s orders, towards the 
close of ISSO. The progress made during the short 
time that the work was in hand was inconsiderable. 

Rails were laid to the Nari Gorge, 7 miles from Sibi, 
and !iro still in use, but beyond that little was done except earthwork in compara- 
tively easy localities. 

4. In Xoveinber 1882 our Hon’ble Colleague Mr, Hope examined the lower 
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portifm of the route, in company with the Agent of the Governor General in 
Hil’ichistan and the Director Geneial of Railways, and in consequence of his re- 
pre^eutations we sanctioned the commencement of operations last November for the 
improvement of the road, on the principle that the gradients and curves should be 
such that the road could hereafter be converted into a railway if desired, and that 
the very limited funds available should be devoted to the works which were the 
most difficnlt and likely to occupy the longest time in construction. 

6 In March last Air. Hope again visited Biluchistan, in company with Colonel 
Stanton, our Director General of Railways, and inspected the works in progress and 
the entire route which had been proposed for a railway up to the Khwaja Amran 
Range, as also to Quetta. 

6. We append a Alinute drawn up by our Honourable Colleague describing his 
journey and the state of the works, and offering various suggestions, including a 
strong representation in favour of resuming the construction of the railway. From 
this Minute and its enclosure it will be seen that the works have been pushed on 
with a vigour and ability which do great credit to the Engineer-in-Chief, Colonel 
J. Browne, C.B., C S,I , R E., and the officers and troops under his command, and 
that the expenditure up to the end of March would be from nine to ten lakhs of 


rupees. 

7. On the 23rd ultimo we had the honour to receive Tour Lordship’s telegram 
of the previous day, intimating that it had been decided by Tour Lordship in 
Council that construction of the railway from Sibi to Quetta should be resumed, 
and requesting that measures might be taken at once for recommencing operations. 
We beg to express our entire concurrence in this decision. 

8. We are now taking measures for as speedy a prosecution of the works as the 
nature of the country and the trying changes of climate will permit. We have 
already on the 24th ultimo requested Your Lordship by telegraph to send out the 
girders and permanent-way for the lowest section of the line by the commencement 
of next cold weather, and we beg very strongly to urge that, by distribution of the 
order among different makers or otherwise, punctuality" in this respect may be 
secured. Unless this he so, and the lowest section be made passable by even tem- 
porary rails before the heat of April next compels suspension of operations, the 
effects upon progress higher up will be very serious, and the opening of the line 
may be postponed for a year. 

9 By the terms of Tour Lordship’s telegram we are only authorized to carry 
the railway from Sibi round to Quetta; hut we beg to invite Your Lordship’s 
attention to paragraph 11 of the Hon’ble Mr. Hope’s Minute, and to recommend 
strongly that we be permitted also to make the short branch, probably not more 
than about 10 miles, to Shebo or its vicinity. A considerable depdt for railway 
workshops, staff, &c., will be indispensable at some central and convenient spot on 
the Pishin plateau, and we think it would he better to place it here at once than at 
Kassim Killa, for instance, which would probably be the alternative. We are also 
assured that this locality will he highly favourable for trade, and that an entrepdt 
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may >*0 expected to grow up here rapidly, at which all caravans from Kandahar and 
other places to the north-we^st will terminate their journey. 


Minute hj ike IIon’bl^ T. C. Hope on ike Ttoute from Silt (o Qneita and Pkhtn 
via the Harmi Valley, dated lOtk April 18S4. 

In my note, dated 21st Auirust last, I grave an account of my visit to Sibi and 
examination of the chief diiheulties of the lower section of the Ilnrnai route, up to 
the Pishin plateau, in November 18''2, and urL'ed that no time should he lost in 
attacking them. I stated that, under the existing circumstances, the best way of 
doing so was by the commencement of a road thrf>ugh them,— a road, however, on 
such gradient, and with such curves as would be suitable for a railway, which 
might thus he laid rapidly on it if future need arose. J also recommended that 
work ‘‘houM be pushed on upon the lower and difficult section during the cold 
weather, from November 1st to Ifarch 31st. and that operations should be trans- 
ferred for the remainder of the ye.ir to the cool high region where the Chupper 
Kift and its approaches block the upper section of the route. I likewise advocated 
the einplo\ ment of military skilled labour as far as possible, 

2. These proposals having been adopted by the Government of India, Colonel 

J. Browne, R.E., C.B., C.S.I., was appointed, with a suitable staff, to carry on the 

, „ . ^ ^ work as Engiueer-in-Chief, under the orders of the 

1 Regiment of Pioneers. tn- x -r. * 

5 Couipamos Bengal Sap- Director General of Railways. A force as per margin 

was placed at his disposal, to be supplemented by cooly 
labour. Nine lakhs of rupees w^ere allotted for the year 1883-8*, and he was 
instructed to devote his limited means to ‘‘ all that was difficult and nothing that was 
easy ’* Towards the end of November, Mr. Molesworth, the Consulting Engineer 
for Railways to the Government of India, who had, during the late war, examined 
the entire route up to the Khwaja Amran Range of mountains, was deputed to 
accompany Colmel Browne over it as far as the Chupper Rift, explaining the align- 
ment and improving it wherever possible. 

3. In the middle of last month I started, with Colonel Stanton, the Director 
General of State Railways, on an inspection of the work, and returned on the Tib 
instant. marched up the entire line of the proposed road, or railways, from 
the terminus of the existing railway at Nari Gorge to Killa Abdulla, visited the 
top of the Khojak Pass, and returned by the proposed branch to Quetta. Erom 
Quetta we reached the railway again at Pirchokie by the new road which is iu 
progress through the Bobm Pass. It may now he useful that I should give a brief 
account of the project generally and of the condition in which I found the work, 

4. The entire project may be said to consist of two portions, — the ghat portion 
(119 miles) from Nari to the Pishin plateau, near Khanai in the Gwal Talley ; and 
the plateau portion, from near Khanai to Killa Abdulla via Gulistan (50 miles), 
with the branch from Kasim Killa to Quetta (20 miles). The plateau portion may 
he generally described as easy throughout, and a railway can be laid there with 
comparative cheapness and rapidity ; but the ghat portion presents most formidable 
difficulties. No one who has not seen the natural obstacles which, whether on the 
Harnai or the Bolan route, intervene between the Pishin plateau and India can 
adequately appreciate their magnitude, or the mischief they must cause in time of 
war, crippling our strength before it can reach the point where it ought to be fully 
applied. 

6. The ghat portion, again, may be roughly divided into three sections. The 
centre one of these (about 50 miles), from near the Spintangi tunnel to the foot of 
the Chupper Rift, though containing steep gradients and a good deal of heavy work, 
is the easiest of the three. The climate is temperate, especially about the military 
post of Sharigh, so that work can proceed at any time of year, A commencement 
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has been made in two of the more difficnlt places, but a good deal of the line is 
still in process of final location. 

6. The lower section (36 miles) hag been, as arranged, the seat of operations 
during the past season. We examined the whole of it carefully in detail. The 
present state of progress will be understood from a persual of the accompanying 
rejjort by Colonel Browne, dated 23rd February last, supplemented by my margi- 
nal notes of March 25th. Speaking generally, the whole of the earthwork has been 
completed, except part of two or three of the enormous cutting and banks, and th® 
side slopes of cuttings throughout ; the wet foundations of seven of the mcst diffi- 
cult water piers in the six major bridges, besides two at one of the minor bridges, 
have been put in ; one dangerous tunnel has been secured and lined throughout, 
and the heidings and adits of the three others in the section have been completed. 
Colonel Browne has thus ably and fully followed the instructions he received, and 
has been energetically supported by the officers and troops under his command.' 

7. So much progress has thus been made, that the road might, in a few weeks 
next season, be fit for cart traffic or the laying of rails, but for the want of bridges. 
Of these, there are 14 important ones, requiring 46 iron girders, of which 29 must 
be of 150 feet span. Some few of the spaces could be got over by temporary road 
or rails in the river beds, but others absolutely bar a passage. In the Gundakin 
Buff defile, for instance, the line springs from a high cliff, across a bridge of five 
spans of 150 feet each, into a long tunnel, whence it emerges to cross at once an- 
other similar chasm. Moreover, the girders, the use of which is tendered obli- 
gatory by the absence of good building material, are far too heavy to be transported 
to their respective sites, except upon a line of rails. Until this lower section has 
been completed, even as a road, it will be practically impossible to make any good 
use of the Hamai route. Were it bridged throughout, traffic or troops could 
rapidly reach the uplands of the central section, and could continue their march 
even if the upper section of the new road were not available. Without such com- 
pletion of ' the lower section, moreover, the cost and difficulty of all operations above 
will, as pointed out in the 4th paragraph of Colonel Browne’s report, be enor- 
mously enhanced. I therefore strongly recommend that the whole set of girders 
for this section, together with 60 miles of rails and sleepers, he at once oidered from 
England by telegraph, to arrive at Karachi not later than the 1st November next. 
The cost ot these, delivered at Nari, would be about £130,000. 

8. The central section I have already described as comparatively easy. Work 
is now in active progress on some parts of it, and the Sappers, who «re on their 
maich upwards, will be detained for a short time upon heavy tasks in it until their 
destined work on the Chupper Rift has been worked out for them. It would be a 
great advantage and a material aid to the formidable operations, requiring heavy 
plant, at the Chupper Rift, if another 50 miles of permanent- way were now ordered 
for use on this section. 


9. upper section differe from the lower in characteristies. Its difBoulties 
consist in— (1) the Chupper or Adina moontnin. a mass of limestone, which some 
volcanic convulsion has rent vertically, so as to form the Rift, through which a river 
rushes; and (2) many miles of extremely undulating country, across which the 
cuttings, hanHand curves will be difSoult and expensive. The question of 
whetter the line should be (^ed through the Chupper Rift itself, by a series of 
cuttiugs, tunnels, and galleries, or whether the mountain should be pierced by a 
Hugle tunnel, has been carefully considered by Colonel Stanton and Colonel 
Browne, and wih be decided very shortly, as soon as certain surveys now in progress 

commence there with the Sappers and oooly 

S^vT;v. 18 miles 

to deal with the more difficult part of the undulating country above 


10. In completing my notice of tHs ghat section, I should not omit to mention 
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that I have felt it my duty, before committing the Government to the route by the 
Chopper Rift, to make the fullefat enquiries possible regarding others which, at one 
time or another, have been suggested. The chief of thetsC is one leaving Quetta by 
the Harnai river, and passing by Spinkarez, Astangi, Pir Ishmael, to the right of 
Zargun, and down the valley to Badra, thus joining the Harnai route proper near 
Babeh-Kutch, This route was reconnoitred by Mr. Molesworth and Colonel Browne 
in December last, and the former reports that though giving great promise of an 
easy line for the last 22 miles into Quetta and for the first 30 miles from Baheh- 
Kutch, yet for 28 miles intermediate (it) passes through a close defile of such a 
character as to be utterly impractit‘able for the purposes of a railway, even were the 
gradients admissible.” 

Another suggested route, between the valley near Sharigh and Quetta, has lately 
been reported impracticable by Lieutenant Moncrieff, R.E. 

A third route, working by the Gw’al and Boree valleys via either Katsor Smalan 
round to Duki and Thai, and thence to Gundakin Duff, has some warm advocates, 
especi.dly on the ground that it would promote eventual railway connection 
between Thai and Dera Ghazi Khan. But it would add greatly to the distance 
from Sibi to Quetta, its engineering features are at best doubtful, and it would in 
part pass through localities where I understand that political complications might 
arise 

I discussed the whole matter with Sir Robert Sandeman, and we agreed that 
the Harnai route possesses advantages, political, commercial and militaiy, to which 
no other can lay claim. 

11. I now proceed to describe the plateau portion of the whole line. On emerg- 
ing, about 4 miles short of Khanai, from the undulating country already referred to, 
the route lies through an open plain till it reaches Kasim Killa (14 miles), and 
presents no difficulties worth notice, except a fair-sized bridge over the Lora, until 
it reaches Quetta, 20 miles further on. The bifurcation of the main line to Killa 
Abdulla and the Quetta branch is, according to the existing project, to he at 
Kasim Killa (Bostan). An alternative point higher up the v.illey, nearer to Kha- 
nai, has been suggested, with the view of bringing the line closer to the new 
military and political station called “ Pishin.” This would lengthen the distance 
to Killa Abdulla and Pishin from Quetta, though shortening it from Sibi, and would 
possibly involve a considerable rise and fall. No definite opinion can be formed 
on the point without a thorough reconnaissance of the country, which for 10 or 12 
miles hereabouts is a series of low hills and undulations. But I fear that the rail- 
way cannot under any circumstances be brought nearer to the new station than 4 or 
5 miles. On emergingfrom these low hills the line enters a small plain enclosed on 
three sides by the Surkhab, the Pishin Lora, and the Kakar Lora rivers, and situat- 
ed at the foot of the slopes on which the Pishin station stands. In this plain, and 
probably near the village of Shebo, will be found a suitable site for workshops, 
employes’ quarters, and all the concomitants of a railway terminal dep6t, which it 
might be safer to place here than in a more advanced position. In the event of the 
railway being sanctioned to Quetta, though not to Killa Abdulla, I think it would 
be most desirable to make also the portion thus far on the road to the latter, in 
order to avoid expense in shifting the depot hereafter, to overcome, while we have 
leisure, the hilly patch of country, to serve the station of Pishin, and to afford a 
centre, likely soon to develop into a town, to which caravans might bring their pro- 
duce to the railway. 

12. Just beyond this point occurs the Lora river, which will need a good-sized 
bridge. Beyond it, the plain is a dead-level, without obstacle worth mentioning, 
to Gulistan and Killa Abdulla ; but it will be the matter for consideration whether 
the line should go to the latter through the former or more direct. 

13. In concluding this notice of the whole project, I may explain that though 
the making of the road will make the laying down of rails a comparatively simple 
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matter, that operation can never, owing to the sharp curves, necessitating careful 
mil- oend ing, \uth which the line abounds, be executed with anything approaching 
the rapidity possible on a straight and level route. 

14, I may now allude to three matters which, though only germane to the sub- 
ject of this note, have attracted my special notice. 

Firstly. There appears to be a very considerable opening for forest conservancy, 

or rather re*forestation, in Pishin and the Quetta valley. The hills are now for the 
most part entirely bare and unpromising in appearance ; hut solitary tiees or small 
scattered groups o' trees here and there, ever in the Khojak Pass, as also the juni- 
per forests in Ziarat and other •'ecluded valle\s, prove that the soil is not incapable 
of arboriculture. I am told that much denudation has taken place of late years, 
and specially in the Quetta valley, owing to the demand for fuel since our occupa- 
tion. A thoroughly qualified and energetic forest officer might certainly effect a 
great deal, and I would suggest that no time he lost in appointing one. I under- 
fetand that Sir Robert Sandeman would welcome the measure, and has already 
obtained a preliminary report on the forest capabilities of the Agency by a forest 
officer lent for a short time by the Bombay Government for the purpose. 

Nothing but a better supply of water is wanted to render the whole of 
the very extensive plain of Pishin an expanse of wheat and similar cultivation. At 
present the greater part is waste ; patches only are cultivated, as occasional scanty 
rain and such ducts (or karez) as can be made from the streams will permit. The 
Political Agent, Mr. Barnes, has various schemes for the improvement of the water- 
supply, and I think that it would he most desirable to depute an officer of the 
Irrigation Branch of the Public Works Department to report specially on the sub- 
ject. It is obviously well worth our while to spare no effort to render Pishin 
profitable to the railway as an exporting tract in time of peace, and to our army as 
a source of supply in time of war. 

TJiVdily.— The search for petroleum, which Mr. Townsend, a Canadian expert, 
was appointed by this Department last January to conduct, is progressing most 
satisfactorily. He reports as of excellent quality certain oil-springs which had 
been indicated to him by Sir Robert Sandeman. They are situated on the Katani 
river, near the Mj»urani hill, within 30 miles of Sibi ; and if they stand successfully 
the test of deep borings, which I hope may be begun next cold season, they will, by 
supplying the locomotives, contribute materially to reduce the expense of working 
the Indus Valley and Sind, Punjab and Delhi Railways, as also the Quetta line, 
whenever made, besides becoming an important addition to the general supply of 
India. Other springs have been found near Bagh, in the Khan of Khelat’s terri- 
tory, and Mr. Townsend is now examining certain localities along the Harnai route 
itself. 

15. In preceding paragraphs I have described the progress of the Harnai road 
under existing arrangements, based on a grant of only about nine lakhs of rupees 
for the current year. I cannot conclude, however, without recording my strong 
sense of the insufficiency of those arrangements, in view of the fact of our occupa- 
tion of Pishin and of our political position in relation to Russia and Afghanistan. 
In 1882, in 1883, and again on a recent occasion, I have expressed to His Excellency 
the Viceroy the opinion that we should take advantage of the present time of peace 
to push on the entire railway to Rilla Abdulla and Quetta. I trust that, at least, 
its construction to Quetta and Sheho may he sanctioned without delay. 


Ho. 76 (Railway), dated 3rd July 1884. 

Prom— -The Secretary of State for India, 

To — ^The Government of India. 

* 

5. In addition to the direct line from Sibi to Qutta, Your Excellency strongly 
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recommeDds that a short branch of about 10 miles from Kasim Killa to Sbebo 
should be enu'^tructrd. This latter place is described as a convenient spot for a 
depdt for workshops, &c., which \ oil state is indispensable, and also as favourably 
situated for trade. 


Dated lsfc:iraylS85. 

Telegram from—Viceroy, Simla, 

To — Secretary of State, London. 

In order to relieve transport in lower part of Bolan Pass under present circum- 
stances, we have sanctioned temporary extension of existing line from entrance of 
pass as far as Mach or about 52 miles, and also expedients by winding engines prob- 
ably 7 miles further to .-ummit pa-ss, where junction with Sind-Pishin will be 
effected. TTork under Colonel Lindsay began 20th April 1S85, and being pjrose- 
cuted actively. TTe solicit your approval. 


Dated 5th May 1SS5. 

Telegram from — ^Seeretary of State, London, 

To““Viceroy, Simla. 

Yours 1st. Bolan Railway Works and Siiid-Pishin Extension approved. Ma- 
terial for these and for proposed reserve stores will be supplied as soon as practi- 
cable. 


No. 175 (Railway), dated 25th October 1SS6. 

From — The Government of India, 

To—The Secretary of State for India. 

We have now the honour to report our proceedings in regard to the continuation 
of the Sind-Pishin Railway from Boslan to the Khwaja-Amr.m range of hills. 

2. In Lord Kiniberle;»’’s Despatch No. R. of 3rd July 1884, an extension was 
sanctioned from Kasim Killa (otherwise Bostan) toShebo (otherwise Saiad Hamid), 
and on 6th May 1885 His Lordship telegraphed his approval of our proposal, dated 
1st idem, for a further extension to the foot of the Amran Range. No point at the 
foot of the range was theu specified, because we were not at the time in a position 
to make a more definite recommendation pending the receipt of more accurate sur- 
veys and data than we theu possessed. The direction also to some extent depended 
on the question of crossing the range at some future period, but it was known 
that Gulistau at the foot of theGwaja Pass, and Killa Abdulla at' the foot of tbe 
Khojack and Sanzal passes, had always, from the lime of the discussions in 1879-80, 
been deemed obligatory points, to one or both of which the railway should go. 

3. In the appendix to our Despatch No. 264, Finance and Commerce, dated 
22nd September 1885, R23,90,000 for the section from Bostan to Saiad Hamid (or 
the Lora river) were included in the provision for the Sind-Pishin Railway, and 
20 lakhs -were entered separately for the extension to the Khwaja- Amran Range. 
These provisions were comprised in the approval conveyed in Lord Randolph 
Churchiirs Despatch No, 367, Finance, dated 10th December 1885. 

4. The needful surveys and estimates having been prepared and duly scrutinis- 
ed by our Director General of Railways and by our Consulting Engineer for State 
Railways, we sanctioned in July 1886 an estimate amounting to R37, 32,684, of 
which the usual abstract is appended, for the line from the Bostan Junction to 
Guiistan, a distance of 32 1 miles. This line crosses the Pishin-Lora, the principal 
river in the Pishia Valley, at Saiad Hamid. 
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6. In order to provide communication witli Killa Abdulla at the foot of the 
Khojack Pass, it was at that time proposed that a branch should pass from the 
Gulistan line immediately to the west of the Pishin-Lora crossing, and surveys 
and estimates were accordingly prepared. On further investigation, however, it 
has been found that by making the bmnch start from a point nearer the range, a 
very considerable saving in cost will result. TTe have accordingly decided to adopt 
this route. TTe have not yet received the project for this branch in detail, but our 
Director General of Pail ways reports that it will be an easy one to construct, will 
be about 9 miles in length, and will cost about lakhs in all. Of this amount 
the English expenditure is about B.2 lakhs ; this has been already incurred and the 
permanent-way material, &c., is in the country. As this connection with the 
Khojack Pass is still deemed by our military advisers to be of great importance, and 
it is desirable to utilise labour wbicb has been collected on tbe Gulistan Section, as 
also to make the most of tbe time remaining before the excessive cold of the winter 
in that part stops field opei-ations, we have authorised our Public Works Depart- 
ment to commence work on this branch as soon as the detailed plans and estimates 
have been received, and have been duly scrutinised and sanctioned. It will be seen 
that the total expenditure contemplated is not estimated to exceed the sanction of 
1143,90,000 referred to in paragraph 3 of this Despatch. 

6. We trust Your Lordship will approve of our action in this matter. 

An Index Map, showing the position of the Guhstan and Killa Abdulla 
branches, accompanies. 

Ko, 111 (Railway), dated 9th December 1886. 

Prom— The Secretary of State for India, 

To— The Government of India. 

I have had before me in Council your Despatch in the Public Works Depart- 
ment, No, 1^3, Railway, of the 25th October 1886, describing the measures which 
you have taken for extending the Sind-Pishin Railway from Saiad Hamid to the 
foot of the Amran Range at Gulistan and Killa Abdulla respectively. 

2. I observe that the cost of these extensions are estimated at R43,83,684 j, which 
is just within the estimate of R13, 90,000 already sanctioned, and I desire to 
express my approval of the proceedings of your Govern meat in the matter. 
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2.-— Bolan Railway. 


Bated 1st May 1885. 

Telegram from — ^Viceroy, Simla, 

To— ‘Secretary of State, London. 

In order to relieve transport in lower part of Bolan Pass tinder present circum* 
stances, we have sanctioned temporary extension of existing line from entrance of 
pa*^ as far as Mach, or about 52 miles, and also expedients by winding engines prob- 
ably 7 miles further to summit pass, where junction with Sind- Pishin will be 
effected. Work under Colonel Lindsay began 20th April 1885, and being prose- 
cuted actively. We solicit your approval. 


Bated 5th May 1SS5. 

Telegram from— Secretary of State, London, 

To — Viceroy, Simla. 

Yours 1st. Bolan liailway works and Sind- Pishin Extension approved. Mate- 
rial for these and for proposed reserve stores will be supplied as soon as practic »ble. 


No. 51 Bailway, dated 15th MarchflSST. 

From— The Government of India, 

To— The Secretary of State for India. 

We have the honour, with reference 
to the correspondence marginally noted, 
to transmit, for Your Lordship’s informa- 
tion, copies of certain documents detailed 
at foot, regarding the existing temporary 
and the contemplated permanent Bolan 
Railw^ay, and the intended introduction 
on the latter of the “ Abt System ” of 
ascending steep inclines. 

2. We would here explain that in pursuance of the recommendations contained 
in our Military Despatch Ko. 112 of the 1 0th Inly 1885, which were duly approved 
in the B^patch from Your Lordship’s predecessor No. 271 (Military) of the 15th 
October 1885, Mr. P. L. O’Callaghan, C.I.E., the Engineer-in- Chief of the Bolan 
Railway, was directed to make a reconnaissance to ascertain the practicability of 
laying « permanent line of railway up the Bolan Pass. 

3. in December 1885 that officer reported that between Mach and the top of the 
Pass ncaair Darwaza an improved alignment over that adopted for the temporary 
metre-gauge track could be obtained with less difficulty than had been supposed, 
but that in lieu of attempting to continue the improved alignment downwards 
through the Bolan VaUey and Kundilani Gorge, he considered that it would be pre- 
ferable to take a new departure from Mach along the east side of the Lalachi plain 
to the Eiudu Pass, where the Mushkaf Valley might be entered by a tunnel and the 
line carried down with good gradients to Nari Bank, about 4 miles from Sibi. This 
line, he estimated, would be about 65 miles^long, with no gradient steeper than 1 in 
40, and no curve of sharper radius than 3,000 feet. 

On this favourable preliminary report a detailed survey was therefore ordered. 

4. In February 1886 the Government of India appointed the late Major-General 
Hancock, R.E., and Mr. Moles worth, C.I.E 0 as a Committee to visit and report on 


Despatch from Secretary of State, No. 112, 
Military, dated loth July 1885. 

Despatch from government of India, 
No, 204, Financial, dated 22nd September 
1885. 

Despatch from Secretary of State, No. 271, 
Military, dated 15th October 18S5. 

Despatch from Government of India, No. 156, 
Military, dated 4th October 1886, para. 7. 
Despatch from Secretary of State, No. 2^ 
di^^ S7th January 1887, para. 3. 
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the probable cost and efficiency of the temporary line, with instructions also to con- 
sider the plan showing the trace of the proposed permanent line up the Bolau 
Pass, with ‘such other drawings or rough estimates as m-iy be available,” and “ to 
express an opinion on its advantages or otherwise compaied with doubling the Sind- 
Pishin Railway vul Harnai as far the Pishin plateau.” 

5. The Committee’s reports, dated 19th March and 17th April, were considered by 
the Government of India, and the decision (Resolution No 348R.C., dated 7th May 
1SS6) was to the effect that, as the difficulties of doubling the Sind- Pishin Railway 
were very crreat, that proposal might be dropped, and that the estimates for the 
permanent line tia the Boltin Pass, under preparation, should be referred to the 
Committee for report as to the suitability of the Mushkaf route for a permanent 
line. It was also decided that, pending the receipt of this report, no surveys for 
alternatives of a permanent line from Pirchokie to Mach via Kundilani or for exten- 
sive improvements in the temporary line need he undertaken. 

6. The estimates for the permanent line via the Mushkaf were received and 
referred to the Committee in September ; but, owing to the late Major-General Han- 
cock being then in Bombay, and to both he and Mr. Molesworth being required to 
visit Burma, their report was nob available until towards the end of December. 
Since then we have been awaiting the result of some enquiries about the ‘‘ Abt 
System” suggested unofficially. 

7. Mr. O'Callaghtm’s report and estimates show the principal features of the 
permanent Bolan line project to be as under : — 



Length. 

Gross cost. 

Deduct for 
materials of 
existing line 
available for 
transfer. 

Net cost. 


Miles. 

B 

B 

B 

i. Section— Nari Bank to Mach 

45 

74,71,640 

9,42,530 

65,29,110 

ii. „ — Mach to Eotal (or pla- 

teau) ...... 

20 

90,39,291 

10,24,450 

80,14,841 

Total . 

i 

65 

1,65,10,931 

19,66,980 

1,45,43,951 


"The first 45 miles will entail comparatively easy work and bring the railway to 
a point near Alach, at an elevation of 8,000 feet above Nari Bank,” The chief 
feature in this section is a tunnel 1,000 yards long. 

"The last 20 miles involve heavy works,” especiully tunnel at Dozan. The rul- 
ing gradient is 1 in 40 ; the minimum radius of curvature is 819 feet, which occurs 
in three cases only. The total rise is 5,443 feet. 

Mr. O'Callaghnn thus contrasts his project with the Harnai line : " As regards 
security from landslips and floods, there is no comparison between the two lines.” 

" The waterway required for the Bolan route is small, and the line is in sound 
material for its whole length.” By the Bolan route the distance from Sibi to 
Quetta is 94 miles against 154 vid Harnai, while to Syed Ahmed the distance is 134 
as against 151 miles. Again, the total rise on the Bolan line is 5,4(X) feet against 
6,200 on the Harnai line. “ The minimum radius of curvature is 819 feet, which 
occurs in three cases only, while on the Harnai line curves of 600 feet radius are 
frequent.” 

8. The Committee to whom, as noted in the foregoing, the project was referred. 
Bay that Mr. O’Gallaghan has succeeded in obtaining a good line through very 
difficult ground, and we fully recognise the energy and engineering ability which he 
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has di‘'playf‘d in carrying out the survey.’* They add, “we concur generally in Mr. 
O’Callaghan’s remarks as to the advantages to be gained by constructing this line* 
and have no h*-sitaiion in expressing the opinion that its construction is preferable to 
the altejnj.ti\e of doubling the Sind-Pishiu line, and we have no doubt as to th© 
suitability of this route for a permanent line to be worked in the ordinaiy way.” 
Finally, they say that “provided the work is carried on uninterruptedly, and is not 
retarded by unforeseen contingencies, we think the whole line might he conaipleted 
within three 3 ears.’* 

0. Our investigations having reached this point, a totally new element; here 
entered upon the question, namely, the possibility of effec ting a considerable eco- 
nomy without loss of efficiency by the adoption, on the heavily graded section of 
the line, of the “ AUt System ” of ascending steep inclines by means of rack and 
pinion. This may be di*scril)ed as an improvement on the well-known “ Fell,’ 
"Ma^^h** and “Kighi’* Sy'&tems, and has been successfully used in the Hartz 
mountains. Mr, Molesworth, our Consulting Engineer, on his trip to Europe last 
year, inspected the works and has reported favourably on the system, and in the 
opinion formed by him the late General Hancock concurred, when recently officiating 
as Director General of Railways. 

lu. Tiie Committee, having considered the information available in support of 
this system, suggested that its applicability to the upper section of the present 
temporary Bolan line should beascertamed before making any final recommendations 
as to our future couise. They anticipate that it may enable a broad-gauge line 
(with easy curves but steep gradients) to be substituted on that section for the 
narrow gauge at a cost of possibly 12 lakhs instead of the 80 required by Mr. O’CaU 
kglian’s project, and that a saving of 68 lakhs would be thereby obtained, with the 
result of making the improvement of the present temporary line instead of itg 
abandonment in favour of a new permanent alignment appear in a more favourable 
light. Enquiries instituted in consequence of this suggestion show that the neces- 
sary curves and gradients can be obtained A reliable estimate of cost of the neces. 
sary modification in the present alignmeni; is being worked ouf-, but has not yet been 
submitted. Meanwhile Messrs. Reinecker, Abt and Company have been addressed 
as to prices, and such sufficient data have been obtained from them regarding the 
cost of the special locomotives and central rack as will enable a complete estimate 
to be framed as soon as information as to the cost of the road itself up to formation 
level is received, 

11 . As regards the lower section vid the Mushkaf Valley, the Committee 
remarks as follows ; — 

“ 18. A further saving might possibly bo effected by the introduction of the 
steeper gradients admissible with the Abt System between N'ari Bank and Mach, hut 
without a careful survey the amount cannot be estimated, and we cannot at present 
say whether the introduction of the system wonld, on the whole, be an advantage on 
this part of the line. In any case the saving on the estimate of E73,2S,000 would be 
comparatively small. The object to be gained by the construction of the permanent 
lino below Mach is greater security against interruption caused by Rood damages, to 
which the temporary line is constantly liable. In respect of carrying capacity, apart 
from liability to such interruptions, it is not superior to the temporary line, although 
the maintenance will probably cost less than the maintenance of the temporary line. 
It is for Government to consider whether the advantages to be gained justify tho 
proposed outlay.” 

12. It may here be remarked that the estimates for the permanent line, though 
they have been considered and generally commented upon by the Committee, have 
not yet been subjected to the usual formal detailed scrutiny of the Director 
General of Railways and the Consulting Engineer to the Government of India for 
State Raihvays. This must follow before they could be sanctioned for oonstruotions, 
but they may be taken as sufficient for present purposes of consideration of tho 
general question. 
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13, In the foregoing pimirraph*! we have brought the history of the investi- 
gation of this important question of improvements in the Bolan route up to date, 
and we have now to inforin Your Lordship that, after full and careful consideration, 
wc have decided that in view of the great economy alleged to be likely to result 
from the adoption of the Abt System, it is desirable to test at once, in actual prac- 
tical workinL^ its suitability for onr purposes, A rough estimate shows that it 
could he applied to the Mach-Hirok Section of the Lower Bolan (7 miles), a length 
containing the steepest gradient of that line but fairly straight, for about 4 lakhs of 
rupees, including the supply of two locomotives ; and we have accordingly given an 
order to Messrs. Beinecker, Abt and Company of Wurzburg, Germany, for the supply 
of the necessary material and locomotives, which they have undertaken to deliver 
within 10 months. Should the experiment he successful, this portion can he 
retained, and the Upper Bolan converted, thus giving a continuous broad-gauge line 
on the Abt System from Mach up to the existing broad-gauge on the plateau. We 
wuuld venture to solicit Tom* Lordship’s approval of our action in the matter, 
especially as the experiment, if successful, will probably, in addition to the economy 
that would be effected on the Upper Bolan, admit of a large similar saving being 
made in crossing the Amran Range, on which subject we shall be addressing Tour 
Lordship shottly. 

14. The consideration of the question whether the proposed permanent Bolan 
line on the lower section rid the Mushkaf Valley should be undertaken or not we 
have deferred, pending a visit which His Excellency the Commander-in- Chief and 
our Honourable Colleague in the Military Department are about to make to Bilu- 
chistan and Pisbin. Meanwhile vve have directed some further investi,gations as to 
the possibility of reducing or avoiding by means of the Abt System the tunnel on 
that length, and we shall inform Your Lordship separately, as soon as possible, of 
the conclusions we may arrive at. 


Minute by the Hoh’blb Sib Thbopoee C. Hope, K.C.S.I., C.I.E., dated 15th 

February 1837, 

On a review of the case up to date, three points present themselves for consi- 
deration : (1) is any improvement of the temporary line desirable j (2) shall im. 
provement he made on the upper section, adopting the Abt System j (3) should the 
new lower section via the Mushkaf Valley be constructed too ? 

2. As ta the first point, I may state that the temporary line has hitherto well 
fulfilled the expectations formed of it. 

Interruptions from floods have occurred on four occasions during last year, only 
one of which was serious. They may be taken to have lasted for about 30 days in 
all. The cost of repairs appears to have amounted to about R35,000 in all — not a 
large sum to pay when we consider that the interruption on the North-Western 
Railway, near Saharunpore, last rains cc^t above two lakhs of rupees. All these 
interruptions were ou the Lower Bolan. The upper section scarcely suffered at 
all. 

Notwithstanding these interruptions, and also (1) that the various petty im- 
provements sanctioned in May last had been previously wanting and were only 
gradually supplied ; (2) that no attempt to force on traf&c was made during the 
hottest weeks of the year, the line has carried up to the plateau the whole of the 
permanent-way, bridgework, other materials, and stock necessary for laying the 
railway on the plateau, as also about 95 miles of the ** Kandahar Reserve perma- 
nent-way,” and a certain amount of Commissariat and Ordnance stores. To its 
existence alone are we indebted for the railway now laid and at work from Darwaza 
through Quetta to the Amran Range, and also from Bostan downwards to within 
6 miles of the Chupper Kift. But for it the plateau lines would have been at least 
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a year longer in reaching their present condition, and we «hould have had no rail- 
way communication with Quetta till eiL^htcen months later than we actually obtained 
it. The bulk of the constru^’tion materials, Ac., having now been taken up, it will 
Very shortly be opened for public passenger and goods traffic. 

3. As to the carrying capacity of its two sections, I will now contrast what the 
line has actually been doing with the estimates of the Committee of last spring, 
already referred to. 

Lower Sectlon.^ThQ Committee*s estimate (paragraph 17 of Report) was 
6oO tons per day, and 960 tons on an emergency*, with night work. The line has 
carried 70,000 tons up to 30th December la.'*!. The greatest amount in any one 
week was an average of 5 tons per day ; the largest amount in any one day 
was 734 tons, but 600 tons were carried frequently. 

Upper Section , — The Comraittee^s estimate (paragraphs 16 and 18 of Report) 
was 3<X) tons per day, and 550 tons on an emergency, with night work. The actual 
amount carried during the three months ending 31st December 1BS6 was 24,211 
ton*^, beinur an average of 270 tons per day ; but the daily average shews a steady 
incTuaire, and for the month of December is 297 tons per da}", while for the last 
half of January it has risen to 337 tons.* 

It should be remembered that in the absence of emergency there has been on 
b<jth sections no night running, and no more work by day than could reasonably 
be required from the staff with due allowance for trying times of year. 

4. Under these circumstances, it may with some force be argued that we 
require nothing more. Instead of the temporary makeshift originally contem- 
plated, we have got a semi-permanent communication, by which, in time of pres- 
sure, troops can be readily conveyed to Hirok, and marched up (9 miles only) to 
Kotal, where they will resume their journey on the broad-trauge line. Although 
this communication is liable to interruption below, and would be better if the upper 
metre-gauge line could be eliminated, it is still good as far as it goes, worth its 
cost, and sufficient for this route, considering that we have the Sind-Pishin Railway 
rid Harnai besides. 

On the other hand, it may be contended that if we ever need to take an army 
to and beyond Pishin at all, we must have the very best means of communication 
with it which money and skill can procure, and that two alternative lines ( each 
being only single) are not too much to provide. 

5. Balancing the two, I am naturally inclined to take the latter view. It is 
bad to do matters by halves, and insufficient communications may cost us an army 
or more. But I IB lakhs (even if this amount be not increased in practice) is a large 
sum to commit ourselves to specially in our present financial position, when other 
frontier railway works are contemplated, and the internal famine lines of India are 
receiving far smaller grants than were not long ago deemed necessary for their due 
prosecution. I would therefore advocate, for the present, only such improvements 
in the Bolan line as may be proved to be feasible without very heavy outlay, and 
proceeding cautiously with them, 

6. Passing to the second point, "shall improvement be made on the upper sec- 
tion, adopting the Abt System,” it seems to me that this section is the most in need 
of improvement. To convert it to broad gauge, so as to enable the Bolan and 
Harnai routes to be worked continuously as one up and down line, would be an 
enormous advantage. To pay 80 lakhs for this would be a very heavy and at present 
almost a prohibitive price. But if we can obtain it by means of the Abt System, 
for anything approaching the far smaller sum named by the Committee, we should 

* I have now learned that average daily quantity of material taken up the ghat aection during 
the last half of February was 440 tons per day, and in the ten days ending March 4th, 480 tons, so 
that with night running, in an emergency, there should he no difficulty in working up to 600 
tone,— T. C. H., March Uth, 1886, 
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lo58 no time in doing <?o. ITe must, however, be quite certain that the Abt System 
is in all respects suit >ble before we adopt it. 

7. In order to ascertain whether the Abt System will suit the Upper Bolan, 
I recommtnd, aft-r full consultation with all the officers concerned, including 
3klr. O’Calhghan, that we procure as soon as possible two Abt engines and rack- 
work sufficient for working the portion of the Lower Bolan between Mach and 
Ilirok (7 milet;). -which is the steepest but fairly straight. We have communicated 
■with Messrs. Ueinecker, Abt anti Company of Wurzburg, and ascertained that the 
materials could be delivered and the line laid in twelve months at a cost of about 
four lakhs. 

8. The third point, as to whether the new lower section, aid the Mushkaf 
Talley, should be undertaken too, is virtually dealt with by the remarks in para- 
graphs 4 and 5. It would undoubtedly be a great gain to be free of the risk of 
floods which the use of the Lower Bolan entails. Spread ov^t two to three years, 
the annual charge of 25 to 30 lakhs would not be very onerous, and it would be 
least at the outset, as we should commence -with the tunnel, which governs the rate 
of progress of the whole. But it may perhaps be held that the matter is not very 
urgent, that we can get on as we are, at least till we can see onr way more clearly, 
and must make up our minds to interruptions of the Lower Bolan from time to time, 
and that a year hence, when we have seen what the Abt System will do, we might 
undertake Mushkaf Section. 


]S’o. 72 (Railway), dated 7th July 1SS7. 

From— The Secretary of State for India, 

To— The Government of India. 

Tour Excellency’s Rdlway letters Nos. 61,92, and 96 of 15th March and 16th 
May 1887, in respect to the contemplated conversion of the existing temporary 
Bolan Railwaj^ into a permanent line, and the introduction oo it of the Abt System 
have received my consideration in Council. 

2. I learn from the first of these letters and its accompaniments that the con- 
clusions arrived at by your Government are, that the couversion of the existing 
temporary Bolan line into a permanent railway would be a preferable course to that 
of doubling the Sind-Pishin Ihulway, but that you had deferred the consideration 
of the question of whether the permanent line shall be undertaken or not pending 
the visit of His Excellency the Conimander-iii-Chief and your Military Member 
of Council to Biluchistan and Pishin. 

3. Meantime, with the object of lessening as far as possible the cost of conver- 
sion and working a permanent line, you had taken steps for the trial on the Mach- 
Hirok section of the Lower Bolan of the “ Abt ” System of ascending steep inclines, 
with engines of the 5' 6" gauge in place of the existing metre gauge, and solicit 
my approval of your action in this matter. 

4. While fully concurring in your desire to effect the requisite alterations in 
the line in the most economical manner, I regret that your Government should, in 
this instance, have departed from the usual course, and that, without giving me an 
opportunity of obtaining the advice of my professional officers on a matter in which 
recent knowledge and experience are so valuable, you should have ordered direct 
from a German Company, without reference to me, stores and apparatus involving an 
expense of four lakhs of rupees. 

6. I regret this the more, ns it ttould appear very doubtful from the reports* of 

. Dated 16th and asth April 1887. f*’’ Hyde, 

herewith forwarded, whether economy 

and efiiciency would not be more readily and completely served by the employment 
of the Kairlie bogie engine on the steep inclines which have to be traversed on the 
line in question. So impressed am I by the remarks of these officers on the subject, 



FRONTIER RAILWAYS, 


391 


that it appears to me it would be desirable to adopt the suggestion that one or two 
of your railway engineers, including an officer of the locomotive branch, should be 
specially selected and deputed to visit the Mexican Railway between Tera Cruz and 
Mexico, where the Fairlie engines have for years been worked on steeper inclines 
than those which occur in the Bolan Pass. 

6. I may, therefore, consider it desirable to direct Lieutenant-Colonel Wallace, 
whose deputation by your Government to visit Wurzburg on his way to this country 
has been authorized, to go ou to Vera Cruz for the purpose. I also propose at once 
to tike such preliminary steps as will enable me to obtain without delay a supply of 
Fairlie engines of 5' 6" gauge, and of a type suitable for working the inclines on the 
Bolan Pass, as soon as Colonel Wallace has reported upon his experience of the 
Mexican lines. I consider it essential that this class of engine shall have a full and 
fair trial upon the Bolan line, and any lt)Comotives which may be obtained for this 
purpose must in anj" case be very useful, inasmuch as they will form the nucleus of 
a reserve which will eventually, without doubt, be required, and may also be 
worked over the portions of the line fitted for the Abt System. 

7- With reference to the special engines and plant of this last-named pattern, 
I likewise have to observe that, in any case, no further orders should be given for 
their manufacture in Germany. I consider it very inexpedient that any railw.iys, 
such as those on the Quetta frontier, should be dependent for the supply of essen- 
tial materials of rolling-stock on foreign countries, from which political complication 
might at any moment interrupt their provision. 

8. It may he presumed that whatever is needful might be manufactured on 
patterns supplied by the Abt (Company in this country, a suitable royalty being 
paid for the authority ; and, notwithstanding your expectation that the self-interest 
of the German patentees will ensure their supplying everything of the best, and 
that this safeguard will suffice, I am advised that experience by no means confirms 
this view, and shows that, even with the most careful and experienced manufac- 
turers, a close inspection of supplies such as these is essential. 

9. With regard to the main question of forming the Bolan Railway into one of 
a permanent character, I observe that the Committee appointed to examine that 
line state, in paragraph 25 of their Report, that they “ see no reason why the tem- 
porary railway should not be maintained and worked for an indefinite time, subject 
to the remark that they cannot possibly predict what the effects might be of an 
extraordinaiy flood, and that the maintenance must always be abnormally expen- 
sive when compared with the cost of ordinary maintenance on a permanent line.” 

10. The testimony of Sir T. Hope is also to the effect that the temporary line 
has more than fulfilled the expectation formed of it, and he is of opinion that, for 
the present^ only such improvements in the Bolan as may be proved to be feasible 
without any heavy outlay” should be undertaken, ‘‘proceeding cautiously with 
them.” 

11. I agree in this view, and I am farther of opinion that, while it is imporxant 
to establish an alternative line to the Sind-Pisbin Railway which may he depended 
upon for a safe, separate, and permanent communication with Quetta and the 
districts beyond, it is very desirable that every effort should be made to remove aU 
doubts as to the best means of accomplishing this object before further action is 
taken. The present line, although designated a temporary one*, can evidently be 
maintained for the immediate object of carrying al needful military stores and 
material, and I should deprecate any hasty decision in regard to the ultimate alter- 
ation of its alignment. These views are in complete accordance with those 
expressed in your later letter No. 96 of 16th May, based on the reports of His 
Excellency the Commander-in-Chief and General Chesney. 

12. I shall await, therefore, the further deliberations of your Government on 
the subject, after the suggestions now made in connection with the Abt and Fairlie 
Systems have received your consideration, and while relying on the uninterrupted 
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maiutenance of the present line, I shall defer coming to a decision on any new 
project until it is perfectly clear that the best plan for the purpose has been ascer- 
tained after thorough inquiry. And I consequently request that nothing may be 
done to prejudge the questions involved until I have been fully inform^ of the 
plans you recommend and they have received my sanction in Council. It also 
seems to me probable, considering the nature of the engineering points to be dealt 
-with, that it would conduce to a satisfactory and speedy decision if, when your 
proposals are matured, you were to depute Mr. Molesworth and the principal 
Engineer employed on the preparation of the project, who will necessarily have a 
full knowledge of aU local details, to visit this country and to consult with Sir A. 
Eendel on the whole question, including the sj stem to be adopted for crossing the 
Amran Range. 


Beport hy SIR A. M. RendeL, dated loth April 18B7, 

I do not think it would be generally admitted by engineers that a gradient of 
1 in 40, or thereabouts, was the limit at which locomotive power can be economically 
employed in the ordinary fashion. There are too many instances to the contrary. 
In India itself, for instance, the Bhore and Thull Ghats have long inclines of 1 in 
S7, and no one, 1 should think, would say that the limit of working by adhesion of 
wheel to rail had been reached there. One of the most remarkable instances to the 
contrary, however, is to be found on a railway for which I have acted for many 
years as Consultinir Engineer, I mean the Mexican, a line running from Tera 
Cruz to the city of Mexico, a distance in all of 263 miles. This line climbs, with- 
out a break, a height of about 7,c»00 feet on inclines of 1 in 33 and 1 in 25, of 
which latter there are 16 miles practically unbroken, besides other lengths, and 
nearly the whole on curves of 350 feet radius, following each other so closely that 
trains are sometimes on two or even three at once. Yet this line has now been in 
successful operation for more than 15 years. Accident on the incline is almost 
unknown, and though of course cosUy from a variety of causes to work, not so 
costly that traffic such as that which is dealt with on the Bolan need take cost into 
consideration. 

The permanent-way used on the inclines is, I should observe, of the simplest 
kind, 65fb steel Viguoles’ rails, spiked down to timber sleepers mostly of soft wood 
with tie-bars between the rails to keep the gauge. 

The success of the line mechanically is wholly due to the use on the inclines of 
engines of the type known as the Pairlie, a type much too costly in my judgment 
in working for ordinary lines, but which has proved admirably adapted to lines of 
extraordinary grades and curvatures. This is due to the design of its boiler and 
machinery, the former being specially suited to sharp grades, and the latter to 
sharp curves. The Abt System, described.by Mr. Molesworth, whatever may be its 
advantages, appears to require flat curves. But the necessity for steep inclines 
generally goes with the necessity for sharp curves also, and the fact that the Fairlie 
engine on a 5' ^ gauge can be made to go round curves, if need be, of 200 or even 
150 feet radius (though such curves are of course only to be submitted to when 
unavoidable) gives it at once an enormous advantage over an engine which appa- 
rently requires curves not sharper than about 600 feet radius. 

The Fairlie engine is so well known that I need not descnbe it here. It will 
be sufficient to say that those employed on the Mexican line have six wheels in each 
bogie, or 12 in all, with a weight on each wheel of about 6 tons when the water 
tanks and fuel boxes are full, and that they are capable of taking up, and do take 
up, long inclines of 1 in 25, combined with almost continuous curves of 350 feet 
radius, gross loads of 140 tons be sides their own weight. 

I need not say that such engines could be woi ked on an improved Bolan line. 
Engines of the same kind on the metre gauge now work the existing line with 
success, though they are not nearly as good as they might be, because, having had 
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to hrAhl them for curves of 70 feet rjidius, we were compelled to limit the number 
of 'lUieuIs to four in each bogie, and to make man^ compromises which diminish the 
cdicieiioy of the engines. 

I am sati^tied that such Fuirlie encrinea as we might put on the 75ib rails used 
on the Bohn would take gros> loads up inclines of 1 m and round curves of 
3o0 feet, as high as IfeO tons l>esides their own weight, and I cannot but think that 
tiicy would be more satisfactory in all general respects, as well as in working cost, 
to a rack S 5 >teiu of any present known kind. 

In respect to the capacity of heavy inclines for traffic, while I do not say that 
the Mexican traffic is now hejivj', a large traffic has been carried over it, and 1 have 
never heard that we had appro .ched the limit of its capacity (it is a single line, and 
trains are not run over the inclines at night), and I am surprised that the capacity 
of the Bolan lines shouli be rated so low as it is in paragraphs 17 and 18 of the 
Cumiiiittee'n Kei>ort, dated Quetta, 19th March 1886. The data on which these 
Cijtacities of the two gauges is based are not given. But it occurs to me that it has 
not bt*e!i taken into account that all the down traffic may be put into one train. 
Ibis is the regular practice on the Mexican line, when 100 to 120 four-wheel 
wagons, or 50 to 60 bogie wagons are, by preference, sent down the incline at one 
time, the length of the train actually being supposed to help in checking its de- 
scent, because it is sometimes on two or even three curves at once^ and the consequent 
friction acts as a brake. Or it may be that the capacity has been determined by 
the number of engines now available. If so, the capacity of each gauge may be 
increased by increasing the number of engines. 

It seems thoref o« e to me that, besides considering the cost of altering the pre- 
sent temporary line into a form which will admit of the Abt System being put into 
operation, the cost of converting it into a line workable by broad-gauge Fairlies by 
flattening the curves to a radius of say 350 f*‘et should also be considered. That 
the present gradient of 1 in 23.) is quite workable needs no proof, because the 
I»re&ent ve\v inferior metre-gauge Fairlies do w’ork it. But of course if these 
gradients could be reduced a little it would be an advantage. 

In the present state of the locomotive market, we could build such engines as I 
have dofecribed for about 4,uu0f., each, for, say, not less than five delivered in this 
country, 1 ought to note that the Mexican line is w^orked by hand-brakes on the 
carriages and wagons. The engines have the Chatelier and Westinghouse brakes as 
well. But Westinghouse h? s been taken off the carriages and wagons. 

I note Mr. Molesw'orth’s remark as to steel sleepers being made to gauge in 
respect to the relative level of the rails and centre of the sleepers, and will see 
that it is attended to in future in principle 5 but we find it better to make about 
four feet in the centre of the rail flat. 

1 should like to observe, in conclasiop, that 1 think the Government of India 
would find advantage in deputing two engineers connected with the Public Works 
department, one civil, the other locomotive, or, if not, both the latter, to visit the 
^lexican Railway and report upon the working of its inclines. We have reached a 
point of the development of the Indian Railway system at which it becomes impor- 
tant that the best mode of constructing and working severe gradients should be 
thoroughly considered, and the experience of a line like the Mexican would, I think, 
greatly aid the Government in coining to right conclusions upon it. It may be 
reasonably supposed that many* officers on furlough would be glad of an oppor- 
tunity of examining so interesting a line. 


Report bif GENERAL HVEE, dated 2Sfh April 1887. 

Despatch Ko. 51 of 15th March Hsis now been received, and together with copy 
of Mr. Molesworth’s report on the Abt JSysiem has been placed before Bir A. 
Rondel. 


2. E ^ 
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The Despatch gives the reason of the Government for considering the question 
of the adoption of the Abt System for working the Bolan Railway, and explains 
that the present proposal is only an experiment, and is to he limited to the con- 
struction of a length of seven miles containing the steepest gradient on the line, 
but fairly straight, and it states that an order has been given to Messrs. Eeinecker, 
Abt and Company for two locomotives, and (as I understand) the necessary per- 
manent-way, &o., estimated to cost four lakhs of rupees. 

As to the question of supply, it will be seen that no information whatever is 
given, and we are just as much in the dark on this point as we were on receipt of 
the telegram. 

But as regards the engineering view of the line, and the question of adopting 
the Abt System, the Despatch and papers collected have enabled Sir A. Rendel to 
consider the question, and I annex his report. 

I entirely agree in this report, and especially to what Sir A. Rendel advises 
with regard to deputing two engineers from the Frontier Railway to visit Mexico. 

For some time back it had occurred to me that such a course was advisable, 

to send a locomotive engineer from the frontier line to see the successful work- 
ing of the Mexican line by the Fairlie engines, and I had talked it over with Sir 
A. Rendel. I now think the addition of the civil engineer is certainly advisable, 
and I would strongly support the proposal. 

I do not know what steps can he taken regarding the contract entered into by 
the Government of India with Messrs. Eeinecker, Abt and Company, for we are in 
entire ignorance as to what the contract is. However, if it can be held over till 
the whole question can be discussed on Sir A. RendeVs report, I think it should be. 
But if it is not considered advisable or practicable to do so, I think that the con- 
tract should be carried out so far as is possible under the inspection of Sir A. Ren- 
del, in the usual way. 

I annex a communication from Captain Fairholme, the Agent of the Company 
in England, and would ask for instructions as to the reply to be given to him. 

No. 163 (Railway), dated 19th August 1887. 

From— The Ctovemment of India, 

To— The Secretary of State for India. 

We have the honour to acknowledge the receipt of Tour Lordship’s Railway 
Despatch No. 72, dated 7th July 1887, commenting on the views expressed by us 
in our previous Despatches regarding the contemplated conversion of the existing 
temporary Boto Kailway into a permanent line, and the experimental introduction 
of the Abt System on a portion of it ; also transmitting, for our consideration, 
copies of reports by Sir A. Rendel and^General H. Hyde, R.E., dated respectively 
the 15th and 28th April 1887, who advocate the adoption of the Fairlie type of 
engine as used on the Mexican Railway in preference to the Abt System. 

2. In reply, and in continuataon of our telegram No. 208 R.O. of the 4th 

August, repeated on the margin for easy 

Your Railway Desiatch No. 7^ dat^ 7th reference, we have to express our regret 
July last, paragraphs R and 6, Bolan Railway. ® 

Wallace’s return to North-Western Railway that Your Lordship should uot have ap- 

P’^ovedof our action in haying ordered 

guggwt Major W. Shepherd, now on way direct from the manufacturers iu Germany 

home. We also deprecate any measures - . , ^ i 

involvingorder of Fairlie engines till practical the small quantity of Abt materials re- 

luired for experiment on the Bolan Bail- 
way. We would, however, explain that 
we considered the importance of an early decision as to the best method of sur- 
mounting the diMculties of both the Bolan PabS and the Amran Range, which had 
been recently impressed on us by the receipt of Your Lordship’s Despatch No. 24, 
Military, dat^ the 27th January 1887, to warrant the course pursued. 
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3. Our reason? for deeming justifiable a trial of the Abt System, and doubting 
the suitability of the Mcsicsin Fairlie engine for use on the Bolan Hallway, are 
very clearly stated in the accompnnung note by our Consulting Engineer for State 
Railways, in which he discu?«es the relatiTe merits of the two systems. 

From the concluding paragraph of this note, it will also be seen that a desicn 
for a special type of engine expressly suited for the heavy gradients on the Frontier 
system of railways is now under consideration; and we trust Tour Lordship will 
not commit us to the adoption fif the Fairlic type until the Abt System has been 
tried and the whole question ha« been fully discussed in all its bearings. 

4. As regards paragraph 7 of the Despatch under repl 3 % we need scarcely say 
that Tour Lordship’< w islies will be attended to ; but we may add that it never was 
our intention to give further orders to the firm in Germany without previous 
reference to Your Lordship. 

6. In our telecrram above quoted, we urged upon Tour Lordship tie necessity 
for Colonel Wallace’s return to his post as Director of the North-Western Railway, 
at the expiration of his privilege leave, not only because we wish to have the 
benefit of the experience he will have gained about the Abt System and materials 
when the work is in progress, but also on the grounds mentioned in Your Lordship’s 
Railway De-^patch No. 70 of the 7th July 1887. Should it still be desired to send 
an Engineer officer to Mexico, we would, as already suggested, recommend Major 
W. Shepherd, R.E-, now on leave in England, for that duty. 

6. We take this opportunity of reporting, for Your Lordship’s information, that 
we have under consideration projects for the construction of a broad-gauge line 
throughout the Bolan Pass, on gradients of X in 20 and 1 in 25 ; but this subject 
will be fully reported on before any action is taken. 

7. We have to add that there is reason to believe that the Amran Range can be 
passed, if so desired, by a line not requiring the Abt or other special enginees or 
pemaneut-way material. 


Note hy the Consulting ’Engineer to the Got^ernmeni of India for State Eailwags 
on the Alt versus Fairlie engine for the Quetta Loopt Sind~Eishin Section, 
Eorth- Western Railway, dated Sih July 1837. 

Sir Alexander Rendel has apparently somewhat misunderstood the tendency of 
the introductory remarks of my report on the Abt System, dated 21st June 1888. 

It was not my intention to enunciate the principle that the limit of worJeing 
hy adhesion of wheel to rail had heen reached ” on a gradient of 1 in 40 or there- 
abouts. I was aware that, in many places, gradients far steeper than that limit had 
heen worked by adhesion alone, notably on our Bolan Railway and on the Mauri- 
tius Railway with its ruling gradient of 1 in 27. 

Mr. Mosse, the Manager of the Mauritius Railway, after experience in the 
working of this gradient of 1 in 27, has expressed the opinion that “ the severity of 
any gradient for a long rise should never exceed 1 in 40.^’ I am not prepared to 
endorse fully Mr. Mosse's opinion ; but I consider that when a gradient exceeds 
1 in 40 or thereabouts, it becomes a question for serious consideration whether a 
departure from the system of working by adhesion only may not be expedient, I 
may even go further, and express the opinion that it is possible that certain condi- 
tions might justify such a departure, even on gradients flatter than 1 in 40, because 
on such gradit‘nts a very large proportion of the power of the engine is absorbed in 
hauling its own load up the incline, leaving but little for the paying load, especially 
when there may be frost or snow on the raUs. 

This is the opinion I intended to express in my report ; but I am not prepared 
to lay down a hard-and-fast rule or to insist on the necessity for limiting the use 
of engines which work by adhesion only to gradients steeper than 1 in 40 or 
thereabouts. 
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The adoption of any system of working must depend on the respective condi- 
tions of each individual case, such as the climatic influences, the extent of the 
traffic, the length of the incline, and other conditions affecting a decision. 

Taking, however, the case of tbe Upper Bolan Railway, I am decidedly of 
opinion that an abandonment of the principle of working by adhesion alone is 
amply justified by the conditions of the case. 

It must be remembered that when the tractive force of an engine exceeds its 
adhesive powers, as is generally the case when there is frost or snow on the 
rails, the load on the driving or coupled wheels determines the power of the engine. 

In the case of the Mexican Railway, the engines are certainly working under 
climatic conditions far more favourable than those which must obtain on the Upper 
Bolan Railway ; consequently, an engine of a type which may afford complete 
satisfaction in Mexico might fail to do so under the altered climatic conditions of 
the Upper Bolan. 

I do not know exactly the climatic conditions existing on the Mexican Railway • 
but it is well within the tropics ; and I find, on reference to M. Mahlman’s tables 
of temperature, that Mexico city has a mean annual temperature of about 5° Faht. 
higher than Ootacamund, which is also in the tropics, and is about the same 
elevation above mean sea-level. At Ootacamund the minimum temperature is 
given as 38° Faht. 

I have no definite information as to the minimum temperature of Mexico city ; 
but as the mean annual temperature is higher than that of Ootacamund, it is 
probable that on the Mexican Railway snow is unknowm, and that frost rarely, if 
ever, occurs ; and even then probably only in deep ravines and basins where the air 
cannot circulate freely. 

The conditions in the Upper Bolan differ very widely from those above men- 
tioned. Snow is common and frc«st occurs regularly for many months in the year j 
indeed, the cold is so intense that deaths from frost-bite are very common ; and 
in the winter months it is impossible to get men to work before 10 or 11 in the 
day, when the temperature of the air has been raised by the sunshine. The condi- 
tions of the Mexican and Bolan Railways, therefore, differ widely in this respect, 
which, as I shall presently show, seriously affects the relative working power of 
locomotives which act by adhesion only. 

For the purpose of illustrating this, I have instituted a comparison between the 
cidculated peiformance of the Aht engine which is now under supply for the Upper 
Bolan Railway and one of the Mexican type, assuming similar conditions in each 
case. 

The comparison is given in the table annexed to this note. In making the com- 
parison I have assumed an average of 908) per square inch in the cylinders, as that 
appears to have been about the condition under which the Mexican engines have 
worked. 

The comparison has been made to show the relative load taken in winter and 
summer j and the relative efficiency has been taken on the basis of the relative 
weight of each engine. 

An examiTiation of the table shows tliat though the relative efficiency of the Abt 
engine and the Mexican engine is as 1 '75 to 1*00 on gradients of 1 in 40 with fair 
adhesion, this relative efficiency increases on a gradient of 1 in 25 from 1*87 to 
1*00 in summer to 3 16 to 1*00 in winter ; or, in round numbers, the Abt engine 
has nearly twice the efficiency of the Mexican engine in summer, and more than 
three times the efficiency in winter, so that although the peculiar conditions of the 
Mexican Railway may justify the use of an engine of the Fairlie type, it appears to 
be quite unsuited to the altered conditions of the Upper Bolan Railway. 

It is a mistake to suppose that the Abt System necessitates curves of large 
radius. 
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The Oertel^briich Railway has been constmctefl on the Abt System with curves 
o£ 325 feet radius, and it is said to w'ork very satisfactorily ; and Messrs. Reinecker, 
Abt and Company informed nn* that they are now contemplating a project on the 
Abt System, with curves of 107 feet radius. 

I do not, however, recommend the adoption of curves of less radius than 600 
fet*t on the Upu^er Bolan liailwaj’, because the adoption of such curves would pre- 
clude the use of a large portion of the rolling-stock of the State and Guaranteed 
Railways of India ; in fact, the rigid wheel base of our passenger stock is longer 
than is desirable for running on curves of even 600 feet radius; and as the Upper 
Bolan Railway has beim constructed essentially for military purposes, it would be 
unwise to adopt curves which would in any way interfere with a free interchange 
of rolling struck of any of the Indian Railways of similar gauge The Fairhe 
engine is open to so>ne objections, and it offers few advantages over the ordinary 
tyjHj of engine, unless it be desired to adopt curves of exceptionally small radius. 

I have been in communication with the Manager and Locomotive Superintend- 
ent of the North-Western Railway on the subject of designing an engine which 
will be more suitable to the heavy grades of the Frontier system than the L class 
encrine, which was designed for hatter grades and lighter rails than those which 
have since been adopted ; but this engine is in an embryo state at present. When 
I wrote my reiiort on the Abt System, 1 considered it doubtful whether a gradient 
flatter than 1 in 20 could be secured on the Upper Bolan Railway. For such a 
gradient the advantage of the Abt System would have been still more marked than 
with the gradient of 1 in 25 which we have fortunately been able to obtain. With 
a gradient of 1 in 20 the efficiency of the Abt engine in winter would have been 
times as great as that of the Alexican type of engine ; but even with the flatter 
gradient of 1 in 26 the relative efficiency of 3*16 to 1 is amply sufficient to justify 
the adoption of the Abt engine on the Upper Bolan Railway. 


Comparative performance of Engines of the Abt** and the Mexican types at 

slow speeds. 







Abt. 

Mexican. 

Weight of Engines « 




. tons 

53 

72 

Weight ayailahlo for adhesion 



• n 

41-34 

72 

Diameter of cylinder 



. 

. inches 

18-896 

16 

Stroke .... 



. 

• » 

23*622 

22 

Effective mean pressure 



fi> per sq. inch 

90 

90 

Diameter of coupled wheels 



. 

. inches 

51-182 

42 

Tractive force adhesion 



• 

. m 

14,882 

24,179 

„ „ pinion . 



• 

* i> 

14,062 

... 

Total tractive force 




• >j 

28,944 

24,179 

Adhesion in frost . 



. 

« tons 

3-69 

6-43 

Tiactiou for pinions 

m 



• j* 

6-28 

... 

Total traction 

* 


• 

• 17 

12-92 

10-79 
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Comparative performance of Engines of the ** Aht ” and, the Mexican types at 
slow speeds — continued. 


Gradient 1 in 40, summer 


1 in 25, summer 


„ 1 in 40, winter * 


1 in 25, winter . 


1 in 20, winter . 


1 in 15, winter . 


(Total load* . 
jNet load 

• j Relative haulage 

( 3 , efficiency 

(Total load 
jKetload 
‘ j Relative haulage 
( „ efficiency 

(“Total load 
3 Net load 

• 1 Relative haulage 

C 5 j efficiency 

(Total load 
jNet load 
‘ j Relative haulage 
\ „ efficiency 

(Total load ‘ 

JNet load 

• J Relative haulage 

V „ efficiency 

(Totallload 
JNet load 
‘ j Relative haulage 
( „ efficiency 


Abt. 

Mexican. 

486 



433 


335 

1-29 

to 

1-00 

1-75 

to 

1*00 



251 

247 


179 

1'38 

to 

1-00 

1-87 

to 

1*00 

375 


242 

322 


170 

1-89 

to 

TOO 

2*57 

to 

1-00 

232 


149 

179 


77 

2*32 

to 

TOO 

3T6 

to 

1*00 

188 


121 

135 


49 

2*76 

to 

TOO 

3*74 

to 

TOO 

143 


92 



20 

4*5 

to 

1*0 

6*11 

to 

1*0 


♦ The “total load** includes the weight of engine* 

The “ net load ** includes the weight of the wagons hauled, with their contents. 
dth July im, GUILFORD L. MOLRSWORTH. 


No. 117, dated 8rd November 1887. 

From — ^The Secretary of State for India, 

To— The Government of India. 

In acknowledging the receipt of your letter No 163, Railway, dated the 19th 
August last, regarding the introduction of the Abt System on a portion of the Bolan 
Raflway, and the relative advantages of that system and of the Fairlie type of loco- 
motive as applied to steep inclines, I have to inform you that I have determined 
to await the result of the experiment which is about to be made on the Bolan with 
the former, as well as the report of Major Shepherd, B.E,, who, in accordance 
with your recommendation, has been selected to proceed to Mexico to examine the 
working of the Fairlie engines on the inclines of the railway there, before coming 
te a decision ss to which is the most suitable plan to adopt as a permanency. 

2. Major Shepherd will be accompanied by Mr. E, W. M. Hughes, of the Loco- 
motive Department of your State Railways. 

3. When forwarding to me the results of the experiments with the Abt System, 
I shall be glad to be favoured with your opinion on the same, as well as with the 
views of the executive officers who may be employed in conducting them. 
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Xo. 178 (Railway), dated 3rd October 1887. 

From— The Gcvernment of Inflia, 

To — The Secretary of State for India. 

In contmuation of correspondence ending with our Railway Pespatcb Xo. 163 
of the 19th August 1887, and more particularly with reference to our Railway Des. 
patch No. 96 of the 16th May 1887, vre have the honour to report the results of 
the survey for improving the" Upper Dolan line, by continuing the 5' 6" gauge 
through from Hirok to Kotal on the Quetta Loop of the Sind-Pishin Section, 
North -TTestem Railway, and providing a central rack with the necessary machi- 
nery on the Abt System. 

2. From the accompanying copy of correspondence submitted by the Director 
General of Railway’s, and from the note by onr Consulting Engineer for State Rail- 
ways, it will be observed that there are three distinct questions at issue, viz .: — 

iff— That of improving the Upper Bolan line between Hirok and Kotal by 
constructing a new broad-gauge line and eliminating the present 
metre-gauge. 

Sad— Whether the Abt Sj’stem shall be adopted for working the steep gradients 
on the new broad-gauge line between Hirok and Kotal, should it be 
decided to construct such a line. 

5rd— Whether, if the broad-gauge, combined with the Abt rack, he adopted 
between Hirok and Kotal, the same system shall be extended to Ab. 
i-Gum, or any point short of that place, as Mach. 

8. The first question is, we think, hardly open to discussion. The disadvantages 
of a break of gauge for the short length between Hirok and Kotal must be patent 
to every one, and in our Railway Despatch No. 96, dated 16th May 1887, we stated 
that we had then arrived at the conclusion that the substitution of the broad for the 
metre-gauije is necessary. 

4. To help in arriving at a decision in respect of the second question, two alter- 
native routes have been surveyed between Hirok and Kotal, — 

(а) The “ high leveP’ route, with curves of 819 feet radius and a ruling gra- 

dient of 1 in 25, estimated to cost in round figures 13§ lakhs of rupees, 
exclusive of the value of Abt rack and locomotives. 

(б) The “ low level” route, with curves of 600 feet radius and a ruling gra- 

dient of 1 in 20, similarly estimated to cost 10| lakhs of rupees, also ex- 
clusive of the value of Abt rack and locomotives. 

5. As the L class engines at present on the North-Western Railway can, and 
do now, between Ab-i-Gum and Hirok, work the ordinary trains, and as in times of 
pressure it is most d^irable that the line should be such as cau be worked without 
difficulty by ordinary engines, even if the Abt rack be laid and Abt engines sup- 
plied, we have no hesitation in recommending the high level line for adoption as 
against that on the low level which had a gradient of 1 in 20. 

6. The additional cost of an Abt rack on this line is estimated at R 1,74,526, to 
which R 10,000 should be added for tongues. The cost of 18 Abt engines to work 
this section is estimated at R9,37,494, but in comparing the relative cost of an 
ordinary line and one supplied with the rack, we do not consider that the cost of 
the Abt engines should be added to the latter, because the North-Western Railway 
requires for ordinary maintenance from 20 to 25 locomotives a year, and all that is 
necessary is to order Abt engines in place of some of the ordinary types. The Abt 
engines cost about 50 per cent, more than the L class engines, but the Note of our 
Consulting Engineer for State Railways shows that the load which can be taken by 
the former up a gradient of 1 in 25 is three times as much as that which the latt^ 
cau haul. Therefore it follows that three tim^ the number of L class engines will 
be required to do the same work over the steep gradients, and this more than com- 
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pensates for tlie extra cost of the Abt engines. These engines, it may be observed, 
can, if found convenient, be worked over any portion of the Ihie by adhesion 
only. 

7. On this basis, that is, omitting the cost of engines from both projects, the 

high level will cost 13| lakhs of rupees if 
Actual Jigurei, ^ adapted for ordinary engines only, and 

Without Abt rack . , . 13,67,232 about 15^ lakhs with the rack. This 

Abt r«k Witt tongues. . . i.8t.526 difference in prime cost is. we consider, 

Total , 16,51,768 more than compensated for by the addi- 

tional haulage power obtained by the use 
of the Abt rack and engines. 

The increase in haulage power is greater on the upper parts of the line, which 
are more subject to frosts than the lower sections, and consequently it is more 
necessary to have the rack on this upper section than on the lower only, other things 
being the same. 

And it has further to be observed that the 7 miles of rack already ordered for 
experimental purposes will suffice for the whole of the gradient in excess of 1 in 40 
between Hirok and Kotal, so that no further cash expenditure will be required on 
this account. 

8. In this connection we have the honour to enclose for Your Lordship’s 
information copy of a report by Colonel W. A. J. Wallace, R.E., on the Abt Sys- 
tem of ascending steep inclines, written at our desire after an inspection of the open 
line in the Hartz mountains. This report confirms the anticipations we previously 
held as to the advantages of such a system. 

9. As to the third question, we are of opinion that to put down an expensive 
rack between Hirok and Mach or Ab-i-Gum on the present alignment would not 
be prudent or justifiable, as it is exposed to the risk of floods and consequent damage 
which it would not only be expensive to repair, but which might also involve con* 
siderable delay before new materials could be supplied. 

But as the gradients on this section are considerably in excess of 1 in 40, we 
certainly consider it desirable, should the Abb System be, as we recommend, adopted 
between Kotal and Hirok, that it should be extended so as to include the whole line 
to Ab-i-Gum, on an alignment beyond the reach of flood- 

10. As far as Mach a line has been reconnoitred which, it is believed, would en- 
sure this, and if a portion of the route tid the Mushkaf Yalley be adopted for a 
short distance below Mach, we believe that a connection can be made between it 
and Ab-i-Gum, or some point below that place which will allow of the Abt rack 
being safely extended to the lowest point to which gradients of 1 in 25 will be 
necessary. 

IVe propose to make this the subject of a later reference to Your Lordship, and 
this portion of the project need not interfere with the decision which may be come 
to with regard to the present metre-gauge section between Hirok and Kotal. 

11. In conclusion, we would ask for Your Lordship’s early orders with regard to 
last named section, and trust that they will enable us to commence at an early date 
on the work on the high level line, the estimate for which amounting to R 15,51,758 
(see paragraph 9), we recommend for Your Lordship’s sanction. 


Dated 22nd November 1887. 

Telegram from— Secretary of State, 

To— Viceroy, 

Your Railway Despatch No. 178, 3rd October last, I have sanctioned high level 
route between Hirok and Kotal. A Despatch on the subject will follow. 
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No. 27 (Eailway), date<i 2Sth February 1S$S. 

From— The G-iVemment of In^lia, P. W. Dept., 

To— The Secretary of State for India. 

In our Despatch No. 51, Eaihsay, dated 15th March 1887, we forwarded to Your 

• PuUic w..rk. Department a Eesol«ti..n* eu.bodyiofr the estimates of 

Rf'^oluti tn No. 117 E,C., dated cost of the temporary line of railw.iy which had 
I3tli February recently been laid up tbe Bolan Pass to the Quetta 

plateau. The figures were based upon estimates of cost up to November 1885, 
added to some round sums for further improvements '?aid to be required. We were 
not satisfied tliat cither the figures or the requirements were final, and the Resolu- 
tion above quoted set forth that a Committee \^as to be appointed to consider ** bow 
far tbe works provided in the estimates are suitable and sufficient for their present 
purpose of working the line as a semi-temporary railwa3% and, if deficient, what 
additional works will be required, with their probable cost.*^ 

It was our intention, as soon as the report should be received from this special 
Committee, to ask Your Lordsliip’s formal sanction to the estimates of cost which 
might be arrived at on their recommendations. 

2. The report of the Committee, on which the late Major-General Hancock and 
our Consulting Engineer for State Railways were associated, was forwarded to Your 

Lordship with our Uailvvaj" Despatch above quoted, 
Mareh^isS The numerous important issues, which were dis- 

cussed in it, diverted our attention from the con- 
sideration of the cost of the temporary Bolan line, and it has only recently come to 
our notice that Your Lordship’s sanction is still required to the expenditure which 
we have incurred upon it. 

3. Your liordship will observe that Major-General Hancock’s Committee recom- 
mended an outlay" of 2 lakbs for additions and improvements to the line as they 
found it in February 1886. This, they considered, would enable the railway to 
carry up the re-erve of permanent-way materials required for the construction of 
the railway from the top of the Bolan Pass to Quetta, and ultimately allow the 
platelaying of the Sind- Pishiu Railway to be pushed on fi om the Quetta end, and 
meet the rails advancing up the Harnai Talley from Nari. As soon as Bostan was 
reached, part of the rails and sleepers carried up the Bolan Railway were to be laid 
to the foot of the Khwaja-Amran Range, and the balance of permanent- way mate- 
rial was to be stored near Quetta, in readiness for any onward movement in the 
direction of Kandahar that might be necessitated by political exigencies. 

General Hancock’s Committee recommended that troops should only be carried 
in case of absolute necessity, and then only to Bibinani or Ab-i-Gum. 

At tbe time of their inspection the outlay on the line was estimated at R53,87,000 
up to the 31st March 1886, and at 1167,77,000 to the end of June of the same year. 

4. On the 31st March 1887, we finally closed the Construction Accounts of the 

I — — Tr?--: ' ■ .■ , Bolan Railway which 

Outlay to Irom Pirchokie to 

Main Meads of Account, Slat March Darwaza-Kotal is 

about 67 miles in 

^ length. The expen- 

Preliminary Expenses ....... s", 126 diture then stood at 

Conatruction of Line .... I I I 6,’(>6,539 ®'S9,75,985, as shewn 

Ballast and Permanent-way 34,87,241 in the margin. Dur- 

Stations and Buildings 7,87,380 • ® . 

Plant 1,08,716 log the current year 

B<tlling Stock ........ 7,30,346 wa bavA TirrtxridA#! 

EBtablibhment 2,74,366 proviuea 

a further sum of 

Dedwef— Eeceipts on Capital Account . ^^*21*627 B81,000, thus mak* 

W . ■■ ^5.986 the total Of 

the line, up to the 

aist March 1888, 


Main Meads of Account. 


Preliminaiy Expenses . 
Laud .... 
Construction of Line 
Ballast and Permanent-way 
Stations and Buildings . 
Plant . « « • 

B<»lhng Stock « . 

Establuihmeut , . 


JDedKCf— Receipts on Capital Account 


Outlay to 
Slst March 
1887. 


6,06,539 

34,87,241 

7,87,380 

1,08,716 

7,30,346 

2,74,366 

69,97,512 

21,627 
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R60,66,985. This amount does not include the expenditure of 13| lakhs, which is 
now being incurred, under the separate sanction received in Tour Lordship’s Rail- 
way Despatch No. 136, dated 8th December 1887, for the conversion of the metre- 
gauge line, between Hirok and Darwaza-Kotal, to a broad-gauge line on a high 
level. 

6. Out of this total of 60i lakhs, four lakhs are a book debit for rolling-stock 
transferred from the Rajputana-Malwa Railway, but paid for several years ago. In 
this are included the Fairlie engines, which for many years were lying unused at 
Khandwa, but which we were able to utilise on the metre-gauge section between 
Hirok and the Darwaza-Kotal. Eleven and a half lakhs represent freight paid to 
railways for the carriage of material. A considerable portion of this has come 
back to the Treasury in the shape of Government revenue. 

6. Allowing for these deductions, the cost of the line is still doubtless high for 
a temporary railway. It should, however, be borne in mind that the preparations 
for war which were being made when the line was commenced, in themselves 
enhanced the cost of the work very considerably, and that, owing to the exceptional 
heat in summer and the extreme cold in winter of the Bolan Pass, it would under 
ordinary circumstances have been found difficult to provide large gangs of labourers 
for work in this inhospitable region. In addition to the rigorous climate of the 
Bolan, the severe outbreaks of cholera which swept over the Pass, the deadly fever 
which prevails in this locality, the scarcity of provisions, and the unsettled state of 
the frontier deterred the natives of India from accepting service at ordinary rates, 
and in order to attract the necessary labour, inducements in the shape of high pay, 
clothing and rations had to he offered. Add to this that, owing to the possibility of 
war, the construction of the line had to he pushed on rapidly, and it is not surpris- 
ing that its construction proved a good deal more costly than was anticipated, 

7. Besides this, the line has been so much improved that, instead of being an 
expedient to be only used at high pressure for a time during war, with the best 
arrangements that could be hastily got together under such circumstances, it has 
now become a line of railway which, although still temporary in character, inas- 
much as it is liable to dams^ by floods, has nevertheless been opened for public 
traffic, and has carried mails, troops, and passengers since the 1st April 1887, along 
its entire length from Pirchokie to Kocal-Darwaza, without any important inter- 
ruptions. 

As regards the work which the line has done, we would refer Tour Lordship to 
the Minute by the Hou’ble Sir Theodore Hope, K.C.S.I., which formed an enclosure 
to our Railway Despatch No. 61 of 1887. 

8. With these remarks, we venture to ask Tour Lordship’s sanction to the 
expenditure of B60,56,985, which has been incurredlin constructing the temporary 
railway from Pirchokie to Kotal-Darwaza at the top of the Bolan Pass. At the 
same time we ask to be allowed to express our regret that, owing to an oversight, 
Tour Lordship’s sanction was not obtained to the estimates in the usual course. 


No. 43 (Railway), dated 19th Aprfl 1888. 

From— The Secretary of State for India, 

To— The Government of India, 

Tour ExceUency’s Railway letter No, 27, dated the 28th February 1888, 
reporting the expenditure in connection with the temporary line of railway up the 
Bolan Pass to the Quetta plateau, and requesting confirmation of your prooeedingsi 
has received my consideration in Council. 

2. I learn from this letter that the outlay on this line, which was estimated at 
R57, 77,000 up to end of June 1886, amounted to R60,56,985 up to the 81st 
of March 1888» which shows an increase of 6 per cent, over that estimate, and about 
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loi per cent above the estimate originally furnished. This expenditure on a tem- 
porary railway is, as you obseive, somewhat high, but the climatic and physical 
difficulties in connection with its construction were exceptional, while the services 
rendered by it since its opening in April 1887, in furthering the early development 
of our North-West frontier railway ^stem, fully justify, in my opinion, the outlay 
incurred on it. 

3. laccordmysanction, therefore, to the outlay of R60,56,985, on the detailed 
information supplied in the fourth and fifth paragi’aphs of your letter under reply, 
on the Bolan Pass temporary railway, 

4. This sanction is, of course, irrespective of the cost of converting the existing 
metre-gauge track to a broad-gauge line on a high level, as approved by my Bail- 
way Despatch No. 336, dated 8th December 1887, in respect to which operation 
and its cost I request that your Government will keep me fully and early informed. 
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3.— Amran Extension, Sind-Pishin Railway. 


No. 174 (Railway), dated 26tli September 1887. 

From — ^The Government of India, 

To— The Secretary of State for India. 

With reference to Tour Lordship’s telegram of 3rd Ausrnst 1887, and our reply 

of 11th idem, and to the Despatches and 
telegram marginally noted, we have now 
the honour to lay before Your Lordship 
the information which has been compiled 
under our instructions regarding various 
methods of turning, crossing, or piercing 
the Amran Range, together with our con- 
clusions on the subject. 

2. Accompanying this Despatch is a summary (enclosure No. 2) of the steps 
which have been taken by us since the year 1879 to ascertain the most practicable 
way of obtaining railway communication between the east and the west of the 
range, and it therefore suffices here to remark that the various alternatives appeared 
to us, after much investigation, to he reduced to three, viz , : — 

No. I. — From Gulistan Karez, via the Gwaja Pass, to our frontier near Gwaj 
with a maximum^radient of 1 in 25, to be worked on the Abt Sj’stera. 

No. II. — From Killa Abdulla to a point on our frontier a little beyond Chaman, 
vid the Khojak Pass, having similar gradients to No. I* and also to be worked on 
the Abt system. 

No. III.— Between the same points as No. II, and also vid the Rhojak, but 
without the Abt or any other special system for working, the gradients being 
limited to 1 in 40, which an ordinary engine can work over without difficulty. 

3. A report by the Engineer-in-Ohief, Mr. F. L. O’Oallaghan, C.I E. (enclosure 
No. 3), discusses in considerable detail the various points connected with these three 
projects ; and appended to this report are abstract estimates giving the cost of each, 
as also that of temporary lines which it is proposed to construct in connection with 
Project No. II or III, should either of these be decided on so that railway com- 
munication may be promptly established whilst the long tunnel involved in either 
of these projects is being made. 

The projects each provide for a double line. 

This report and the estimates have been discussed fully in a J >mt Memorandum 
drawn up by our Consulting Engineer for State Railways (Mr. G. L. Molesworth), 
our Director General of Railways (Colonel Conway-Gordon, R.E.), and our Secre- 
tary in the Public Works Department (Colonel Pemberton, R.B.), which forms 
enclosure No. 4 of this Despatch. 

An Appendix to that Memorandum gives in a convenient form the details of the 
cost of the three projects viewed from various stand-points. 

4. It will be seen that notwithstanding the additional time required for the com- 
pletion of that project, and its greater cost, and althongh it involves a tunnel more 
than 4,000 yards in length, Mr. O’Callaghan and the officers who have drawn up 
the Joint Memorandum are uniinimously in favour of project No. Ill, which, 
starting from the present terminus at Killa Abdulla, pierces the range at the 
Khojak, and eventually reaches a point near our frontier three miles below 
Chaman. 

5. This project is estimated to cost about 125 lakhs of rupees, of which more 
than 23 lakhs have already been expended on the permanent-way, which was pro- 


To Secretary of State, No. ' 112 (Mily.), 
dated 10th July 18S5, paragraphs 4 and 5. 

From Secretary of State, No. 27 (Mily.), 
dated 16th October 1885, paragraphs 3 and 4. 

To Secretary of Srate, No. 156 (Mily.), 
dated 4th October 18S6, paragraph 6. 

From Secretary of State, No 24 (Mily.), 
dated 27th January 1887, paragraph 2. 

Telegram from Secretary of State, dated 
8th July 1887. 
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vidf-'l in as a part of the frontier reserve material, Icavin^f nearly 103 lakhs 

for future outlay. 

6. After givin-^ due consideration to the various points brought forward with 
regard to each of the projects, we have arrived at the same conclusion^ and recom- 
mend project No. Ill for adoption. 

7. The reasons which have led us to this conclusion are indicated in the Eeport 
and Memorandum above referred to, but will here be briefly summarised. 

8. In the first place, it has to be noted that on emerging from the range, either 
of the Kliojak lin* s is IS miles nearer to Kandahar than a line via the Gwaja, thus 
giving so much leas of new line to be constructed at a time when every day will be 
of imjrtirtancc, and so much shorter distance to be worked over eventually between 
Gulistan Junction and Kandahar. 

9. Again, if a line were to be constructed to Gwaja, the terminus would be, at 
most, only four miles nearer Kandahar than the present terminus at Killa \bdulla, 
so that traffic coming by road from the west would probably still take the rail at 
Killa Abdulla rather than at Gwaj, thereby securing the advantage of a railway 
journey shorter by 22 ^ miles to the Junction at Gulistan, and the avoidance of an 
unfrequented de&ert route. 

Thus a line to Gwaja would probably get none of the traffic between Kandahar 
and Biluchistan, whilst one by the Khojak would probably supersede the road 
entirely. 

10. In length of line to be eventually worked from the common point of 
Gulistan Junction, should the railway be extended to Kandahar, the Gwaja route 
is 17i miles longer than project No. II, and 13i longer than project No. III. 

11. On the other hand, the Gwaja project is estimated to cost, including past 
outlay, about lakhs less than project No. II, and more than 32 lakhs less than 
project No. Ill, to the terminus in ea<.‘h case on the w'est of the range. If, how- 
ever, the cost of the extension to ilian Baldek be added in each case, the saving is 
reduced to less than 7 and 14 lakhs m the respective cases. 

12. The Joint Memorandum further shows that if the c^'St of working the extra 
length on the Gwaja route be capitalised uiid added to the estimated cost of that 
route, then project No, II will cost nearly 4^ lakhs less than No. I, and No. Ill 
only 5i lakhs more 

It may he considered that much importance should not be attached to this 
argument, as the extrusion will not be made until the necessity for doing so arise, 
and in the meantime should one of the more expensive lines be made, interest on 
the additional capital will be incurred. The time at which the necessity may arise 
being uncertain, the matter cannot well be reduced to figures, but the point noted 
vitiaies t) a certain extent the argument adopted in the Joint Memorandum. 
We think, however, that in balancing the advantages and disadvantages of the 
various routes, due weight should be given to the fact that an additional length of 
from 13i to 17i miles will be caused by the adoption of the Gwaja route, should 
the line he eventually extended to Kandahar, Moreover, if, on the adoption of the 
Gwaja route, the traffic should prefer to come to Killa Abdulla, as anticipated in 
paragraph 10, the unremunerativene^s of the Gwaja line would cause a heavy loss 
on it from the outset, which would not occur iu the other case. 

13. Other points in favour of the Gwaja route are, that both the cost and the 
time required for execution are less uncertain than on either of the other routes, iu 
consequeuce of the abseuce of any long tunnel | and also that, so far as can be 
anticipated, the time required for the completion of the through line will be some- 
what less than in either of the other cases. 

On the other hand, however, by an additional expenditure of five to six lakhs of 
rupees, it is estimated that a temporaiy communication over the Khojak can be 
estubiibhed, by a combination of Abt racks and rope-inclines, within a year. This 
would neutralise any advantage of the Gwaja in point of time. The temporary 



406 


PRONTIER EAILWATS. 


rope-iQclin®5 would be capable of transporting 40 tons per hour over the summit, 
Without transhipment. Moreover, these temporary lines might be doubled in case 
of emergency. 

14. Having regard to these considerations, we have arrived at the conclusion 
that the advantages of the Khojak routes, as compared with the route via the 
Gwiija Pass, outweigh the advantages, and that it only remains to consider which 
of the two Kbojak routes is the preferable. 

15. On this point we consider that the advantage of being able to take over the 
Pass the same train loads that have been brought from Sibi, with the same class of 
engine, and thus to have the whole of the best types of 5' 6"' gauge engines in 
India at our disposal for use as far as the ultimate terminus of the line ; also the 
greater degree of safety, and the absence of special and novel appliances, so greatly 
outweigh the comparatively small extra cost involved (under seven lakhs of rupees, 
or less than six per cent, on tlie whole estimate), that we have no hesitation in 
recommending project No. Ill for adoption. 

16. As regards the Nnshki route, we have no further information than that 
which is contained in the appended summary and its enclosures, which formed the 
grounds for the opinion we held with regard to it in 1885. 

Prom these papers it is clear that to reach Mian Baldek, some 232 miles of new 
line will have to be constructed as against 54 by project No. I, 32J by project 
No. II, and 37 by project No. III. The cost of the extra distance by the Nushki 
route cannot be estimated at less than li lakhs of rupees per mile, and the extra 
length of line to be worked between Sib: and Mian Baldek would be from 70 to 
iOO miles, according to the route from Sibi which might be adopted. 

We are unanimously agreed that on this account alone, even if it could be 
shewn that easy gradients are feasible, which has not yet been done, the Nushki 
cannot come into competition with any of the others as a line to Kandahar, 

We may add that the greater part of a line vid Nushki would lie in foreign 
territory, and that difficulties are anticipated from the sand over which a portion 
of it will be made, and from the absence of labour and scarcity of water. 

We append a Minute by our Hon’ble Colleague Sir Theodore Hope, the 
Member in charge of the Public Works Department, explaining his reasons for 
concurring in this paragraph. 

17. It is, in our opinion, of the first importance that we should have our railway 
complete as far as possible within the limits of our own frontier, before any com- 
plications arise beyond it. 

While we thus strongly urge that there should be no delay in the completion 
of the railway to the limit of our frontier on the western side of the Kwaja- Amran 
Range, we have under our consideration the question of underbiking a complete 
survey of the country between Quetta and Nushki, in view* of a distinct object, 
namely, the possibility of a railway being at some future time constructed west- 
wards. His Excellency the Commander-in-Chief is strongly of opinion that we 
shall find eventually that a line of railway in the direction of Nushki is essenti il 
for the security of the southern flank of our line of defence. 

18. The estimate for the project No. Ill, which is recommended by us, amounts 
to Bl, 25, 02, 590, to which a sum of B6,09,380 will have to be added for the tempo- 
rary lines in connection with it. Of the former sum, about 23^ lakhs have already 
been expended in purchase of permanent way, as explained in paragraph 6 above, 
leaving a future cash outlay of about 108 lakhs. 

If it should be determined by Tour Lordship that work should be commenced 
at once, the outlay this year would not exceed six lakhs, which we can provide out 
of our Reserve for Military Railway ; the expenditure in 1888-89 is estimated at 
58i laAhs ; of the remainder, 37 lakhs would be required in 1889-90, and 6i lakhs 
in 1890-91. 
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19. We hope that this Oespatrh, together with the Report of the En*.dDeer-in- 
Chief *ind the Joint Memoiandum, will be f *un«l to afford full materials to enajle 
Your Lordship to ooine to a decision on the .‘•■abject, and we have only to remark in 
conclusion that it is desirable that tliii decibion may be communicated to as soon 
as practicable, for thou^^h work in the tunnel an! in the shafts^connected therewith 
can be continued in the wiurer monthjs if a fair start be made whilst the weather is 
comparatively mild, as in the month of November, yet, should orders not be 
received by us till December, little couH be done before the cold abates in 
April 


Minute hy the Hon’BLB Sie ThbodoEE C. Hope, dated 24th September 1SS7, 

The derision of the Council regarding the Nushki route has been given in para- 
graph 17 of the Despatch to which this Minute is appended ; but I feel it incum- 
bent on me to state fully the reasons why that decision has my support, and to 
make clear why a detailed survey of the route has n >t been made. 

2. Taking the latter point first, the opinion adverse to the route, whi^h w s 
arrived at in November 1SS5, r*'ndered it unnecessary for the Public Works Depart- 
ment to take further steps for its inve>tigation unless expressly directed to do so 
by the Government of India, which they never have been, though the general 
question of the Amran transit has been formally considered on more than one 
occasion. Moreover, I have always held that we have as much information regard- 
ing it as is necessary for us, in order to compare it with other routes as a means of 
reaching Kandahar. We have a reconnaissance of the first 82 i miles made by 
General Browne himself, with the aid of two other ofiicers, comprising descriptive 
report, plan and barometrical section (Proceedings B. C., October X885, Nos. 170-72). 
We have a reconnaissance of the last part of the line, between Sir Poti and Argutai, 
by Mr. Graves (Pioccedings R. C., February 1886, No. 14), thus leaving only 35 
lines iu the centre unexamined, but pretty well known in general character. We 
have also an elaborate memorandum by General Browne, contrasting the Nushfci 
line (with revised rough estimate) with five other projects for crossing or piercing 
the Amran. VVe have also the Conference at Pishin referred to in paragraph 8 of 
Enclosure No. 2, and a full summary of the whole case. The result is that General 
Browne himselr puts the Nushki line at 169 miles, costing B175 lakhs to Argutaf 
only, whence 31 miles more must be traversed to reach a point on the road to 
Kandahar common to all projects, thus making 200 miles, to cost 206 lakhs 
at General Browne’s rates; and that the sufficiency of both these figures is 
doubtful. 

To this I would add that, supposing further surveys established that the Nushki 
line could be made with even lighter grades than the ridges to be crossed are 
known to postulate the additional length of at least 107 miles, the consequent 
additional cost of at the very least as many lakhs, and, above all, the fact of the 
line being only single^ must render the final judgment on it unfavourable, as com- 
pared with either the Gwaja or Khojak routes to Kandahar. In the face of these 
considerations, which have been known throughout, I do not think that the heavy 
extra cost of a detailed survey would have been justifiable. 

Mr. Molesworth, also, has expressed the opinion that, even were the line to 
prove as favourable as General Browne anticipates, the extra length and the 
difficulty of guarding it would render it prohibitory as a Hue from Quetta to 
Kandahar ; and that the information at our disposal is sufficient, without further 
detailed survey, for arriving at the conclusion that the scheme for reaching 
Kandahar by turning the Amran Range is impracticable. 

3, In corroboration of this conclusion, it may be sufficieut that I should refer • 

2 F 
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to tlic map in accompaniment (D) of tlie Summary, which is General Browne’s 
and summarise tie principal po'nts of objection a? follows : — 

(1) The distance from Quetta (Baleli Junction) ir/« Nushki to the terminus 

of the Gwaja route is put by General Browne at 169 miles, and will be 
at least that. To Mian Baidak it is 200 miles. The distance from 
Quetta to the same point by the Gwaja route is only 104 f miles, but 
by the Khojak route it is only 91^ miles. There is thus a difference 
of 95 1 miles in favour of the Gwaja and of lOS^ in favour of the 
Khojak, 

(2) In the case of the Nushki route, the whole 200 miles have to be newly 

constructed j whereas in that of the Gwaja, the entire distauce except 
54) miles is already covered by rail and fit for traffic. Compared with 
the Khojak route, it is at a still greater disadvantage, as only 37 miles 
remaiu for construction. 

(3) The Nushki is not “ little more than a surface line,” as General Browne 

calls it in one place, but rather “ scarcely a mountain line,” as he de- 
scribes It in another. His memorandum of 9th November 1885 (ac- 
companiment (E) to Summary) shews that it has total rises and falls 
of 6,850 feet via the Darwaza line and Nish pa Kotal, and 5,380 feet nid 
Baleli This is at least as much as on the route from Quetta vi& Killa 
Abdulla and the Khojak, where the similar figure is 5,380 feet. Mr. 
Moles worth, also, points out that the route involves steep gradients to 
be worked with heavy brake power. 

(4) The Nushki will be by no means easy and cheap to construct, maintain, or 

work. Beyond the rises and falls which occur whether the liuo to 
Nushki be taken off from Quetta itself, from Bakdi, or from the alterna- 
tive point between Darwaza and Quetta, lie 93 more miles along the 
edge of the Eegistan desert, and traversing all the waterway of the 
talus of the Amran. Moving sand, scarcity of water, absence of popula- 
tion, with abundant bank-cutting and cross-drainage provision will all 
have to be encountered (see Mr. Graves’ report No. 14 in accompani- 
ment (E) to Summary). 

(5) In carrying power, the line will be limited both by its gradients of about 

1 in 55 to 60, which Mr. Molesworth deems inevitable, and by its being 
a single line, while the Gwaja and Khojak lines are double. The 
grounds on which General Browne has based his calculations in this 
respect were fully dealt with by the Committee (accompaniment (H) 
to Summary), and it will be even liberal to apply to it their ratio, 
given in paragraph 14 of the Summary, of 12 full trains daily each way, 
comparetl with 27 by the Gwaja or Khojak routes. Supposing that 
the gradients were to be reduced to the utmust, this could only be by 
considerable lengthening and consequent increased cost. 

(6) As to cost, General Browne’s own estimate is 175 lakhs of rupees or about 

a lakh a mile. This Mr. Molesworth deems too sanguine. I may add 
that our simple lines on the Pishin plateau have cost as much or more, 
that Mr. O’Callaghau’s rough estimate of the extension of the Gwaja 
line to Ashik, which possesses no expensive features absent in the 
Nushki, is one lakh per mile, and that he considers Ik lakhs to be a 
very low mileage rate for the whole line, which would give for the latter 
a total cost of 211 lakhs for the 169 miles only. Taking the whole 
distance to Mian Baidak at this rate, capitalising extra working 
expenses, the total cost of the Nushki would be 250 + 69 — 319 lakhs, 
whereas that of the Khojak 1 iu ‘40 line, including the temporary line, 
IS 141 lakhs, giving a difference of 178 lakhs in favour of the latter. 
Again, the total permanent- way rwiuired, including 10 per cent, for 
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in order to roach Kandahar, would be 297 mile?. Our Reseiro 
perminent-wa 3 * is 135 miles ; so that 162 miles more would have to bo 
purchased for the Nushki route, whereas by adopt ingf the Khojak we 
should not need, at most, above 10 miles more than we have got. 

(7) As to time in constructi.^n, this could not possibly be put at less than three 

j'cars. General Browne sa^’s 2 to 2i j-tars, but the tml^" “ surface ” fc^ind- 
Sagar Raihvay has required that time. Half the distance lies in the desert 
tract dt'seribed above in (4). This can only he got at by either defer- 
ring its commencement till the first section as far as Nushki is open, or 
bj' making a temporarj' tract over the Gwaja and constnicting both 
ways from Gwaja, which would be a very costly mc'tho<l. Thus, 
through communication would not be obtained even as soon as by the 
Gwaja route, or probably n^rl^* so quickh' as by the Kh‘>ji»k. 

(8) The political difficulties of about 90 miles of the Nusliki route lying in 

Afghan territory, and the financial and administrative ones of guards 
and prsMbljr a cantonment Ibting needed there, &c., have also to be 
borne in mind. Even if surmounted, much delay in negotiations with 
the Amir, and much r/olitical risk of difficulties and misa]>prehLnsion in 
otlaer quarters, must occur before actual work could be started. 

4. On the wla^Ie, it seems that the Xushki route, even if the last-named 
difiiculties were overc*'*me, would give us in no shorter time less than half the 
carrying capacity obtainable from the Arman routes on the Abt System, and 
probably at double the cost. 

If, however, we substitute for the Abt routes the new project on a grade of 1 in 
40, a'V’tiilable for ordinary engines, greatly exceeding them consequently in carrying 
power, and estimated at only 141 lakhs of rupees, including past outlay and 
temporary lines, which Mr. O’Callaghan has matured, the comparison becomes even 
more completely unfavourable to the Nushki route. 

5. The preceding remarks have no application to the project for a distinct 
railway fiom Quetta to the Xushki plain only, with the view of SHcuring the 
southern flank of our line of defence. This Mr. Molesworth deems likelj' to cost 
about 100 lakhs. Its detailed survey would cost about Rl,13,000. 

Into this question I am not called upon to enter here. In accordance with the 
recognised object of the present enquiry from the first, I have from first to last 
considtred the Nushki only as an alternative for reaching Kandahar, Eor this 
object it is totally nnsuited. 

6. I believe that those who most strongly advocate a distinct railway from 
Quetta to Nushki only for the object above indicated would admit that the project 
cannot claim precedence over that of effectual provision for our direct communica- 
tion towards and (when need arises) up to Kandahar. This communication cannot 
be considered as in an even moderately safe condition until we have a railway to 
our frontier at Chaman. 'fo lay line from Chaman to Kandahar on an emergency, 
leaving the break of the Arman Range between Killa Abdulla and Chaman, would 
be a most difficult and costly (though of course not impracticable) undertaking. 
TThen achieved, the line w’ould have to be supplied wdth independent stock, work- 
shops, &c. ; it would be a comparatively indifferent agency for suddenly reintorcing 
the army after either a victor^" or a check, while in the event of a reverse it would 
he an imperfect means of retreat, and its stock must be abandoned to the enemy. 
Animal carriage would, on emergency, be a miserable and costly substitute for a 
railw^ay to the Kaudahar base. 

7. I am no advocate tor ever advancing beyond our Cliaman frontier unless we 
are compelled to do so by the course of events. But for this very reason we ought 
to make our own position within that frontier complete, so that our advance, if the 
duy for it comes, may be prompt, effective and capable of securing within an 

2 i? 2 
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extremely short time the full advantages of the measure. Therefore, I advocate 
undertaking the line from E.illa Abdulla to Chaman without delay. 


Summary prepared In the Public WerTce Department of the Proceedings in connec- 
tion mith the preparation of Projects for crossing or piercing the Amran Pange, 


The passing of the Amran Range was a portion of the project for a railway to 
Kandahar, taken in hand during the Afghan w'ar, and extensive surveys were made 
in 1879*80 by Captain “W. W, B. TThiteford, E.E., and other officers. The subject 
Accompaniment A.-Pro- discussed in minutes and reports by Sir Richard 

ceedin^s E.C., August 18S5, Temple, Colonels de Bourbel and Lindsay, and ^Ir. 
Nos. 13-27. Molesworth. Matters had not proceeded beyond the 

provisional selection of a line from Gulistan Karez over the Gwaja Pass, and down 
by the Wach Darra Valley to Gwaj, with its extension to Kandahar when political 
events led to the abandonment of the undertaking. 


Its resumption dates from the frontier military preparations of 1885, and the 


Telegram from Ghternmeni of India io Secre- 
tary of State, dated lat Mag 1886. 

** * • Under present eirenmstances* 

we consider it indispensable to extend this 
line* from Quetta back to top of Bolan Pass 
and also from Shebot to foot of Amran Bange. 
Likewise, we think it advisable that perma- 
nent-way materials, broad gauge, complete 
for e\‘f nsior. to Ks-dihar, sb-,u’d be stored 
in r^>vr>v‘ in wi^LLur vU*la,j * * 

Telegram from Secretary of State, io Govern 
ment of India, dated 5th Mag X&B5. 

Tours 1st. Bolan Eailway works and 
Sind-Pishin extension approved. Material for 
these and for proposed reserve stores will be 
supplied as soon as practicable.** 

the extension of the line to Kandahar h 


telegrams quoted in the margin. Shortly 
afterwards, in Despatch Ko. 112, Military, 
dated 10th July 1885, the Government of 
India forwarded a recommendation of the 
Defence Committee for “ the immediate 
construction of a tunnel through the 
Amran Range, provided that an alterna- 
tive surface line cannot be found, with 
an opinion that “it is unquestionably 
necessary to be ready to take the railway 
either round or through the Amran Range, 
so that it may be in our power to carry out 
the event of circumstances calling for such 


a measure.” In these views the Secretary of State expressed entire concurrence in 
a Despatch, No. 271, Military, dated 15th October 1885. 


Subsequently, program was reported (No, 156 M., dated 4th October 1886, para- 
graph 6),; and the reply which is quoted iu 
the margin was received in January last. 

More recently, the Secretary of state’s 
DespatchNo. 128 M., dated 12th May 18S7» 
and telegrams of 8th July and 4th August 
last, indicate a desire for an early settle- 
ment of the question, Krom the above it 
will he seen that Kandahar has been the objective point prescribed throughout, 
towards which the construction of the railway up to the limits of British territory 
and arrangements for its prompt extension when necessary, with material to be 
stored beforehand, were to he directed. 


Para.Sof Po.Sd (Milg.} from Seeretarg qf 
State, dated S7iK January 1897. 

** 1 trust that no time will be lost in carry- 
ing out the surveys nece®ary to enable you 
to arrive at a satisfactory decision as to 
wbich line will be more suitable for the pro- 
longation of the Sind-l':'!l::i: Bailway, and as 
to whether a surface line a tunnel will be 
the best means of ero«siusr the Amran Bange 
in the direction o,' Kt' 


2. In pursuance of the decision of May 1885, instructions were issued for a 
Accompaniment A.^Nos. thorough investigation, under the orders of Brigadier- 
16 and 27. General J, Browne, the Engineer-in-Chief of the Sind- 

Pishin Railway, as to whether, in extension of the Sind-Pishin Railway from Sheho, 
the Amran Bange could be satisfactorily crossed or pierced anywhere from the 


* The Sind-Pishin Eailway, 

t Otherwise called Saiad Hamid, the locality near the Pishiu Lora river, np to which the rail- 
way had then been sanctioned by Secretary of State's Despatch No. 76 Eailway, dated 3rd July 188i. 
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Kliojal: to the Gwaja Passejt, or could he turned further wept, in the direction of 
^ „ tJie Bed Pas^s and Spinnkula. General Browne was also 

:i c.,Au<fa*t permifted, at hw own request, to make a reconnaissance 

^ tijj-ninjr route running direct from Quetta across 

Shared and Shnrawak to near ^usbki, and thence up the west side of the Amran 
to Vr^utai or Gwaj. 

3. General lirowne subsequently reported that the Bed Puss route was imprac- 

ticable, but that a line from near Quetta to Nushki, 
whence it would run up to Argutai, had easy grades and 
little heavy works, and pi»ssessed various strategical 
advantages, especially with a view to extension to the 
Helumnd. He submitted a descriptive rejKirt and plans of the line and its exten- 
sions, with a barometrical section from Quetta to Xushki, and he calculated that its 
cost (UfO railed long) would be 146 lakhs, and that a line of 34 miles, piercing the 
Khojuk, would cost as much and take double the time to construct. His views will 
Ite found in his letters of 4th July aud 16th September, and in his telegram of 24th 
Aiiirust lbS5. 

4. Priu-adier-General Brow’ne’s scheme was considered in the Public "Works 
Pejartment, and by the Military Department with the aid of His Excellency the 
Comma^Mler-in-Cbief. 

The HoiiMde Sir Theodore Hope held that the difficulties and cost of the Xushki 
rout»‘ were under-estimated, while those of piercing the Khojak were magnified to 
an extent quite incomprehensible, and incompatible with other professional opinions 
on the subject. 

On strategic grounds the late General Wilson, then Military Member of Council, 
concurred in the view of Colonel Sanford, then Deputy Quarter Master General, and 
now Inspector General of Military Works, that Kandahar, and not Herat, was the 
IKiint to which railway communication was imperative, and that the shortest line to 
the former would be the easiest to protect. 

5. Brigadier-General Browne was consequently instructed to confine his atten- 
tion to the surveys for crossing or piercing the Range, and to have the question 
ready, if possible, for discussion on the occasion of a visit to be paid to Pishin in 
November 1885 by Sir Donald Stewart, General Wilson, and Sir Theodore Hope. 

His Excellency Sir Donald Stewart subsequently expressed his opinion that the 
route by Xushki was out of the question, but that, if the thorough examination of 
the Range should show that it could turned altogether by a more economical 
route, and that the expense of driving a tunnel through it would be enormously in 
excess of what had been supposed, then it would be a question whether it would 
not be expedient to give up the idea of a continuous line of railway, and work the 
trafiic across the Range by road. 


11 . 


6. In accordance with the above arrangements, Sir Donald Stewart and Sir 
Theodore Hope, accompanied by Sir Thomas Baker and Major Brown, 
Brigadier-General Browne, and Colonel W. S. Trevor visited together Quetta] 
Bostan Junction, and Salad Hamid, the site of the contemplated entrenchment! 


Sir Theodore Hope, Colonel Trevor, and General Browne then spent four days in 
the Amran Range examining the various projects with the officers engaged on them. 
7. On the 9th November Sir D. Stewart, General Wilson, and Sir Theodore 
Aecompanimont E.— -Pro- Hope conferred about the whole matter, and embodied 

proceedings, noted in the nwr^n. 
The information available up to that date may he briefly 

summarised as follows ; — 


As tt) tbe Amran Range (a) the route from Gulistan via Mangal- 

zai down the Tang and Lora valleys to the mouth of the Lora, near the 
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Begistan, had been explored and found impracticable (No. 13 in Fame 
'*^»*oceediugs) ; (6) the route from Quetta by the Bed Pass 
aim apmaknJa i ad similarly been condemned ; (c) the 
portion of the Nushki route between that place and Argutai or Gwaj had 
all been examined, except a section beyond Ya IMahomed at the lower end, 
possessing no special features (No. 14) ; (d) the Nushki route estimate 
had been raised by General Browne from 146 to 175 lakhs (No. 7). 

JS«d , — As to crossing the Eange, it was established that this was feasible only 
in the locality of the Gwaja Pass, three routes being possible ; (e) from 
Giilistan by the Ehurgai and Shaista valleys into the lower Wach Darra 
Valley (No. 8); (/) from Gulistan to the Top Kotal and thence north- 
wards to Tur Tang (Nos. 7 and 17) ; {g) similarly to the Top Kotal and 
thence westwards down the VTach Darra to near Argutai (Nos. 7, 16, 
and 16). 


3rd , — As to piereirg the Bange, schemes for this under the Gwaja proved im- 
practicable (Nos. 9 — 12) ; the Khtijak Pass was reported by General 
Browne to be veiy unfavourable, but the Sanzal Pass offered fair pros- 
pects of a satisfactory project being developed (Nos. 18 — 20). 
dth , — It was quite impossible to say, with any approach to certainty, whether 
the crossing in one direction or the piercing in another would affoid the 
better grades, or be the more economical, until the projects had been 
exhaustively matured, surveyed, and estimated. 

8. At the Conference (accompaniment E, No. 6) His Excellency Sir D. Stewart 
and General VTilson concurred in the opinion that — 


“ The project for a line round by Nushki is entirely ont of the question. Snch a 
line would he very long ; it would weaJeen our flank and open a road for the enemy ; 
it would be troublesome to guard, and perhaps necessitate a new cantonment towards 
Nushki ; while finally, the political objections to attempting to carry a line for such 
a distance through the Amir’s territory, and to the location of a British cantonment 
there, are probably insuperable. 

“ 6n purely strategic grounds, a line emerging from the range at Chaman is 
preferable to one emerging near Gwaj or Argutai, though this advantage is not such 
as to warraut any very much larger outlay in order to secure it. 

The line should be double, if possible, rather than single, but estimates of both 
should be made, in order to judge whether the advantage would warrant the addi- 
tional cost of the former,” 


In the political objections to the Nushki route Sir Theodore Hope concurred with 
his colleagues ; the military considerations he left to them in both cases. 


m. 

9. In pursuance of the decision at the Conference, orders at once issued (accom- 

Accompaninient P.-Pro- No. 23) for maturing the tiwaja projects (/) 

ceedings B. C., March 1888, and {g) and the Sanzal projects, with tunnels of lengths 
Nos. 6—21. varying from li to about 4 miles. Some further par- 

ticulars were accordingly reported, and others were laid before the Committee to 
which we are about to allude. 

Note.— The niunbers within brackets refer to the numbers in the Proceedings quoted in the 
margin. 

As the adjudication between these projects was a matter of considerable 
. . _ importance, involving questions of great engineering 

ceedings B.C., February difficulty, it was, on 4th February 1886, referred, so 
ib86, Nos. 67—86. engineering and financial aspects were con- 

cerned, to a Committee of experts compo^ of — 

Major-General H. P. Hancock, EE,, who had twice officiated as Director 
General of Uailways. 
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Mr. G L. C.F E., tho Con«!u!tm 2 : Bncineer to the Government of 

lijuiii for tjtiile KuiL'uij'*. 

air. h\ L. O'CaMri/u iii, C.T.E., one of th* mo't ilSfin^ui^-lied Civil EnLdneer.^ m 
tile Publi*' Work- Dej-.irl nent who bun had mueh ei.perieiice in con.structiun* 
and had ju.-i made the liokm Railway. 

10. This Committee visited the Amran Ean^e in 
f, f,! ’ u C Juu* ^hardi ISbG, and submitted in April an elaborate report, 

Nn-». ** ’ with two supplementary ones, the general purport of 

which was— 

( 1 ) that of the Gwnja routes the Gulistan-Wach T)arra was the best ; 

( 2 ) that there was not mueli to chof>-e between the Sanzal projects, and all 

had the disadvantage of the construction of a road over the range 
being diilicult ; 

(3) that no proper examination of the Khojak Pass had l>een made, but that 

oLservatioas of their own showed that surveys might give better 
results than those of either of the Sauzal lines 5 
( 1 ) that the Gwaja route r/d the Wueh Darra had the advantage over the 
others on eu^-ineering tjrouiuls, as it afforJtd peculiar facilities for 
sjecdily oUaii.ing through commuhication by means of temporary 
liiie>. and could be made permanently in Ic^stime^ on the other hand, 
it lay under the disadvantage of being less direct, and longer by some 
25 miles, and of being exposed to attack from the Registan between 
its debouchure and the point, common to all the lines, on the Kanda- 
har road. 

At the same time, the Committee stated that the projects must be really worked 
out in detail before they could give any definite opinion as to cost, and that the 
estimates they submitted wore mere rough calculations, for purposes of comparison 
filone. The whole of the lines urider con'^idoratioa are shewm in the map appended 
to the Report, and still better in the map with accompaniment L. 

11 . Ill accordance with the Committee’s recommendations fresh orders (accom- 
paniment H, Ko. 8 «») issued to General Browne in April 1886 for the thorough 
investigation and completion of the following projects : — 

(a) for a double line from Killa Abdulla to Chaman under the Khojak, with 
a tunnel about 2 ^ miles long, at a point where the Committee had 
deemed it feasible, and with approaches on a grade not exceeding 1 
m40; 

(d) for a single line between the same places vfd the Sanzal, with limiting 
gradient s of 1 in 75, and a tunrel about 3 i miles long ; 

(c) for a double line from Gulistan vid the Top Kotal and Wach Darra 
Valley, i.e., by the Gwaja route. 

These projects were ordered to be submitted by the 1 st August, which time the 
Committee deemed sufficient. 

12 . The projects for the Sanzal and Gwaja reached the Government of India 

I.-Pro- Complete on the 18th October 1886, Regarding the 
i:c, December Khojak, the information supplied by General Browne 

* * ' was summarised in a communication from him dated 

14th December last (Mo 187 m same Proceedings). The plans and sections followed 
on the 1 st February 18S7, but the estimates were not sent till 18th March, and 
then without any full explanation as to the action taken. 

K.— Pro- information received up to the end of the year 

y“ ' ' April I 8 s 7 , was laid before the Committee, and they submitted a 
‘ further report on 18th February 1887. 

13. As regards the Khojak, they stated that no fresh data were afforded, as 
General Browne appeared to have condemned alow level line such as they suggested. 
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and given his attention to surveying a higli level one, to prove the impracticability 
of which no survey was necessary. 

14. As regards theSanzaland Gwaja, the Committee did not concur with General 
Browne’s estimates for tunnelling, but found no guide for checking them in other 
respects, and therefore drew up fresh, rough preliminary estimates for purposes of 
comparison only. They also estimated the carrying capacity of both lines very 
i! Tn/litin P^ninsnla liailwav relatino' to 


the 1 haJ and Bhore Gh4ts. 


SanzaJ, single line 
Gwaja, double line 


Their final figures for the two are — 

Capacity, 

Ruling 

Gradient. 

Length, 

Miles, 

Tunnel. 

Cost, 

Full trjiins 

Miles. 

Lakhs. 

B 

each way 
daily. 

1 in 76 

37 

3i 

169 

12 

1 in 45 

331 


191% 

27 


Considering that a double line by the Gwaja would thus carry more than twice the 
amount of traffic which could he carried over a single line by the Sanzal, and could, 
moreover, be completed for traffic in a far shorter period, the Committee unhesita- 
tingly gave the preference to the former route. 

15. At the same time they brought forward an entirly new suggestion, that 

X the “ Abt System of ascending steep inclines,” by means 

patch to Secretary of State. of rack and pinion, which Mr. Molesworth last year 
March reported, after personal inspection, to be in successful 

use in the Hartz mountains, might be adopted on the 
Gwaja. They held that with the aid of this system ** a very much shorter and 
cheaper line equally effective as a carrier ” might he obtained by following, as far 
as practicable, the valleys leading up to the Gwaja Pass, with a ruling gradient of 
1 in 25. 

In order to verify this opinion, they recommended that traverses should he run 
up the Gwaja valleys, and that no time should he lost in gaining experience of the 
Abt System by trying it on the Bolan section of the Sind-Pishin Railway. 

1 6. On full consideration of the whole question by the Government of India in 
February last, both the Committee’s reoommen<iations were adopted. The experi- 
ment in the Bolan was arranged for separately, as was reported in the Despatch 
quoted in the last preceding paragraph, and the traverses up the Gwaja were ordered, 
with similar test of the Sanzal and Khojak, if preliminary reconnaissances should 
offer a reasonable prospect of success (accompaniment K, No. 370). Thes • new 
Amran investigations were placed under Mr. P. L. O’Callaghan, C.I E., who had 
lately succeeded General Browne as Engineer-in-Chief of the unopened portions of 
the Sind-Pishin Railway. He commenced operations with his staff about the 
middle of March. 


IV. 

17. Mr. O’Callaghan made trial surveys by three routes, viz., the Gwaja, Sanzal, 
L.-Pro. Khojak, of which the second was soon found to 

ceedmgs R.C., July 1887, possess no advantage over the Khojak, and in May last 
Nos. 26 — 58 (No. 38). permission was given to suspend further surveys and 

estimates for a line by that route, unless the Engineer-iu-Chief should see reason to 
anticipate better results than his latest reports indicated. 

This survey was consequently abandoned, and in June the projects for the 
Gwaja and Khojak routes with gradients of 1 in 26 were considered in Council, 
when an order was passed (on the 22nd June) that surveys and estimates should 
also be prepared for a project with a ruling gradient of 1 in 40 vid the Khojak, the 
Engineer-iu-Chief having stated that his recent investigations appeared to show the 
praoticability of such a project, 
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This project has now been submitted in full detail, together with the two pre- 
viously submitted, complete detailed estimates for all three being supplied. 

The numhers within brackets refer to the numbers in the Proceedings quoted in the 
margin. 


Report hy F. L, O’CallAGHAN, Esq., G.I.E., Engineerdn-Chief, Ehwaja-Aw/ran 
SurveySi dated, 24th August 1887. 

Report on projects. 

The projects for carrying the extension of this railway through the Khwaj a 
Amran Range on the North-West frontier of Biluohistan are three in number, and 
are shown on the accompanying index map. 

Owing to the severe gradients necessary, the estimates have been all prepared 
for a double line of rails on the standard Indian gauge (6' 6''), so that the carrying 
capacity of the line ultimately chosen may, at least, be equal to that of the different 
lines converging on Bostan junction, near Quetta. 

Project No. 1 is for a line of railway from Gulistan on the east side of the range, 
vid the Gwaja Pass and Wach Darra ravine, to Gwaj near the western mouth of the 
pass. The steepest gradient on this line is 1 in 25, which necessitates the introduc- 
tion of the Abt System of rack rail. The length to construct is 26 miles, and the 
estimated cost R92,88,753. 

Project No. 2 is for a line of railway from Killa Abdulla, on the east side of the 
range, to a point a little below Chaman Fort on the west side, via the Khojak Pass, 
with a maximum gradient of 1 in 26, also requiring Abt rack rails ,* this project 
involves the construction of a tunnel about 2 miles in length. The length to con- 
struct is 22| miles, and estimated cost Rl,18, 11,636. 

Project No. 3 is for a railway between the same termini as for No. 2, also via 
the Koja Pass, but with a maximum gradient of 1 in 40, thus doing away with the 
necessity for special rack rails or engines. The length to construct is 27 miles, and 
estimated cost Rl, 25, 02, 590. This project involves a tunnel about 2i miles in 
length. 

The following is a detailed description of each project : — 

Project No. 1. 

This project begins at the present end of the Gulistan branch of the Sind-Pishin 
Railway 3i miles fiom Gulistan junction, and at 4,918 feet above sea level At 
mile 5 from the junction it enters the valley of the Gulistan Darra, up which it is 
carried. For 9 miles the ruling gradient is 1 in 40, involving light earthworks, and 
numerous small bridges to cross the waterways from the adjacent hills. At mile 
124- is Top-Wurr, level 5,864 feet, at the mouth of the Top-Darra. Here will be a 
small changing station for Abt engines, as from this point the inclines become 
more severe. Large station accommodation is not required, for there will be no 
re-marshalling of trains, the same weight of train that can be brought up from 
Gulistan junction by two L class eng/nes being taken on by two Abt engines. 

Above Top-Wurr the Gulistan Darra narrows considerably, and the inclination 
of the bed becomes steeper and very irregular, sudden rises of five or six feet occur- 
ring in several places. The formation therefore, instead of being kept about 
parallel to the bed of the stream, has to rise considerably above it at the lower part 
of the gorge, and, owing to the stream becoming more tortuous, the line has to 
cross and re-cross it four times. In this length a ruling gradient of 1 in 25 has to 
be adopted. At mile 14i more open ground is reached, and short lengths of gra- 
dients easier than the maximum are proposed to suit the exigencies of the ground, 
but at mile 15, the gradient again becomes a maximum of 1 in 25 up to the summit 
(level 6,560 feet). Immediately on crossing the summit the line is carried under 
the ridge by a short tunnel, 520 yards in length, on a descending gradient of 1 in 
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40. Fiom the western mouth of this tunnel to mile 19, where the line reaches the 
Spintiza plain, the earthworks are heavy and the gradient is 1 in 25. At mile 20 
the gradient changes to 1 in 40, which continues to mile 22i j here the 1 in 25 
gradient again commences, and is continued nearly to the terminal station at Gwaj. 

Prom mile 20 to 22i the earthworks are light, but the drainage from the ridge 
requires many openings to pass the water. Here the line crosses the Wach Darra 
to its left hank, on which side the provision required for drainage is much smaller* 
Prom this crossing to the end of the line works of all kinds are light. 

The tunnel under the ridge is, as already stated, 520 yards in length, Por some 
distance from each portal it will he in disintegiated clay slate, and these poitions 
will have to he fully lined. There is no surface indication to show if the central 
portion is in more firm ground : therefore in the estimate lining for the whole 
length is allowed. In case this project is adopted, and the completion of the work 
is urgent, rock-boring machinery will he required, hut not otherwise. 

On this line there are no heavy works except the small tunnel in mile 17, and 
the earthwork in miles 16, 17, and 18. The largest bridge is that crossing the 
Gulistan Darra gorge above Top-Wurr, which consists of six spans of 40 feet. 

Block signal stations are provided at miles 7, 16i and 22i, besides the changing 
station at Top-Wun*. 

A plentiful supply of water exists at Top-Wurr and for 2 miles above it, also at 
mile 22^- and at the terminal station at Gwaj. 

Building materials are not readily procurable, though some good stone exists for 
works on the first few miles. For bridges it will probably be best to use concrete 
and iron only, but even then sand must be brought by rail for all works on the 
eastern slope. Por other buildings, bricks, railed from Bostan, will be the cheapest 
material to use. 

The probable time necessary for the construction of a double line of railway 
through the Gwaja Pass may be taken at 15 working months : 4 winter months, 
when work would probably be stopped, should be added to this, and therefore 19 
months, or two full working seasons, may be taken as the period required. This 
time should be ample, provided no epidemic occur or war break out 5 either con- 
tingency would upset all calculations as regards time or money, 

Pboject No. 2. 

This project begins about a mile south-east of the Killa Abdulla post, at the 
end of an altered length of existing main Sind- Pishin line 5 and for the first 10 
miles is on gradients not exceeding in steepness 1 in 40, Of this length, mile 7 to 
mile 14* is almost a surface line, but from mile 14 to the end the earthworks are 
somewhat heavier. 

In laying out this latter portion the question to determine was, how much 
extra work was justified by the saving ensuing from the non-use of the Abt rack. 
Taking this and other considerations into account, such as facilities for procuring 
water, and tolerably level ground for a changing station, the site below Sbumsh 
Khan Chowki was deoidod on as the junction for the 1 in 40 and 1 in 25 lines. 
The position of this station necessitates a reverse at the top of the 1 in 40 grade,' 
hut this is not objectionable, as the engines have in any case to be changed. From 
this station to mile 19|, an ascending gradient of 1 in 25, with Abt System rack 
rail, keeping close along the edge of the Khojak lavine, is proposed. Here the linO 
enters the tunnel. The first half of this tunnel is on an ascending gradient of 1 in 
1,000, and the remainder on a descending gradient of 1 in 40, the summit level 
being 6,460 feet above sea level. 

_ Prom the western tunnel mouth the ruling gradient 1 in 25 begins, and is oon- 
tinuous to a point about 3 miles below Chaman, where a temporary terminus is 

* Eeeboned from Gulistan Junction. 
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placed. From the tunnel mouth mile 21 to mile 25, tLere are heavy earthworks % 
then to mile 26 they are of a medium character 5 while the remaining length to the 
terminus is very light. 

There are no heavy bridges on the line. The longest consists of five spans of 
20 feet, near Killa Abdulla, and the highest, one span of 40 feet, in the 24th mile, 
but the nature of the country necessitates- a large number of small openings in the 
form of pipes and culverts. There are also two lengths of out and cover ” to pass 
water over cuttings, one in mile 20 and the other in mile 25. 

The proposed tunnel begins at mile 19 chain 47, and ends at mile 21 chain 49, 
and is therefore 3,600 yards long, or miles. 

Two shafts are praoticsible, one 81 yards deep at 837 yards from the eastern 
portal, the second 72 yards deep at 630 yards from the western portal, the distance, 
between being 2,133 yards, or 1-^ miles. The time necessary for piercing this 
length will he the full time necessary for completing whole project, and will be 
dealt with further on. 

Peoject No. 3. 

This project begins and ends at the same points as No. 2, and takes the 
same general direction through the Khoja k Pass, but the steepest gradient, 
being limited to 1 in 40, necessitates greater length, and somewhat different 
alignment in places. Up to mile 17 the line is indentical with that for No 2, 
but from that point it deviates to gain length, and the works become heavier ; 
miles 17 to 19 form a long double horse-shoe curve, crossing the Khojak ravine above 
Shumsh Khan at a height of 57 feet. It then skirts the ravine on the opposite side 
to the line for project No. 2, to mile 19i, when it returns to the left bank, gra- 
dually approaching the bottom of the ravine, and enters tunnel at mile 20i, emerg- 
ing again at 22f on the western slope of the range. Prom this exit it follows the 
same general course as project No. 2, but with somewhat heavier works, amongst 
others a short tunnel 240 yards long in mile 24, in place of the cutting proposed in 
the other project. 

To gain length, it is taken further south across the Sunzal ravine, before turn- 
ing back towards Chaman. After this turn it is clear of all spurs from the main 
range, and has no other heavy earthworks. Just below Chaman Port it again turns 
southwards for 1 mile to avoid the Khojak river, and then, at mile 31, turns north- 
wards for the last time. 

On the east side the bridging will be identical with that for project No. 2, except 
that the two extra crossings of the Kojak ravine have to be provided for, one by a 
bridge of 3 spans of 60 feet, the other by a bride-e of 4 spans of 40 feet. On the 
western slope also the same drainage is crossed, and in addition, there will be 
required one bridge for tbe Sunzal river of 6 spans of 20 feet, and 1 of 3 spans of 60 
feet. 

The proposed tunnel is on the same alignment as that for No. 2 project, but at 
a lower level, and is 4,080 yards long, or 2 miles and 560 yards. Two shafts simi- 
larly situated to those for No. 2 project tunnel, but proportionately deeper, are 
obtainable : the first will be 102 yards deep, and 1,147 yards from tie east portal, 
the second 97 yards deep, and 800 yards from the west portal, and therefore the 
same distance apart as in project No. 2. This gives the time necessary for com- 
pleting this tunnel the same as for the shorter one, and as all other work can be 
completed much quicker than the tunnel, the time necessary for constructing this 
line will he the same as for the Abt project through the Kojak. 

Main Tunnels, 

The main tunnels in projects Nos. 2 and 3 have already been briefly described : 
they are designed on the same centre line, and with the exception of the longer one 
being at a lower level, are precisely similar. 
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The cuttings at the ends will be in all four cases through deep beds of shingle, 
the deposits of the two streams leading from the Khojak summit. It may prove 
cheaper in the end to cover in certain lengths of these cuttings, and this is provided 
for in the estimate. 

The strata through which the tunnel will have to be driven is clay slate, up- 
heaved until the beds are nearly vertical, while the direction of the “ strike is 
almost at right angles to the centre line of the tunnel, a peculiarly favourable posi- 
tion for excavating the rock. The whole main portion of this range is composed of 
this same strata, and nowhere do the ravines, which cut deep into its flanks, show 
signs of any other description of rook. It may be therefore safely assumed that the 
mountain is clay slate throughout. The outside surtice everywhere is disintegrated 
and weathered, consisting of loose friable material ; but where streams of water 
have cut through this material, or where cuttings have been made, as those for the 
Khojak military road, hard blue slate is visible at a short distance below the surface, 
and it seems safe to infer that the interior is hard and compact. 

Water will no doubt be met with in some quantity, judging from the fact that, 
even during the past exceptionally dry season, numerous small springs exist close 
to the top of the hills, shewing that probably there is a fairly good supply in the 
mountain. 

On the whole it may be inferred that no exceptional natural difficulty would he 
encountered in driving a tunnel of either 2 or 2^ miles through this range, and in 
fact that the undertaking would, as far as physical features are concerned, be more 
favourable for prosecution than the average of such works. 

The surface indication, as above described, would seem to show that the greater 
portion of either tunnel would not require masonry lining ; and if this inference 
should prove correct, in the oase of one of these tunnels being undertaken, the 
saving in cost will be considerable, for full masonry lining nearly doubles the cost 
of a tunnel. 

In regard to the time which would probably be required to complete either of 
these tunnels, much will depend on the urgency or otherwise of the case. 

Owing to the£ acility for sinking two shafts, which would he the same distance 
apart in either case (2,133 yards), the time for either tunnel would be about the 
same if shafts are used j otherwise the time may be taken in direct proportion to 
the length, or as 4 to 5 roughly. 

For preliminary operations, such as shaft-sinking, excavating the cuttings at 
both portals, erection of machinery, &c., six mouths would not be too much to 
allow : then with proper appliances there is no reason why an average rate of pro- 
gress of two linear yards per day cannot be obtained in each heading. This will 
give 550 days for the distance between the shafts, and therefore for the whole 
tunnel : and one-third to this for accidental stoppages and other delays, bringing up 
the time to 2 years and 6 months, as necessary for the completion of the work 
including all preliminaries. 

The most modern examples of machine tunnelling through hard rock, the records 
of which are complete and available, are first the St. Gothard. In this tunnel, not- 
withstanding its great length and the extreme hardness of the rock, an average pro- 
gress of 3 yards per day in each heading was obtained during the last two years of 
its construction ; again in the Keighley tunnel of the Great Northern Extension, 
in England, Colonel Beaumount gives as an average of what was done with his 
machine 35 yards per week, or 5 yards per day, through hard rock j while in a 
drainage heading through Halkyan mountain, the average speed was 20 yards per 
week, or nearly 3 yards per day. The Laveno tunnel, 3,210 yards long, was con- 
structed in months, working from the ends only, or at a rate of nearly 3-2 
yards per day at each face. Lastly, in the Ariberg tunnel the daily advance in each 
heading averaged from 3 to 6 yards. 

From these examples it would be seen that the estimated 2 yards daily, in the 
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Khojak, with a large allowance for contingencies, should be well within the mark. 
To ensure however the full advantages being obtained from such appliances, or in- 
ieed to ensure their success, it is essential to have a thoroughly good stajff of trained 
men to work the macliines. It is not probable that work inside the tunnel would 
ever be stopped by the severity of the winter, and it will, in the case of execution of 
this work, be true economy to have a sufficient number of trained Europeans to 
work the machines and direct the native labour in the mining operations. Italians, 
Swiss, or Austrians can probably be obtained at lower cost than English workmen, 
and are usually more amenable to discipline, and less liable to give way co intemper^ 
ance. 


Cost of Tunnels, 

The estimates for the tunnels are prepared on the supposition that the work 
will be done by the most modern appliances, and the greatest speed possible, there 
being no stoppages for want of funds, or from causes other than the natural diffi- 
culties of the works. 

The following remarks made by Colonel Beaumont at the .Institution of Civil 
Engineers give the opinion of an Engineer with very large experience in rock-bor- 
ing machinery, and are most true : “ If it is intended to drive cheaply by machine 
drills, a rapid speed is necessary. If the driving is slow instead of q^uick, the cost 
will be increased. To drive rapidly requires first-class machines, and a first-class 
staff of men accustomed to the work.” 

The annexed table gives the cost of a large number of tunnels in different 
countries, the average being £78 per linear yard, or, exclusive of the three great 
tunnels, £62- 1 6 per yard. 

The estimate for the Khojak tunnel, worked out on independent data, is 
£62-12, at current exchange. In the Arlberg tunnel the cost of the heading 
averaged £11-8-8 per linear yard. The estimate for the Khojak tunnel heading is 
£12-16. In the Arlberg, the average cost of enlarging the section was £38-2-6 
per linear yard. The Khojak estimate is £4)1-4. 

The Arlberg tunnel is quoted above as being the more modern of large European 
tunnels of which details of cost, &o., are available j but while the cost of this and 
other tunnels quoted below includes all plant and establishment, the prices for the 
Khojak tunnel, under the rules for estimating in force in the Public Works Depart- 
ment, are exclusive of these items. 

The price allowed for sinking the shaft is at the same rate as for the advanced 
heading, and is in excess of the average cost of shafts in many American tunnels, 
where labour is exceptionally dear, hut much depends on the quantity of water met 
with. 


Table sliming Cost of Tunnels in various Countries, 


Name of Bailway. 


Length 

in 

Average 
cost per 

Lined or 
otherwise. 

Reicabes. 




yards. 

linear yard. 


Bucthorn Western 



739 

& 

71 

Rull lined. 

Through Kimeridge clay and 







loose rock. 

Lyngate, L. and N. W. Railway 

1,332 

SO 

j* 

Through coal measures and 





soft and hard clay. 

Netherton (Canal) . 



3,026 

60 


Through trap and marl. 

Lindal . . 



660 

54 


Through limestone. 

Grandeanx 



438 

60 


Through rock. 

Goruallax . . 



639 

85 


Vanderaus . , 

Val-de-travers — 



1,007 

87 

J* 


(1) Rock . 



... 

41 

Partly 

Through rock. 

(2) Chalk 




49 

Through chalk. 

Marseilles 



’^730 

73 

Pull lined. 

Through limestone and clay. 
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Table shevoinp Cost of Tunnels in various Countries — eontinned. 


Name of Railway. 

Length 

ill 

yards. 

Average 
cost per 
linear yard. 

Lined or 
otherwise. 

Bbmabes. 

Baltimore— Ohio , • 

1,376 

£ 

48 

Pull lined. 

Through sandstone and crum- 



bling shale. 

Ditto Potomac 

2,316 

85 


Through rock, clay earth. 

Average of 256 American tun- 

72 

»» 

Through various strata. 

nels. 

Innspruek Bozen , 

724 

61 

H 


Ditto Mukhthal . 

954 

120 


T»'ron<r^ piato p"d hard rook. 

Bivota 

868 

78 

1, 

Mont Cenis .... 

13,816 

226 


'liir It -’ll -.)i. hard rock. 

St Gothard .... 

16,295 

143 



Arlberg .... 

11,146 

108 

>* 

R.— All above are for double 

Ifidia, 




line of railway. 

Mag ala, Punj-ib Northern State 

300 

Rs. 500 

More than 

Through black limestone : 

Baiiway, single line . 


=£40 

half lined 
throughout. 

much extra expense caused 
by want of money, and by 
having to pay for carriage 
and hxing ** Heaumont’s** 





machines when work was 
aheady half-done by hand. 


Molling‘Stock, 

For projects Nos. 1 and 2 this item will cost a large amount. These lines being 
of special construction, and requiring special engines to work them, cannot depend 
on the whole engine power of India as reserve in case of pressure, and must from 
the first be stocked wiih a sufficient supply to carry all the stores that may under 
any circumstances be brought up by the main line of the Sind-Pishin, and vi6 the 
Bolan. This equipment should not be less than 30 engines, which is the number 
included in the estimates for both these projects. 

Other rolling-stock is estimated in the ordinary proportion found to obtain on 
Indian Railways. 

For project No. 3, the ordinary proportion of one engine for every three miles 
of the line is allowed, and other rolling-stock as in the previous cases. 


Temporary lines. 

In conjunction with either projects No. 2 or No. 8, it will be almost a necessity 
to have temporary means for conveying stores over the summit of the range during 
the construction of the tunnel, and this may even be advisable for project No. 1, 
although the time during which, in the latter case, temporary communication 
would be required would of course be far shorter. 

The temporary system proposed for the Khojak Pass is to lay a single line of 
rails up the bed of the ravine from Killa Abdulla, directly sanction for the prose- 
cution of the work is given, as far as gradient not exceeding 1 in 20 can be pro- 
cured. This point is shown in the plans. Above this a single line with Abt rack 
is proposed to a place called Waller’s^' camp, where the ravine suddenly narrows 
and above which it becomes too tortuous for a broad-gauge railway. 

To surmount the summit it is proposed to have an incline worked by a station- 
ary engine and vrire rope, to haul wagons to the level of the top of the Pass, ’ and a 
similar indine to descend the other side. The top of the two inclines, being some 
distance apart (nearly | mile), will be connected by a short length of single broad- 
gauge railway. 

The foot of the west incline is a short distance above the proposed tunnel 
mouth on that side, but until the permanent line is complete it would be best to- 
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continue tlie temporary line down the ravine to near Chaman Fort, where a tem- 
porary station, on the level, not far from the fort, and capable of being easily con- 
nected with the permanent line, can be obtained. 

These inclines are sho,wn iiji dets^il in .the plans, and their working is best under- 
stood by a reference, to the drawings. 

The estimated cost of this temporary connection over the range is R5,07,380 
for No. 2 project or R6, 09,380 for No. 3 project. 

The lime necessary to put it in complete working order would be about four 
months from the date of arrival of the necessary machinery and plant. 

The carrying capacity of these inclines should not average less than four wagons 
per hour, or 400 tons per day of 10 hours : but during an emergency they could 
pass 1,000 tons per 24 houi s. 

Many similar inclines are in use in Europe, some, with even steeper gradients, 
being used for passenger trafido. 


Comparison of the different Projects, 

In order to properly compare the relative cost of these projects it is necessary 
to assume a point at which they all converge on the far side of the range as well 
as a common starting point. The latter point is already fixed, being the station 
known as Gulistan Junction, on the existing Sind-Pishin Railway. Prom this 
junction railways are already existent to the entrances to the Gwaja and Khojak 
Passes, and 7i miles in length respectively. 

The point taken for convergence is the north-east corner of the Main Baidak 
hill, 13 miles west of Chaman Fort, and on the direct line between Chaman and 
Ashik. The reason this point is taken instead of one nearer Ashik is the nature of 
the country between Gwaja and Ashik. A direct line would go through a water- 
less desert consisting of rollings and hills, which would make the maintenance of a 
line most costly, and necessitate water trains for the supply of the maintenance staff 
and stations j besides this, the desert is said to be the home of nomad tribes of 
questionable reputation, and the line would be liable to be injured by them at any 
time. 

To follow the line of the old Kandahar road, while more free from sand, would 
still be in the same difficulties as regards water, which is only obtainable at a great 
depth, and even then is impregnated with salts j this line would be almost equally 
exposed to raids by the inhabitants of the Registan. By keeping nearer the 
Kbwaja Amran Range, these disadvantages are lessened, though not entirely 
removed ; and, taking all things into consideration, by Mian Baidak is d^emed the 
best route for an extension. 

The index sections annexed show the relative distances, levels, and gradients of 
the three projects. 

The cost of a line from Gulistan Junction to Mian Baidak vi& the Gwaja Pass 
may he thus estimated : — 


Additional Cost. 
R 

3^ miles constructed 

26 ' „ Project No. I. . , , . . . . 92,88,753 

28 „ Extension, at one lakh per mile .... 28,00,000 

Working expenses to Mian Baidak at R50 per 
mile per week of extra length (13 miles), 
capitalised 8,45,000 


57^ miles 


Total Cost * 1,29,33,753 
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Cost of a line from Gulistan Junction vid the Khojak Pass on Abt System. 

. Additional Cost. 

R 


7^ miles 

constructed 

. 

• - • • « NlrZ. 

22i „ 

Project No. II. 

. 

1,18,11,536 


r 

miles 

at lakhs ') 

10 „ 

Extension .■{ 

> per mile 9,75,000 

40 miles. 

L 

5^ „ 

J lakh 3 

Total Cost , 1,27,86,536 


Cost of a line from Gulistan Junction to Mian Baidak, vid the Khojak route ; 
in 40 line. 


Additional Cost. 


1 




7^ 

miles constructed 

• •••••• Nil, 

27 

„ Project No. Ill 

1,25,02,590 


r 

4i miles at lakhs 1 

10 

„ Extension 

L 

>-per mile 9,75,000 
5t „ 1 lakh J 

44| 


Total Cost . 1,34,77,590 


The advantage, therefore, as regards cost rests with project No. II. 

It was before shown that the advantage as regards time for construction rests 
with project No. I. 

The advantage as regards distance rests with No. II. 

The index sections show that project No. I crosses at a summit level of 6,560 
feet, project No. II at 6,460 feet, and project No. Ill at 6,400 feet. Therefore, as 
regards least rise and fall the advantage rests with No. III. 

Projects Nos. I and II are each for a railway requiring a central rack rail and 
special engines, while No. Ill can be worked with ordinary rolling-stock ; therefore 
the advantage as regards simplicity rests with No. Ill, 

As regards carrying capacity, the ruliag gradient of 1 in 25 with central rack 
rail is given as the equivalent of one in 40 on an ordinary line ; therefore the 
maximum carrying capacity in a given time varies directly as the length, which 
gives the advantage to project No. II ; but as a certain time would be lost at the 
changing station in changing engines, it is probable that projects Nos. II and III 
are equal under this head, both having the same advantage over No. 1. 

As regards defensibility, local experts have expressed opinions in favour of the 
Khojak route ; project No. II having perhaps a slight advantage over No. Ill ; but 
this is a question best settled at head-quarters, where more information exists. 

The cost of working, coeterts paribus, depends on the length : this would give 
No. II an advantage over No. I ; but, on the whole, taking into consideration the 
simpler engines and permanent-way, the absence of special contrivances, and the 
smaller rise and fall, the advantage rests with No. Ill instead of No. II. 

The cost of working Nos. X and II would also be enhanced by the necessity of 
having to keep up a large number of engine-drivers trained to work the special 
engines during ordinary times ; for nothing would tend more to delays and ac- 
cidents than putting untrained men in charge of such engines. 

O^inion^ 

In the foregoing report I have endeavoured to describe with perfect impartiality 
the three projects now submitted for the passage of the Khwaja-Amran Range by 
Railway, and to state the advantages and disadvantages of each : but as I have also 
been instructed to state my owu opinion, I have no hesitation in saying that, to my 
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mind, Project No. Ill is the one that should be carried out, if one of the three has 
to be constructed. My reasons for this opinion are that rack rails are unknown on 
any through line of railway ; and although the Abt system seems to promise better 
results than any of its competitors, it is still untried as a main line expedient for 
crossing mountain ranges j and no Engineer or (Company, in either Europe or 
America, has yet ventured to try it on a through line. 

If its advantages are so great, it seems reasonable to suppose that the promoters 
of the Simplon Railway would have considered it before projecting the great tun- 
nel under the Alps, which forms the prominent feature of their line. In America 
we do not find any main line using other than the well-tried simple railway. Their 
engineers are devoting all attention to improving the locomotive in order to sur- 
mount heavy inclines. 

Another reason is that, in my opinion, a line laid with Abt rack rail can be 
more easily damaged than an ordinary line. A lew shovels full of biJlast strewed 
over the rack on a sharp curve would probably lift the pinion out of the rack, and 
thus lift the whole engine and cause it to leave the ra.ls. The natives of this 
country are already too fond of experimenting with stones on the existing lines to 
be able to resist the temptation of trying their effect when placed between the 
teeth of a rack ; while, in case of war, it would be almost impossible to watch the 
line so closely as to prevent frequent interruption from this cause. 

If the Government of India wish to be the first to experiment on such a system, 
then let it be on some line of less importance than the Sind-Pisbin, where failme 
under pressure might involve consequences it is impossible now to foresee. By all 
means let the Upper Bolan be laid on the Abt system as the experiment ; for even 
if it is a failure, the line can still be used as a down line in the ordinary manner, 
and the ultimate loss cannot exceed the ten lakhs or so spent on the conversion of 

the upper or ghat length. 

In the present case, the total amount that may he saved is but seven lakhs-an 
amount too small, in my opinion, to justify any risks being run. If time is ooiisi* 
dered of paramount importance, then it would he possible to shorten that required 
for constructing the tunnel by a larger use of machinery and European labour at an 
extra expense which would be comparatively small ; and in the meantime the tem- 
porary ro'pe inclines could he increased in capacity to double -what they are now 
designed for by the simple expedient of doubling their number. 

If there is no present intention of extending any line constructetl through the 
range beyond a terminus within British territory at the western foot of the slope, 
as stated in Government of India letter dated 18th J uly 1887, to the address of 
the Director General of Railways, then I consider a dne from Gulistan to Gwaj 
would be a mistake, either as a trade route or a military line, for the following 
reasons. 

The regular road to Kandahar from Chaman passes to the north of Mian Baldek 
through Gutax and Dubri 5 and at the latter point the old road the Gwaja pass 
joins it. The distance from Killa Abdulla to Dubri by the existing road over the 
Khojak is 38^ miles, and by the new military road now being laid out between Killa 
Abdulla and Chaman on a gradient of 1 in 25, it will be miles ; while the dis- 
tance from the proposed terminus near Gwaj to Dubri is 4,0 i miles. 'J'he Khojak 
road has plenty of water along its course, while travellers by the Gwaja route, for 
the greater part of the distance beyond our frontier, have to depend on a very limited 
supply from deep wells. It is evident therefore that no merchant from Kandahar 
would take his goods by the desert track and by a longer road, as at present exists, 
to Gwaj when he could take them to Killa Abdulla and thus save extra railway 
carriage. 

In the case of a forward movement of troops the same argument applies. The 
march from Killa Abdulla to Dubri by the new military road would only be four 
miles more than from Gwaj, and would be over a better road. 

2 G 
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For these reasons I consider that Killa Abdulla serves either purpose equally as 
well as the proposed Gwaja station j while by extending the Killa Abdulla ime to 
Shum&h Khan, a distance of eight miles, the Khojak route would be the better of the 
two. 


Joint Memorandum on various Projects for crossing the Kkwaja-Amran Pange, Ig 
Colonel Comoay- Gordon, Director General of PailwaySj G* D. Molesivortk, 
JSsq., Consg. Dngr, to the Qo^ot, of India for State Jia%lioays, and Colonel 
i?. (7. B. Pemherton^ Secy, to the Govt of India, B. W. Deyt, dated 5th Sey^ 
iemher 1887. 


In our joint memorandum of 1 1th June 1887, we gave our views as to the com- 
parative merits of three projects for crossing this range; 

PuWie Works Proceedings, but we stated that the information then before us was 
(No. 49) . imperfect ; that the only estimates available were approxi- 

mate, framed for the purposes of comparison only, and 
that, being based on imperfect data, we could not hold ourselves responsible for 
their accuracy. 

2. The projects referred to in that memorandum were for crossing the range by 
what were termed the Khojak, Sanzal, and Gwaja routes, the ruling gradient in 
each case being 1 in 25. 

3- We arrived at the conclusion that the Sanzal route need not be further inves- 
tigated, and expressed our decided preference for the Khojak over the Gwaja route, 
on account of the advantages which, on the data before us, it appeared to possess, 
not only after completion, but during construction. 

We alluded to the fact that recent information showed that it was probable that 
by the Khojak route a line with a ruling gradient of 1 in 40 could be found, and 
we expressed our opinion to the effect that ** it would be preferable to incur a con- 
siderably larger expenditure if by doing so we could get a line without the use of 
the Abt rack, and thus he able to work throughout ordinary engines, as would be 
the case if a ruling gradient of 1 in 40 could be adopted.” 

4, In accordance with an Order in Council of 22nd June 1887, the Engiiieer-in- 
Chief was directed to prepare an estimate for the Khojak 1 in 40 project, and he 
has now submitted three projects in full detail, viz . — 


No. I. — Gwaja route — ^with ruling gradient of 1 in 25. 
,j IT.“-Khojak ,, „ ,, 1 m 25. 

s» III«“" ,} }, ,) „ 1 in 40. 

6. The estimates work out as shown below 



JProjecf, No. I. 

TrqjectNo, IX, 

Project No. III. 

Details. 

Gwaja Route : 
ruhug grade 

1 111 25. 

Khojak lioute ; 
ruling grade 

1 m 25. 

Khojak Route ; 
ruling grade 

1 111 40. 


R 

R 

R 

Works ........ 

EolUng-stock 

68,08,065 

17,16,700 

89,17,648 

17,11,600 

1,08,94,702 

4,23,000 

Total 

tlant 

85.23,765 

2,50,9741 

1.06,29,148 

3,89,762 

1,13,17,702 

3,92,262 

Total 

E'taklishntents 

87,74,729 

5 U,U24 

1,10,18,900 

7,92.636 

1,17 09,964 
7,92,636 

GRAND TOTAL 

92,88,753 

1,18,11.636 

1,25,02,500 
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6. The following are the other principal features involved in a comparison of the 
three projects ; — 





Fnojscis. 



1 

Unit. 

No. I. 

Gwaja Route : 

1 in 25. 

No. 11. 

Ehojak Route : 
1 in 25. 

No. iir. 

Ehojak Route : 

1 m 40. 

Gra^enU, 





1 in 40 or less 

Miles 


ISf 

27 

1 m 25 


Ilf 

9| 

... 

TitnneUt 





Length 

Yards 

620 

3,600 

4,080 

Alt Hach. 





Length 

Miles 

Ilf 

fif 

... 

Nature of work generalhf. 



Ilf 


Easy 

Medium 

Heavy 

Miles 

20 

1 

n 

3 

3 

6 

6 

... 

Xevgihs of New "Line to be constructed. 
To Terminus on west of Kange . , 





Miles 

26 

22| 

27 

To Mian Jbaldek 

» 

54 

82^ 

37 

Lengths of line to he worked on comple- 
tion. 

From Gulistan Junction to west of 
Range 

Miles 

29f 

30 

31| 

From Gulistan Junction to Mian Bal- 
dek 


67f 

40 

44| 

Time required. 

For completion of whole project to 
west of Range 

Tears 

1 to 

2i 

2f 

For completing communication with 
temporary lines over summit , . 

Months 

10 

10 


* Accordingr as orders are received at the end or begiiming of the winter season. 


7. Another feature for comparison is the probable future cash outlay on the 
three projects. 

Prom data supplied by the Engineer-in-Chief it appear that the value of mate- 
rials in stock and already paid for, together with the amounts of preliminary ex- 
penses included in the estimates and already incurred, is as follows 



Project No. I. 

Project No. II. 

Project No. HI. 


B 

B 

B 

Estimate as above 

Expenditure already incurred .... 

92,88,753 

23,30,740 

1,18,11,536 

20,66,390 

1,25,03,690 

23,19,920 

Balance— Future outlay 

69,58.013 

97,45,246 

, 1,01,82,670 


These figures for future outlay have reference only to the lines as far as the 
west of the range. If the extensions to Kandahar be ever undertaken, these differ- 
ences will not be of any ultimate importance, as the larger the amount of perma- 
nent way already purchased and used on any proj’ect, the larger would be the defi- 
ciency in the Kandahar Reserve which would have to he made good should the 
line ever he extended to that point. 

8. The estimates have been carefully examined by Mr. Molesworth, and we have 
every reason to believe that as regards probable cost they are fair and reasonable. 

9. As to time required, we think that in all cases the estimates are at least not 
too small, whilst with regard to the tunnels we think the estimate of time is 
liberal. 


2 G 2 
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10. Colonel Conway-Gordon, in hia capacity of Director General of Railways, 
has quite recently examined the various alignments, and approves of them. He 
also considers the character of the rock, as far as can be judged without actually 
sinking shafts, is extremely favourable for tunnelling operations. 

11. Before making any comparison between the projects, we would premise that, 
in our opinion, no comparison would be just which did not include the extension to 
Mian Baldek or its neighbourhood, for, as shown by Mr. O’ Callaghan, the distance 
from Killa Abdulla to Dubri— a point on the Kandahar road—hy the existitig road 
is 38i miles, and by a new militiiry road now in course of construction will be 44i, 
whilst the distance of Dubri from the proposed terminus of the Gwaja route ou the 
west of the range is 40| miles, so that after spending about 93 lakhs of rupees on 
the last-named route, we should be practically the same distance from Kandahar as 
Killa Abdulla on the other route, up to which point the railway is practically com- 
plete. 

And we further consider that with a good road over the Khojak, it would cer- 
tainly not be desirable to spend a sum of from 93 to 125 lakhs of rupees, to obtain 
railway communication merely to the foot of the range on the west, if it were 
not with the view of ultimately reaching Kandahar, should the necessity for so do- 
ing arise. 

On these grounds therefore our comparisons refer exclusively to lines starting 
from a common point (Gulistan Junction) on the east of the range, to a common 
point (Mian Baldek) on the west, on the direct line to Kandahar by all routes. 

12. Of the through routes the following portions are already completed or nearly 
so:— 

Miles. 

Gulistaii Junction to KiUa Abdulla for two Khojak routes . 7i 
Gulistan Junction to Gulistan for Gwaja route ... 34 

13. We will first compare Projects I and II, vi*., the Projects with gradients of 
1 in 26 and Aht racks, by the Gwaja and Khojak routes respectively, 

14. The total lengths of new line to be constructed and their probable cost 
are — 


Project J— 

B 

26 miles, as per detailed estimate . . , 

28 ,, extension, at, say, 1 lakh per mile , 

. 92,88,743 

28,00,000 

Total . 54 

1,20,88,763 

Troject XT— 

22| miles, as per detailed estimate . 

4| „ extension, at H lakhs (double line)* 

54 „ „ at f lakh (single line)' . 

. 1,18,11,636 

6,62,500 
. 4,12,600 

Total . 32| 

1,27,86,536 


But the entire distance between the common points being 174 miles longer by 
Project No. I than by Project No. II, to the former should be added the capitalised 
value of the working expenses of the extra length, which at the rate of R60 per 
mil ft per week at 4 per cent, would amount to Rll, 37,600. 


• 2S B.— A double line is estimated for for the portion on which the gradients are steeper than 1 
in 100, and a single line only when the gradient is 1 in 100, or less. 
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Therefore, although the actual cost via the Khojak would be the greater by 
it about 7 lakhs of rupees,* this route would 

0- p lio 88 753 about E4,40,000t the cheaoer if the 

* 6 , 97*783 working expenses of the extra length 
1 11,37,600 l^y (rwaja route be allowed for. The 

^»Q7,783 estimate of E50 per mile per week is a 

4,39,717 very low one. 


16. As regards cost, therefore, the balance of advantage lies with Project ITo* II 
as well as in distance and consequent time of transit. 

16. But it is shown above that the expenditure already incurred which could be 

g utilised on Project No. I is E2,64 450 in 
t Previous excess of No. I . 4,39,717 excess of that which could be utilised on 

project No. II, so that, as regards future 

outlay, the latter project has an advan- 
tage of about If lakhs only. t 

17. The Engineer-in-Chief estimates that the time required for completing Pro- 
ject No. I to the west of the range would be 15 working months, to which must be 
added 4 winter months, making 19 months, or nearly two full working seasons (1st 
April to 30th November) in all, or say to end of October 1889, if orders to commence 
work are received any time before April next. 

It cannot be completed much earlier if orders are received by 1st December, or 
even in November, as but little could be done, except easy work in the lower parts, 
till April. If received by 1st November 1887, the whole might he done a month 
earlier, say, 1st October 1889. 

18. The time for completion of the Khojak Project No. II depends entirely on 
that required fof-the portion of tunnel (2,133 yards) between the shafts, which is 
estimated at 550 duys, to which must be added 6 months for preliminary operations 
and a margin for confiThgenoies, or, say, 2a years in all. No allowance need be 
made in this case for winter months, as work would be continued all through the 
winter in the tunnel. 

If therefore orders to commence work were received by 1st April 1888, the work 
should he completed by 1st October 1890 ; but if they were received by 1st Novem- 
ber 1887, the work should, on this estimate, be completed by 1st May 1890, or only 
about 7 months later than the Owaja project, as the winter months would in the 
one case be utilised in preliminary operations, importing machinery, &o., whereas 
in the other case but little could be done. 

19. The time for completion of the entire project is consequently against the 
Khojak route ; but this drawback is considerably modified by the fact that at a cost 
of about 6 lakhs of rupees it is estimated that a temporary communication over the 
summit, capable of transporting 40 tons per hour, could be completed in four months 
from the date of arrival of the machinery and plant, or, say, in 10 months from the 
date of orders. 

20 It should be noted here that, in the comparison of cost above, no allowance 
was made in the case of the Khojak route for these temporary lines, as they do not 
form an essential feature of the project. 

If added, the Khojak route would be found to be about 1 lakh in excess of the 
Gwaja route in first cost, after the addition to the latter of the capitalised value of 
the working expenses over the additional length. 

21. To compare now Projects II and III, we have— E 

Froject No. II— As before 1,27,86,636 

Project No. Ill— 

27 miles as per detailed estimates . . . . 1,26,02,590 

10 miles extension, as per Project No. II . . . 9,75,000 


Total . 1,34,77,690 
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And the total distance from GuUstan Junction to Mian Baldek being 4^ miles 
^ more by the latter route, a sum of 

• Project III . . . . 1 , 37 , 63,840 B2,76,250 should be added to Project 

Project II .... 1,2 7,86 ,536 Ill, as the capitalised value of working 

expenses, as in the case of No. I, making 
a total of Bl, 37 ,53, 840, or nearly 9f lakhs* 
of rupees more than Project No. II. 

22 But the cash outlay already incur- 
red for Project No. Ill is about 2| lakhsf 
in excess of that incurred for Project No- 
ll, and therefore the difference in future 
outlay in favour of the latter -will be 
under 7i lakhs of rupees. J 

23. In regard to time the two projects 
may be considered equal. 

24. It has to be observed that if the temporary lines are to be ready in ten 
months, as estimated in paragraph 19 above, it will probably be necessary in the 
cases of both Projects II and III to utilise the 7 miles of Abt rack and two engines 
now under supply for experimental purposes. 

25. The length of temporary line on which the gradients are so steep as to re- 
quire Abt racks or some special system is 6 miles. 

26. In the case of Project No. II it can hardly be expected that the supply of 
rack for the permanent line can be delivered in time to allow of its being laid so 
as to have the temporary communication completed within the ten months ; and in 
any case it would be inconvenient, and would possibly cause an interruption of 
traffic, if material had eventually to be transferred from the temporary to the per- 


. . . 

1,37,63,840 

1,27,86,536 

Total . 

9,67,304 

R 

t 23,19,920 
20,66,290 


2,53,630 


R 

t 9.67,304 
2,63,630 


7,13,674 



manent line. 

27. As to engines in the case of this Project, transport over the sumthit could be 
carried on at the rate of 40 tons per hour with the two engines only, if necessary ; 
but it should be possible to get two more out of those required for the permanent 
working within ten months, and this should be done. 

28. In the case of Project No. Ill, no Abt rack wS^be supplied for the per- 
manent line, nor any special engines ; and the use for the teinporary lines, if con- 
structed, of the rack and engines now under supply will conse^5tfto^ be impera- 
tive. And, moreover, the risk of working with two engines only wour3"be so great 
that we have thought it necessary to add about one lakh of rupees to the estimate 
for the temporary line in connection with Project No. Ill to provide two more, 
which should be telegraphed for at once, should this project be decided on. This 
addition has been made in the printed absti act at page 14 of Mr. O’Callaghan’s 
report. These engines will, of course, he available for future use on any line of 
5' 6" gauge, whether furnished with an Aht rack or not. 

29. To sum up the advantages and disadvantages of Projects I and II— 


Advantages of Fr(^' eat I as compared with 11. 

(i) The time for completion will be from 7 to 11 months shorter from the date 
of the order, the actual difference being dependent to some extent on the period of 
the year at which the order is received. 

(ii) Owing to there being only one short tunnel, there is less uncertainty both 
as to cost and time than in the case of No. II. 


Advantages of Project II as compared with I, 

(i) The cost is nearly 4^ lakhs of rupees less (allov^ingin the case of Project I 
for the capitalised value of working expenses for the extra distance of I7ir miles). 
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(ii) The future outlay is about If lakhs less, after making the same allowance. 

(iii) The through distance is I7a miles less. 

(iv) The length of Abt rack is 2/^ miles less. 

(v) Temporary communication over the range can be established in probably 
10 months at an additional expenditure of about 5 lakhs of rupees. 

(vi) Ordinary traffic to and from Kandahar would be more likely to take to this 
line at Chaman than to the alternative Tne at Gwaj. 

(vii) The water-supply beyond the range will probably be more satisfactory. 

30. We have little hesitation, after comparing these advantages, in recommend- 
ing Project II as against Project I. 

The tunnel no doubt is the main objection to this route ; but from the reports 
now submitted we do not anticipate that any exceptional difficulties will be met 
with, and we think that it will be quite as easy to defend the tunnel as the open 
line, if not easier. 

31. Comparing now Project III with Project II, we have— 

Adfuantages of Project II as compared loiih HI 

(i) The cost is about 9| lakhs of rupees less (allowing in the case of Project III 
for the capitalised value of working expenses for the extra distance of 4f miles). 

(ii) Future outlay will be about H lakhs less, after making the same allowance. 

(iii) The distance will be miles shorter. 

(iv) The temporary arrangements (if required) will cost about one lakh of 
rupees less, as, for Project No. Ill, two additional Abt engines must be ordered to 
ensure continuous working. These engines, however, will be available ^for future 
working either on Abt or ordinary lines. 

Advantages of Project III as compared mih II. 

(i) The absence of all special arrangements in the permanent-vray, and more 
consequent freedom from liability to destruction or damage. 

(ii) The absence of all necessity for special engines, and of the delay involved in 
changing the engines twice in a very short distance, and the fact that engines from 
all other lines of 5' 6" gauge can be used for the entire distance. 

(iii) The fact that the Abt rack has not yet been used on any through line, and 
must therefore be considered more or less experimental. 

32. Having regard to all these considerations, we unanimously are of opinion 
that the additional simplicity of Project No. Ill is well worth the extra cost which 
is its only drawback, and have no hesitation in recommending this project as com- 
pared with either of the others. 

33. Our recommendations are, it will be seen, in general agreement with what 
we said in our memorandum of June last. The further investigations which have 
been made since that was written have tended to increase the comparative cost of 
the Gwaja route, and shorten the time for the completion of the Khojak Project, 
and have therefore strengthened the views we then held, and the new project with 
1 ill 40 grades has turned out quite as well as we then ventured to hope it would do. 

S4. Our conclusions agree generally with those come to by Mr. O’Oullaghan, 
the Engineer-in-Chief. 
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Dated 22nd ^Tovember 1887. 

Telegram from — Secretary of State, 

To — ^Viceroy. 

Your Railway Despatch No. 174. I have decided to sanction the proposal to 
commence Sind-Pishin Railway, Kandahar Extension, via Khojak, Number III, 


Dated 23rd November 1887. 

Telegram from— Secretary of Statej 
To— Viceroy. 

Sind-Pishin Railway, Kandahar Extension, via Khojak. In continuation of 
previous telegram, I sanction no expenditure on temporary line beyond what is 
absolutely necessary for efficient making of permanent work. Pending receipt of 
Shepherd’s report, no decision should be taken involving employment of Abt 
system. 


Dated 27th November 1887. 

Telegram from— Viceroy, 

To — Secretary of State. 

Tour telegi-am of November 23rd, Sind-Pisbin Railway, Kandahar Extension, 
via Khojak. Continuous and effective line promptly required for construction 
permanent work, independently of other objects. As employment [of] Abt material 
objected to, we propose to work steep temporary inclines by five tank engines to 
be supplied through Store Department. Do you agree ? 


Dated 2nd December 1887. 

Telegram from —Secretary of State, 

To— Viceroy. 

Your telegram in the Public "Works Department, dated November 27th last, 
Sind-Pishin Railway Extension, via Khojak. Tank engines approved. Telegraph 
full particulars regarding [them]. 

Dated 7th December 1887. 

Telegram from — ^Viceroy, 

To — Secretary of State. 

Tout telegram of 23Td November. Public 'Works Department maintain that it 
will be necessary to carry a temporary line over the Khojak in order to enable 
work to be commenced at western end of tunnel, as otherwise it would be impossi. 
ble to get requisite machinery, et cetera, into position. Are we right in concluding 
that your sanction extends to this arrangement ? "We imagine it does ; but I do 
not like to allow work to be begun except upon clear understanding of your 
wishes. 


Dated 8th December 1887. 

Telegram from— Secretary of State, 

To — ^Viceroy. 

Tour telegrams in the Public Works Department, dated 27th November and 7th 
instant. Construction of temporary Khojak line sanctioned on your representa- 
tions. 
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No. 144 (Eailway), dated 15tli December 1887. 

From— Tbe Secretary of State for India, 

To — The Government of India. 

The telegrams marginally noted, which have passed between Tour Excellency’s 
Telegram to Viceroy, dated 22nd Novem- Government and myself, since the receipt 
dUto, dated23ra November 1887. 

26th September 1887, have conveyed to 
you my sanction in Council to the extension of the Sind-Pishin Railway in the 
direction of Kandahar, by crossing and piercing the Amran Range by the route enu- 
merated as No. 3 in your above-quoted Railway letter, which route your Govern- 
ment, on the reports of your professional advisers, recommend as the best for adop- 
tion. 

2. After a full and careful consideration of the three possible routes described in 
your letter, I came to the conclusion that the continuance of the existing line 
from Killa Abdulla to a point on our frontier a little beyond Chaman, via the 
Khojak Pass, without the Abt or any other special system for working, the gra- 
dients being limited to 1 in 40, which an ordinary engine can work without diffi- 
culty, was in a military point of view (and it is from this point of view that the 
requirements of the line must mainly be regarded) the best adapted to the circum- 
stances of the case. 

3. The cost of this route is somewhat high as compared with that by the Gwaja 
route, but the facilities which will be aiBforded by the selected route being worked 
by the engines and trains that run over the line into Quetta are of such importance 
that the additional cost involved is amply justified. 

4. I accordingly sanction the necessary operations for construction of the exten- 
sion in question at an estimated cost of R 1, 25,02, 590, exclusive of an expenditure 
of R 6,09,380 on a temporary line, which Tour Excellency has assured me, by ,your 
telegrams of the 27th November 1887 and 8th December 1887, is absolutely needed 
in connection with pi ovision of the permanent line, and which I have sanctioned 
by my telegram of the latter date. 
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4.“~Sind-Sagar Railway. 


No. 166 (Railway), dated 25t]i October 1886. 

From — The Government of India, 

To — The Secretary of State for India. 

In our Secret Despatch No. 25 of the 22nd September 1884, we reported that 
the cost of converting a portion of the Salt Branch of the Punjab Northern Rail- 
way, and of constructing the Sind-Sagar Railway as a continuation of it, would 
amount to R215 lakhs conventional sterling for 361 miles. The forecast was only 
a rough approximation, and was based on a fair average mileage rate as nearly aS 
our Railway officers could judge, because at that time we had no definite informa- 
tion to guide us beyond a rapid reconnaissance, carried from the salt mines at 
Kliewra down the right bank of the Jhelum to Khushah, and thence across the 
Sind-Sagar desert to Darya Khan on the Indus river, opposite Dera Ismail Khan. 

This project was sanctioned in Your Lordship’s Despatch No. 148R., dated 
November 27th, 1884. A revised estimate, placing the cost at 230 lakhs, was 
subsequently included in the programme submitted in our Despatch, No. 264, 
dated 22nd September 1885, and approved by the Secretary of State’s reply No. 367 
Financial, dated 10th December 1885. 

2. In extension of this project, a branch line to strike the Indus at Mainwali, 
with a view to improved communication with Bannu, was recommended in our 
Military Despatch No. 112 of 10th July 1885, and approved in the Secretary of 
Suite’s reply No. 271 Military, dated 15th October 1885. Some further explana- 
tions on this question will he found in paragraph 22 of our Military Desjatch 
No. 156, dated the 4th instant. 

In the details of the conversion of the Salt Branch from metre to broad gauge, 
moreover, some modifications have, in working out the whole scheme, been found 
indispensable. Originally we contemplated, as stated in paragraph 7 of our De- 
spatch No. 25, already alluded to, the conversion of 54 miles between Lala Musa and 
Miani, thus leaving intact 9 miles of metre gauge from Miani to Bhera, and also 
the 5 miles of the purely Salt line from Find Dadun Khan to Khewra. The best 
site for the Jhelum Bridge proved, however, to be near Malikwal station, only 43 
miles from Lala Musa— a change which rendered feasible a broad-gauge branch of 
9 miles to the Khewra Salt Mines, and consequently the abandonment of the Jliani 
Salt Dep6t, and the despatch of salt direct from the mines without transhipment, 
with a corresponding advantage to our salt revenue. The Find Dadun Khan 
metre-gauge line, 6 miles long, being thus superseded and in course of removal, it 
would have been a most inconvenient and costly arrangement to have kept up this 
short length of 18 miles between Malikwal and Bhera on a different gauge. The 
rails, moreover, were nearly worn out, and must shortly have been replaced. We, 
therefore, sanctioned its conversion ; but as the traffic is very light, we are substi- 
tuting good second-hand rails already taken out of the main line of the North- 
Western Railway, so that the actual outlay will only amount to 2^ lakhs of rupees. 
The whole of the stock we are transferring to the Lucknow-Sitapur Railway. 

3. We have now the honour to report to Tour Lordship the results of the de- 
tailed estimates for this railway, and are glad to be able to state that the original 
rough forecast was in reality a very near approximation to the actual cost of what 
was then contemplated. 

4. As to the distance, we then assumed that about 307 miles of new line would 
have to be constructed, besides 13 miles of temporary fair-weather line across the 
bed of the Indus, and also that 54 miles of metre gauge must he converted, making 
a total of 374 miles comprised in the project, while 14 miles of metre gauge (9 from 
Miani to Bhera, and 5 from Find Dadun Khan to Khewra) would be retained. 
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The final project now submitted provides for lengths of line with their necessary 
equipment as follows 
New Une — 

Miles, Miles. 

(a) Main line from Malikwal on the Eastern Section to 

the right bank of the Chenab river, opposite to 
Shere Shah on the North-Western Railway = . 295 

(b) Branch from Mehmedkot to Koreshi, opposite Dera 

Ghazi Khan == 8 

303 

(c) Branch from Huranpore to Salt Mines at Khewra . 9 

(d) Branch from Knndian to Mianwali ... 9 

18 

Fair-weather Hnes across the bed of the Indus 
river to the deep stream of the river— 

(e) From Darya Khan, opposite Dera Ismail Khan . 9 

(/) From MianwaU, opposite Isa Khel . . . 6§ 

— 15^ 


Total new line 

Converted liner-^ 

(/) Lala Musa to Malikwal, including 2 miles extra for 
new suitable junction at Lala Musa . 

(gr) Malikwal to Bhera ...... 


Total converted line . 63 


Grand Total . 399t 

The new line, excluding the subsequent additions [(o), {d) and (/)] mentioned 
in paragraph 2, is thus 312 miles, compared with 320 in the original forecast. The 
conversion is, as explained in paragraph 2, 9 miles shorter in the moi e expensive 
item of the main line, but comprises 18 miles of cheap branch line conversion 
not previously contemplated. Finally, while the original project consisted of 3745 
miles of new and converted broad gauge, and 145 miles of old metre gauge retained, 
to which the Mianwali Branch of 9 miles, with 6i of temporary line, has been 
added, making a total of 403i miles, the final outcome is 399^, or a saving of 45 
miles, due to the shorter length of the Darya Khan fair-weather line. 

5.* Turning now to the question of cost, the present estimates, to which we ask 
Your Lordship’s sanction, amount to R265^ lakhs, and are divided thus : — 

R 

Construction of Western Section, including ferries . 2,41,32,186 
Conversion of Salt Branch or Eastern’ Section, and extra 

stock 24,13,326 


Total . 2,65,45,512 

The original forecast of 1884 was 215 lakhs, and the revised amount provided in 
the programme of 1885, 230 lakhs, as stated above, both being conventional sterling. 
I'he subsequent additions amount to 43^ lakhs us under : — 

Lakhs. 

(a) Mianwali extension and temporary line ... 9 

(b) Substitution of 75-lfe for 62-tb broad-gauge rails by 

Secretary of State (vide Despatch No. 6 R.S., 
dated 25th February 1886) 6^ 

(c) Loss on exchange included in estimates under recent 

orders . • 28 

43 ^ 


Total . 
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Excluding these additions, the result is 222 lakhs in round numbers, and there 
is consequently im excess of only seven lakhs in the present estimate compared with 
the original forecast of 1884, but a saving of eight lakhs on the revised figure of 
885, notwithstanding the additional conversion to Bhera not then contemplated. 

To put the matter in another form, the present estimates shew a gross excess of 
35i lakhs over the figure of 1885, but, after deducting 34^ lakhs for heavier rails 
and exchange as above, a net excess of only one lakh, notwithstanding that we 
obtain 16^ miles of new 5' 6"' line and 9 miles of converted line more than was 
originally contemplated This result has been attained by the strictest economy iu 
design and execution. 

6. Our Hailway Despatch No 154, dated 4th October 1886, with its accompany- 
ing index map, will have shewn how the railway lias been aligned, and the progress 
made with its construction, but further details seem necessary, and are given below. 

1 . The estimate for the Western Section now submitted amounts to 
R2, 41, 32, 186, or R71,715 per mile. Provision is made in it for steam ferries on the 
Chenab river at the main line terminus opposite Shere Shall, and on the Indus river 
at the crossings for Dera Ghazi Khan and Dera Ismail Khan. It may also be neces- 
sary to provide improved arrangements foi the ferry crossing at Isa Khel ; hut 
the matter is under consideration, as intimated in paragraph 22 of our Military 
Despatch No. 156, already referred to, and is not included in the present estimate. 

8. On the portion of this section between Find Dadun Khan and Khushab 
much more water-way has been given than was at first anticipated, but on other 
sections our mileage forecast was found more than ample. The estimate for ballast 
lias been made on the supposition that provision for this will be only necessary on 
some 80 miles at the northern end, where timber sleepers are being used, and that 
for the rest of the line, which is being laid with steel sleepers, the ordinary sand 
or alluvial soil will serve for their packing. But the experit-nce of the past hot 
season, throughout which some 4 or 5 material trains have been constantly worked 
over the Southern Section, goes to show that the sand is for considerable distances 
exceedingly fine, and is blown away from under the steel sleepers by the hi»h 
winds which are constant during the hot season. It may therefore be necessary 
to ballast these places, either wholly or in part, with broken brick j but as we have 
not at present sufficient information on the subject, no extra provision has been 
made for this work. Should it be necessary to add a top layer of brick-ballast, or 
to cover the sand ballast with a layer of bricks laid loosely over the sand, the fur- 
ther expenditure may be estimated at about RIO lakhs. 

9. Tor the conversion of the Eastern Section from the metre to the standard 
gauge, the estimate now submitted amounts to R18,63,326 for the conversion of 
the whole 63 miles of line, and we have added to it a general provision for addi- 
tional rolling-stock. The details are as follow : — 


R R 

Conversion, Lala Musa to Malikwal . • • 15,95,086 

„ Malikwal to Bhera , . , , 2,68,240 

18,63,326 

Additional rolling-stock for the whole line debited 
to this section 5,50,000 


Total . ... 24,13,326 


10. In connection with the subject under notice, we may inform Tour 
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Lordship that our Director General of Railways lias submitted approximate esti- 
mates for briddug tbe Chenab river at Shere Shah, and for connecting the Western 
Section with the Kbushalgarh Branch of the If or th- Western Railway by a line 
from Mianwali to Gaggan. 

Tbe estimate for the Shere Shah Chenab bridge amounts to R42,52,180, and 
provides for a girder biidge of 26 spans of 200 feet each ; but this estimate does not 
include any provision for approaches and subsidiary training works. 

The survey for the Mianwali- Gaggan line to connect the Sind-Sagar line with 
the Khushalgarh Branch of the North-Western Railway shews that it would be 105 
milesinlength, and would cost R 1,1 0,57, 200, or Rl,05,307 per mile. The centre 
and northern portions run through a somewhat difficult country, and thus enhance 
the cost of tbe whole. The ruling gradient would be one in 100. As already stated 
in our Military Despatch No. 156, above alluded to, however, we are not 
prepared to make any recommendation to Your Lordship with regard to either of 
these projects. 

11. Salt traffic has been carried on from the mines at Khewra, over the standard 
gauge line to a ferry at Malikwal since the 1st September last. The Eastern Sec- 
tion from Lala Musa to Malikwal was opened for traffic on the standard gauge on 
the 12th February last; the conversion of the short length from Malikwal to Bhera 
will shortly he completed j and we anticipate the very early opening of the southern 
portion from the Mooltan end as far north as to opposite Dera Ismail Khan. 

12. In conclusion, we have already in Railway Despatch No. 154, dated 4th 
October 1886, drawn Your Lordship’s attention to the very satisfactory progress 
that has been made with this railway, and we have now pleasure in reporting that 
the works are being carried on in a very creditable and economical manner. They 
have been designed and executed by the Engineers-in-Chief who have been in 
charge from time to time (Messrs. F. L. O’Callaghan, C.I.E., F, R. Dpcott, and 
J. Ramsay). 


SIND-SAGAR STATE RAILWAY. 
Western Section. 
Alsiract JS^timate of cost. 


Major Head. 


Minor Head. 


Work. 


Amount. 


I 

II 

III 


.... Preliminary expenses . 

Land . . . , 

1 Earthwork . , , 


78,000 

2,20,000 

10,96,460 


2 Beidoewobk— 


1. — Minor bridges 

2. --Large bridges 


6,25,864 

32,88,400 


IV 

V 


VI 

VII 

VIII 

IX 


4 

5 
1 
2 
1 

3 

4 


Level crossings 
Fencing 
Ballasting 
Permanent way 
Stations and offices 
.Staff quarters 
Station Machinery 
Plant . . . 

Steam , 

!!■ Ilinr s oi.k , 

I.a.wbll'.l.ni.l'l , 


2,64,131 
1,06,659 
6,48,091, 
1,10,59,779 
6,62,379 
3,64,358 
8,31,916 
. 4,06,360 

7.00. 000 
33,00,000 

6 . 00 . 000 


2,41.32,186 


Total 
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SIND-SAGAR STATE RAILWAY. 

Eastebn Section. 

Abstract JEstimate of cost of conversion from metre gauge to broad gauge. 


Head. 

Lala Musa to 
Malikwal. 

Malikwal 

Bhera. 

Total. 

BjnvtAXEs. 




S 

B 

R 


Preliminary . , 



9 


9 


Land . . 



61,700 


61,700 


Earthwork , 



67,600 

4,546 

72,046 


Bridgrework 



7o,242 

6,200 

76, .532 


Ballast . . • 



2,02.600 

49,633 

2,62,133 


Pei manent-way . . 



9,96,760 

1-79,624 

11,76,384 


Stations and Buildings 



66,162 

1,246 

67,397 


Station machinery • 



1,06,108 

17,338 

1,23,446 


Scalf quarters . • 


• • 

6,815 


6.815 


Plant, Engineering . 


• « 

7.200 


7,200 


Bollin^-stock , , 


t « 


.. ... 

6,50,< 00 


Establishment . • 


• • 

10,000 


10,000 


Contingencies • k 



20,0(.0 

9,665 

29,665 



TOTiL 

16,95,086 

2,68,240 

24,13,326 



Ko. 1 (Railway), dated 6tli January 1887. 

From— -Tlie Secretary of State for India, 

To— The GoTemment of India. 

I have had before me in Council your letter No, 166, dated the 25th October 
1886, forwarding a fresh estimate of the Sind-Sagar System of railways. 

2. It appears that the modifications and additions which you have deemed it 
necessary to make to the original designs for these lines have raised the esi.imated 
outlay to about 35i lakhs in excess of the 230 lakhs provided in the programme of 
1885. The total cost will now be 287i lakhs, viz,, the 265^ lakhs just mentioned, 
and 22 lakhs for the original cost of the metre-gauge line from Miani to Bbera, 
as stated in Lord Hartington’s Public Works Despatch No. 183 of the 22nd De- 
cember 1885. 

3. I observe in the figures given in paragraph 5 of your letter under reply that a 
sum of 28 lakhs for loss on exchange is stated to be included in the estimate of addi- 
tional expenditure “ under recent order,’^ I am not aware how any recent orders 
can have affected the exhibition of loss by exchange on English capital expenditure 
for Public Works, and I shall be glad to know how the amount has been arrived at, 
and whether a similar charge was omitted in the forecast of 2,852i lakhs for the 
whole frontier system sanctioned by Lord Randolph Churchill’s Financial Despatch 
No. 367, of the 10th December 1885. You state that the “ strictest economy in 
design and execution” has been observed in carrying out this railway, and I accept 
this assurance of Your Excellency, and accord my sanction to the estimates 
submitted. 

4. 1 have to add that I receive with pleasure the testimony which you bear to 
the creditable and economical manner in which the works have been designed and 
carried out by Messrs. F. L. O’ Callaghan, P, R, Upcott, and J. Ramsay of your 
Public Works Department. 
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5.— Chenab Bridge. 


35To. 187 (Railway), dated 10th October 1887. 

From— The Government of India, 

To— The Secretary of State for India. 

With reference to paragraph 13 of our Military Despatch No. 156, dated 4jth 
October 1886, and paragraph 8 of Your Lordship’s Military Despatch No. 24, dated 
27th January 1887, we have the honour to report, for Your Lordship’s information, 
that in May last we ordered a survey to be undertaken of the River Chenab at 
Raniu walla, on the Sind-Sagar State Railway, in view to the selection of a site for 
a railway bridge over the river at that place, and we have, within four months of 
the date of issue of those orders, been furnished by our Director General of Rail- 
ways with the project for this bridge. 

2. We beg to transmit herewith copies of letter from our Director General of 
Railways, No. 986 0., dated 21st September 1887, together with the report and 
abstract estimate relating to the bridge and the works connected with it. 

It will be perceived that the bridge, 
which is for a road as well as a railway, 
is estimated^ to cost R50,00,000, as detail- 
ed on margin, and we would ask Your 
Lordship’s sanction to its construction 
being taken in hand at once, in order that 
the indispensable preliminary of brick- 
making may be carried on during the coming fair season. 

3. The outlay in the current year is not expected to exceed 6 lakhs of rupees, 
which we shall he able to provide out of our reserve for Military railways. The 
allotment for next year is provided for in paragraph 11 of our Despatch No. 67, 
Public Works, of this date. 


Bridge p« oper, including stone pro- 
tection of piers .... 87,40,418 
River training works . , , 8,83,680 

Line to connect the bridge with 
North-Western Railway, and new 
junction station , , . 8,76,904 

Totxi. . 60,00,000 


Dated 1st November 1887. 

Telegram from—* Secretary of State, 

To — ^Viceroy. 

Tour telegram in the Public Works Department dated 1 st November. Collec. 

tion materials Chenab Bridge sanctioned. A Despatch on the'subjeet will follow. 
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e.— Mandalay Extension—Burma Railway. 


No. 148 (Railway), dated 20tli September 1886. 


From — ^The Government of India, 
To— The Secretary of State for India. 


In paragraph 6 of his Despatch No. 52 of 10th June 1886, Lord Kimberley 


Telegram, dated 16tli July 1886. 
Fiom— Viceroy, Simla, 

To— Secretary of State, London, 

y^ur Despatch No. 52 of 10th June, para- 
graph 6. Having requested Bernard to send 
mo his opinion on (the) question of road 
ocrsMfi railway, he has replied: 

Trunk road without budges over six or 
seven big streams would cost for construction 
about dO lakhs, and for maintenance yearly 1^ 
lakhs, and it would not serve purpose of rail- 
way in respect of trade, because native pro- 
duce could not bear expense of transport over 
such great distances. Cost of moving troops 
and supplies would be five times as great, and 
time occupied ten tiroes as long. 

In short, railway would be far more effec- 
tual in pacifying country, promoting trade, 
and strengthening outer positions, m military, 
political, and administrative sense. 

Method of first constructing road and after- 
wards laying rails upon it is condemned by 
all Indian experience as expensive, inconve- 
nient, and unsatisfactory. 

Bernard's arguments, of which (the) above 
is {a) bare outline, appear to us conclusive in 
favour of railway. Fuller statement of ques- 
tion will be forwarded in due course. 


desired to be furnished with fuller infor- 
mation as to the grounds on which we 
deemed it a matter of the utmost import- 
ance to commence at a very early date the 
construction of the railway from Toungoo 
to Mandalay, and His Lordship suggested 
for our consideration the question whe- 
ther, at any rate until the finances of the 
province are in a better condition, the 
attention of the Government might not be 
moie advantageously devoted to making 
good roads, passable at all seasons, between 
the vaiious principal stutious. On the 
16th July last we replied by telegram, 
quoted in the margin, giving in outline 
the arguments put forward by Sir Charles 
Bernard for giving the preference to a 
railway, which appeared to us to be con- 
clusive in favour of his proposal. We 


have now the honour to forward the fuller statement promised in our telegram, 
together with copies of two memoranda submitted by the Chief Commissioner re- 
viewing exhaustively the military, political, and financial aspects of the question, 
to which we invite Tour Lordship’s particular attention. We send also copy of a 
note prepared in our Public Works Department analysing the various proposals we 
have received for the construction of the extension to Mandalay through the agency 
of private enterprise. 

2. Tour Lordship will perceive from a perusal of Sir Charles Bernard’s notes 
that the construction of the proposed railway is practically an administrative neces- 
sity, owing to the physical configuration of the country, by which the entire east- 
tern section of the province is cut off from communication with the great arterial 
line of the Irrawaddy river, which serves as the highway of trade and base of mili- 
tary operations for the Western and Central districts, A well-devised system of 
comparatively short and cheap roads to connect the more inland! towns and villages 
of these naturally favoured districts with those on the banks of the main stream or 


of its navigable affluents will suffice to give easy access to them at all seasons and 
afford every necessary administrative and commercial facility for many years to 
come. The transport by cart of bulky country produce is always costly, but short 
leads to points where water carriage is available add but little to the aggregate cost 
of conveyance from the place of production to final destination, and under no condi- 
tions are they ever altogether avoidable. Military operations of which the scope 
does not extend much above an ordinary day’s march from a river base can moreover 
always be executed with rapidity, and they entail no embarrassment on account of 
land transport for the carriage of supplies, &c. 

3. The case of the Eastern districts lying between the Shan hills and tl^ Pegu 
Toma range is however quite different. This extensive tract, about 150 miles long 


2 H 
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-wifcli an average breadth of about 50 miles, is for all practical purposes land-locked 
and possesses no natural line of through communication or outlet for its produce. 
A considerable portion of it is fairly populous^and well-cultivated, and the only bar 
to the extension of cultivation is the difliculty of carrying the produce to a profita- 
ble market. The cart tracks across the broken upland country which separates it 
from the Irrawaddy are few and bad, and the distance to be traversed before water 
carriage can be obtained varies from 80 to 100 miles. Owing to the long land march 
required to gain access to the heart of this tract, whichever way it is appi cached, 
the movement of troops is a costly and tedious matter, and the position of our garri- 
sons on the Shan border, cut off as they are from all possibility of speedy reinforce- 
ment in case of emergency, a source of anxiety. The difficulty of access, and the 
slowness with which military movements have necessarily to be executed, are 
moreover calculated to dispose the people to turbulenpe, and as a consequence to seri- 
ously retard the work of pacification. 

4. Whether we connect these isolated districts with the great highway of the 
Irrawaddy at three or more points by cross roads perpendicular to the general course 
of that river, or with the river on the north at Mandalay and with the railway on 
the south at Tounghoo by a trunk road, traversing it from end to end, the cost will he 
piactically the same, viz., about 30 lakhs in either case without bridg(‘s over the 
principal streams. But to effectually open out the tract by roads alone, so far ns it 
can be opened by means of roads only, would in our opinion require the construction 
of both, the cross and the longitudinal roads, involving an outlay of not less than 
60 lakhs, and for this sum we should obtain about 500 miles of road, with the priti- 
cipal streams unbridged. Some sections of the cross roads would necessarily have to 
run through wild and rugged country involving stiff inclines and heavy haulage. 
With the help of such a system of longitudinal and transverse roads reinforcements 
and supplies could probably be made to reach Temethen,— the heart of these dis- 
tricts— in about 10 days after despatch, from either extremity, of the trunk line or 
from a point on the river base along oue of the transverse routes, provided the neces- 
sary transport could be immediately collected and made available for the use of the 
expeditionary troops. But with the help of a railway the time required to reach 
Yemethen would be scarcely as many hours, and no delays need be apprehended on 
the score of transport. 

We must, however, explain that the above figures are Sir 0. Bernard's, on the 
basis of an average of Bl 2,000 per mile, which appears to us to be very low. 

5. As regards the development of trade and agriculture, which we look upon as 
a most important factor for the success of any scheme for the early settlement of 
the province, we have no hesitation in accepting Sir C. Bernard’s views as to the 
inadequacy of roads alone to produce any marked effect upon either, so far as the 
eastern districts are concerned,' In a country so naturally fertile as Burma it 
requires but little effort to obtain from the soil sufficient food for the needs of the 
people, and the stimulus of a ready and remunerative market for the products of its 
lalwur is necessary to induce a pleasure-loving race, not too prone to physical exer- 
tion, though keen traders where a fair profit is attainable,, to settle down to the 
peaceful occupations of agriculture and commerce., 

A railway while under construction would provide. ample employment for the 
labouring classes, and the influx of money into the district would give an impetus 
to, p^oduot^on and trade, which the facilities afforded by it on opening would subse- 
quently foster and enlarge.. 

Sir Charles Bernard shpws conclusively to our. minds that no system of road 
communication which it is possible for us to make will bring the districts along the 
Shan border within reach of a profitable market for their produce. The distances 
to be traversed and consequently the cost of transport by cart will be too great to 
allow of the necessary margin for profit in competition with the produce of more 
favoure*!^ localities* The State cannot find continuous employment for a population 
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which has no incenti-ve to work in its own interests, and, lacking employment of a 
sufficiently lucrative character to keep the masses occupied and content, civil ad- 
ministration would, we fear, be impossible without the constant presence and support 
of a large military garrison scattered in strong detachments over the face of the 
country and maintained at a cost far beyond the capabilities of the provincial fin- 
ances to bear. 

6. A railway to connect Mandalay with Tounghoo may therefore, on the grounds 
above set forth, be looked upon as a necessity of economical administration; that its 
construction would greatly contribute to the strength of our military position in the 
jirovince, and more especially in its eastern and least accessible districts, we have 
already pointed out; and we may also add that from a political point of view the 
effect of opening a railway to Mandalay cannot fail to be most important bi)th on 
Upper Burma and on the Shan States bordering it, by removing conclusively all 
doubts as to the conquest of the country and as to its having been finally annexed — 
facts which have not yet been fully realised by a considerable proportion of the 
people. That as a commercial undertaking it would ultimately prove a decided suc- 
cess we have the experience of the railways already made and working in this 
province, under almost precisely similar conditions, to justify us in confidently 
predicting. The initial cost of a railway would, indeed, be from 6 to 7 times as 
great as that of a trunk road of the same length or from 3 to 4 times that of a com- 
bination of cross and trunk lines of road, but the capital sunk in its construction 
would in a short time give a return exceeding the interest charges on it; whereas 
the mere maintenance expenses of a road system would represent a capitalised sura 
fully 60 per cent, greater than its first cost. The traffic thrown by the extension 
on the Tounghoo-Bangoon Section would also be a source of considerable revenue 
with which the extension may fairly be credited as indirect profits. The railway 
would thus not only be self-sustaining, hut contribute from its excess profits towards 
the up-keep of the roads which must hereafter be made to supplement and feed it, 
besides being an instrument for the pacification and development of the districts it 
will serve incomparahly superior to any system of roads, however perfect. 

7. We have not yet received any detailed project for the railway, but the note 
by the Chief Commissioner, dated 10th June 1886, describes clearly the route the 
proposed railway would follow northwards from Tounghoo to Mandalay. Some 
tune ago we sanctioned an estimate amounting to ftl,61,000 for the survey of the 
line, and the preparation of the necessary estimates. The section between Tounghoo 
and Ningyan, a distance of 59 miles, has now been carefully surveyed and the line 
located. A detailed survey of the part south from Mandalay to the crossing of 
the Panlaiing river beyond Kyaukse, a distance of 44 miles, has also been made, 
and we are assured that the estimates for those sections will be submitted in time to 
allow construction to begin in October should sanction be accorded to the project. 
It has not yet been possible to make detailed surveys along the intervening section, 
but the part between Ningyan and Temethen is well known, and the remainder 
has recently been reconnoitred by our Railway officers. We are therefore in pos- 
session of sufficient knowledge of the physical features and of the obligatory points 
on the route to establish the fact that the country is easily practicable for a line of 
railway. 

8. Until the line is located throughout, it cannot be said what its exact length 
wiU he 5 but the Chief Commissioner now places it at about 240 miles. Assuming 
that the distance is under-estimated and that it may eventually .amount to 260 
miles, and allowing a mileage rate of R87,000, which has bean the average cost of 
the existing railways in Burma after correction jfor loss by exchange, the extension 
from Tounghoo to Mandalay may be expected to cost at the most not more than 
R225 lakhs in round numbers. It will be observed that this estimate is higher 
than that of Sir 0. Bernard, which seems over-sanguine, and also omits exchange'. 

9. In the beginning of the next working season, say, 1st November, we expect 
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to "be in a position to commence work on about 103 miles of line —59 at the southern 
end and 44 at the northern end. In the interval we shall have had full time to 
consider and pass orders on the detailed plans and estimates of those two sections. 
If, therefore, we are able to utilise the approaching working season to the utmost, 
and to prosecute the work with energy, these two sections should be completed for 
tr.ifldc by the beginning of the year 1888 ; indeed, Sir 0. Bernard considers that 
wdth an early commencement it would be 'possible to open the southern section as 
far as Yemethen by April 1888, and the line throughout by March 1889. We 
shall have no difficulty in providing an efficient staff for the whole work from our 
regular establishment. We would invite Tour Lordship’s attention to paragraphs 
14, 15, and 16 of the Chief Commissioner’s note of the 10th June, in which the 
questions of traffic prospects, local labour, and the great desirability of starting work 
as early as possible are fully stated. 

10. We will now proceed to consider the question of the agency that it is desir- 
able to employ for making the extension. Apart from financial considerations,*' very 
strong reasons exist for retaining the entire control of the operations in the hands 
of Government. 

In the tract through which the railway will pass the villages have been much 
disturbed by daooits and rebels, and special measures may be necessary for some time 
to come for the protection of the works j in fact, the various station buildings may 
not improbably have to take in the first instance the form of small fortified posts. 
In the event of the country remaining for any length of time in an unsettled state, 
such as to impede work, we should undoubtedly have to meet troublesome claims 
from any company prosecuting the works under any form of Government guarantee. 
Moreover, we should not have the complete control in the event of war which it was 
thought so important to retain in the case of the railways on the North-Western 
Frontier. 

As regards the mere agency of construction, we have already pointed out that our 
existing establishment is sufficient to undertake the work, and experience has abun- 
dantly shown that, under normal circumstances, progress under the State compares 
not unfavourably with that under guaranteed or private companies, provided that u 
steady supply of funds can be relied upon. Such a supply, it may be admitted, is 
assured by the employment of private companies, but it is an advantage for which 
we may be called upon to pay too heavily; and the various proposals that have 
already come before us for consideration seem to be all more or less exorbitant,— iu 
one case at least unsound. 

11. Assuming that Government retains the existing lines iu its own hands, and 
carries out the extension from loans raised at 3^ per cent.; assuming also that 
work is started iiiNovemher next, the financial results would probably be some- 
what as under 
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:yofe.-Thi8 ttem necessarily indndeBlncreiiBe on eiisticg lines due to expansion of local traffic, 
as well as to traffic brought on them by the extension. ^ 
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It may be mentioned that this forecast assumes that the entire system will be 
earning 4 per cent, on its capital in the year 1892-93 : a further development 
may be reasonably expected in subsequent years. 

12. Of the proposals that have been made by private companies, the most ap- 
parently favourable to Government is that submitted by Messrs. Waring & Co. 
(with whom are associated Sir James Brumlees & Co. and Messrs. Ransom es and 
Rapier). Under these proposals Government is asked to cede to the Company for 
a short term of years the surplus profits of the existing lines, after recouping 
itself 4 per cent, interest on the cost of their construction ; in fact, the Company, 
it is^understood from a communication received from Sir 0. Bernard, is prepared 
to gaurantee Government 4 per cent, on the cost of the existing lines. Beyond 
this temporary cession no guarantee is asked. The Chief Commissioner thinks 
that such a cession might extend over a period of 4 years if the line is pushed 
only as far as Mandalay, and for a further term of 6 years if it is taken to 
Bhamo, but it is hardly probable that so short a period would suffice even under 
the most favourable circumstances ; and in our opinion it would be inadvisable to 
enter into any agreement which would eventually divide the management of the 
system. 

13. Prom a purely financial point of view the scheme appears unsound, and is 
based on the misconception that the existing lines now pay far better than is actually 
the case. In 1882-83 and in 1883-84, indeed, the percentages earned by the Irrawaddy 
line amounted to 4‘45 and 4*92 respectively 5 but we doubt if in the present un- 
settled state we can hope for a much greater dividend than 4 per cent, even on this 
line, and the Tounglmo line has not at present attained a sufficient development 
to be relied upon to give a return of more than 3 per cent, for the next two or 
three years. In the earlier years of constr*uction, therefore, the Company would 
be compelled, under such a concession, to make good to Government from its capital 
any deficit in interest due on the capital of the existing lines, and would probably 
have to provide similarly for the interest on the additional capital required for the 
extension. Our present knowledge, moreover, scarcely warrants the hope of the 
entire Burma system, including th3 extension, paying more than 4 per cent, for 
some years to come. 

It seems to us impossible therefore that unde onditions such as those offered 
by Messrs. Waring the requisite capital could be raised, more especially as the 
existing lines cannot yet be said to he certain of covering even in the near future 
4 per cent, on the cost of their construction ; and such a contract as they propose 
could scarcely fail to terminate prejudicially to ourselves, in some such manner 
as that of the Bengal Central Railway. 

14. Messrs. JPinlay, Muir & Co. have proposed to buy up the existing lines and 
construct the extensions on a guarantee of 4 per cent. + ^ surplus profits ; and a 
Company represented by Messrs. Thelwall and Robinson offers similar terms, 
substituting f for ^ the surplus profits. 

Under the Finlay-Muir scheme we estimate that the cost to Government 
during the first seven years would he nearly 6 lakhs of rupees greater than if the 
extension were made by Government, and that thereafter the loss would be 
R 1,1 2.600 per annum if the system earned 4 per cent., and an additional loss of 
R2,65,000 per annum for each 1 per cent, in excess of 4. 

16. Lieutenant-General Dickens’ scheme, which was forwarded to us with the 
Despatch of 11th March, is still less favourable to Government, showing a net 
comparative loss to Government during the first seven years of about R19 lalchs 
and an annual loss of nearly R4^ Inkhs, assuming the railways to yield 4 per cent., 
which loss would be further increased by Rli lakhs for each additional 1 per cent, 
in excess of 4. 

16. We attach for Tour Lordship’s information a note comparing in detail the 
financial results of the various proposals above referred to for the purchase and 
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extension to Mandalay of the Burma Rulway, with those of management and exten- 
sion by State Agency, in which it is made clear that we should suffer very consider- 
able loss by selling the existing lines to a Company and entrusting it with the 
extension. The advantages from all points of view being so manifestly in favour of 
construction by the state, we have no hesitation in recommending that course for 
Your Lordship’s favourable consideration. 

17. With reference to the construction of the line by State agency, we have 
very carefully considered the suggestion made in paragraph 61 of Lord Kimberley’s 
Despatch No. 216 Financial, dated the 29th July last, that the funds “should, if 
possible, be found by the postponement of operations on other lines of railway, or 
of some other expenditure not equally urgent.” *We do not think it would be 
desirable in the interests of economy to stop the construction either of the famine 
lines in active progress or of the frontier lines now rapidly approaching completion. 
On the other hand, it is necessary for political reasons to complete with the least 
possible delay the scheme of frontier and coast defence works at present in hand, 
the urgency of which is not, we believe, cdlled into question. 

It is not, therefore, possible to find the necessary funds by the postponement of 
operations on other lines of railway, or of some other expenditure not equally 
urgent. At the same time, we are fully aware of the objections to increasing, in 
the present financial situation, the amount of out obligations, and especially of our 
annual borrowing in the naarket. We are on the whole of opinion that the least 
objectionable method of providing ourselves in these circumstances with the neces- 
sary funds will be to parry out, on the conditions proposed in our Despatch No. 196, 
dated 26th June 1886, the negotiations at present in suspense for the prosecution 
of the Nagpur-Bengal Railway scheme. The terms might be “ Indian Midland,” 
Bengal and North-Western,” or such as Your Lordship may, under the circum- 
stances, deem preferable. The concession would provide us with a refund amount- 
ing to about 111 lakhs of rupees, which will, we calculate, with other resources at 
our command available to meet any small possible excess, enable us to meet nil 
demands for the Mandalay Extension up to the close of 1887-88. By that time, 
the famine and frontier railways now in hand ' will have been completed, and 
the question of the mode of supplying funds necessary for the completion of this 
extension in 1888-89 can be considered in the light of the circumstances of the 
time, without prejudice to the prosecution of railways in course of completion, 
such as at present make the question of provision of funds more embarrassing to 
deal with. It is not to be denied that we shall under the plan which we propose 
add to our obligations in the ensuing year by the amount of the refund anticipated 
The necessity, however, in which we believe ourselves placed of bringing to com- 
pletion without waste the works on which we are actually engaged and at the same 
time of carrying out without increasing the amount of our annual loan operations 
the project the urgent need of which forms the subject of this Despatch seem to 
us, in the present instance, to justify the course which we propose. It may be 
added that the scheme which we now put forward for Your Lordship’s acceptani e 
will enable us to carry to early completion a section of the Beogal-Nagpur project 
which is likely to be very remunerative, and which, as shown in our Despatch 
No. 132, dated 20th April 1886, will not impose on our finances during construc- 
tion a burden in excess of that which otherwise must fall on them, for repair of 
the present narrow gauge line, should that line be maintained. 

18. If Your Lordship accepts our conclusion that the early construction of the 
proposed line of Railway is indispensable for the speedy settlement of the country 
and the subsequent development of its trade and great natural resources, and that no 
system of roads will as effectually or as speedily serve the same end, we trust that we 
shall receive by telegraph Tour Lordship’s sanction to allow ^ ork to be commenced 
on the sections of the line for which we may receive complete projects, as soon as 
the season will permit and the necessary funds can be provided. 
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Memorimlum hy Sir Oharles Bernard, K.C.S.X , Chief Commissioner of Burma, 
dated the 10th Jane 1886. 

On more than one oooasion recommendations have been made to the Government 
of India that a railway should be made through Her Majesty’s new dominion of 
Upper Burma to Mandalay and eventually to Bhaino, which latter place is clo*«e 
to the border of Western China. The Government of India have fully recognisc'd 
the importance of the matter, and have authorised the detailed survey of the pro- 
posed railway line as far as Mandalay at an estimated cost of about 1 1 lakhs of 
rupees for the survey alone. The work is in progress By September next we 
shall have 100 miles of the line surveyed, aligned, staked out, ready for prosecution, 
with detailed plans and estimates, and we shall also have a reconnaissance by Rail- 
way oMcei-s of 40 to b‘0 miles more. The whole length from Tounghoo, the present 
terminus of the Lower Burma line, to Mandalay will be, approximately, 220 miles, 
and the total cost of the extension to Mandalay will be about 168 lakhs of rupees 
or £1,260,000 at Is. 6d. per rupee. 

The railway onwards from Mandalay to Bhamo will be a heavier undertaking 
than, and may be kept apart from, the Mandalay railway scheme. It is proposed 
now to discuss the Mandalay project only and to dwell specially on—; 

(i) the need for such a railway ; 

(ii) the best route for the line j 

(iii) the political, military, and commercial advantages that would result ; 

(iv) the probaHe traffic that would come to the line j 

(v) the labour available for the work. 

2. Mandalay is a city of about 100,000 inhabitants j it is the only place in 
Upper Burma that contains more than 12,000 or 15,000 people ; it has by far the 
largest trade in Upper Burma ; it is the source whence districts containing about 
li- millions of Barmans and perhaps two millions of Shans draw their supplies of 
piece-goods, yarn, hardware, crockery, salt, salt-fish, and other imported products. 

It is also the entrepot whence is despatched about one-half of the exports from 
Upper Burma southward The total value of the exports and imports passing 
between Upper and Lower Burma daring recent years has been about 400 lakhs of 
rupees yeHrly ; and rather less than half of this total is either consigned to, or despatch- 
ed from, Mandalay. The bulk (more than' 80' per cent.) of this traffic is carried by 
ste'iimers and flats belonging to the Irrawaddy Plotilla Company. This Company 
run two steamers a week each way betw'een Rangoon and Mandalay ; they take 10 
to 12 days on the upward and 7 to 10 days on the downwards joUmey ; they also 
tun once a week each way between Prome and Mandalay a single-handed steamer, 
by which mails and passeugeis, taking the railway as far as Prome, make the 
journey from Rangoon to Mandalay in days. 

3. If the proposed railway served Mandalay only, it might be questionable 
whether new means of through communication were really necessary, when we 
have an exc<*llent highway in the river Irrawaddy and first-rate steamers plying 
thereon. Still, even for the Mandalay trade alone, it will be a very great advantage 
to the country and to the people to have an alternative and more rapid' means of 
communicatibn .Tens of thousands of field labourers come down yearly from 
Upper Burma to the rice-lands of the delta, returning home after the harvest. 
The journey to and fro between' Mandalay and Rangoon now occupies 8 or 10 days, 
even when immigrants use (as they generally do) the railway as far as Prome. By 
railway the journey would take two days, and the wages (at R4 per week) of the ex- 
tra days would go far towards paying a labourer’s downward railway fare. So with 
costly merchandise, like piece-goods or silk fabrics, the saving* of time in transit 
would be a distinct g.dn. The existence of an alternative means of conveyance 
would serve the public, introducing a healthy competition. 'I he Flotilla Company 
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having defeated all competing steamers, and having nearly run native boats off the 
liver so far as through traiBBlo is concerned, have now a practical monopoly of the 
river trade j they make large (not to say excessive) profits, and their charges on 
high for water carriage. Tor instance, the fare for a deck passenger without food 
from Rangoon to Mandalay is it 12-8-0 and from Prome (the railway terminus) to 
Mandalay is BIO, whereas the railway will carry 3rd class passengers from Rangoon 
to Mandalay for R6, at a rate of three pies per mile for 3S4 miles. 

There is little reason' to fear that the opening of a railway to Mandalay, though 
it might bring down steamer fares and rates, would seriously injure the Plotilla 
Company, who have done much for, and deserve well of, the country. When the 
Lower Rurma Railway opened to Prome in 1877, it was predicted by some that the 
Plctilla Company would be ruined, for Prnme was one of their chief trading stations 
on the river. But the business of the Company is now larger than ever, and their 
trade has increased more rapidly during the past few years than it did before the 
railway was opened to Prome, 

4. But Mandalay is by no means the only pluce which will be served by the 
proposed railway. The line will run through a land-locked country, far from the 
Irrawaddy river ; it will skirt the base of the Shan hills, through which a large 
trade debouches into the plains by passes opposite Ningyan, Yamethin, Hlaingdet, 
and Kyaukse j it will carry cotton from fields about Hlaingdet and Wundwin to 
Mandalay j it will serve the considerable rice trade now existing between Ningyan 
and Yamethin j and it will convey rice from the irrigated lands of Kyaukse, the 
granary of Upper Burma, to the Mandalay market. Carts now ply on these routes 
by devious tracks across rice-fields, through jungles, over stony uplands, and 
through muddy streams. But the tracks are so rough and difficult, that cart-hire 
in those regions comes to six and seven annas per ton per mile during the five 
months for which the tracks are passable. During seven months the tracks are 
nearly impassable : carts, if they ply at all, carry light loads ; and the cost of 
carriage comes to something over one rupee per ton per mile. No doubt these 
rates would be reduced if good metalled and bridged roads were made ; but such 
roads would cost about R12,000 a mile, and even then cart hire would come to 
about* four annas per ton per mile. Water carriage over any of the routes from 
Ningyan to Kyaukse is quite impossible, save after great outlay on canals, locks and 
reservoirs. Along the line of the proposed railway there are vast expanses of cul- 
turable waste, besides considerable areas which yield a surplus of rice, oil-seeds, 
cotton and pulse, beyond the wants of the local population. It is manifest that 
great additional value would be given to the cultivated lands and much impetus 
would be given to the clearing of waste land if the cost of carrying surplus produce 
to market were reduced from an average of eight annas to an average of one anna 
pe'r ton per mile. 

6. Some years hack, when the railway was first made to Prome, it was intended 
to carry the line on to Allanmyo, and it was expected that the railway of the future 
to Mandalay would be carried up the Irrawaddy valley. But we have now learnt 
more of the country beyond Toungboo, and we have ascertained that the hill range 
known as the Pegu Yoma sinks almost to nothing about Yamethin. Bor some time 
most people acquainted with Burma have been satisfied that the Mandalay Rail- 
way ought to start from Toungboo rather than from Prome. The arguments in 
favour of the Toungboo route are briefly as follows The distance from Toungboo 
to Mandalay is probably from 60 to 80 miles less than from Prome to Mandalay ; 
the country and the marts along the Irrawaddy valley are adequately served by the 
Irrawaddy river with its steamers and boats, whereas the tract from Ningyan to 
Kyaukse and Mandalay js absolutely without any means of through communication 
whatever ; it is much better to carry a railway through a land-locked tract without 
communications than to put it down alongside a fine navigable river j the Toungboo 
route serves the passes and caravan paths into the Shan States 5 some of the stations 
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•will be within a dozen miles or so of the mouths of the Shan passes, whereas the 
Irrawaddy valley route would be scores of miles from the nearest of the passes into 
the Shan hills ; the Tounghoo route is more likely to go near coal* sources than 
the Prome route. For these reasons it seems clear that we are right in preferring 
the Tounghoo route to the Prome and Irrawaddy valley route. 

6. Beyond Tounghoo the first obligatory point is Ningyan, a town of about 
12,000 inhabitants, a place of considerable timber trade, and a mart to which Shan 
caravans much resort. The line from Tounghoo to Ningyan has been surveyed 
and aligned by the Railway Engineers. The distance is 59 miles ; the levels show a 
rise of 140 feet between Tounghoo and Ningyan j the only large stream is the 
Swa, which will perhaps require 360 feet of waterway with two openings of 100 
feet. Beyond Ningyan the line must go up the valley at places barely 15 miles 
broad, between the Shan hills on the east and the Pegu Yoma range on the west. 
This valley leads straight to Yamethin, which is the largest trade mart between 
Ningyyan and towns on the Irrawaddy river. Yamethin is at the water-parting f 
between the Irrawaddy and Sittang rivers. Yamethin is, probably, the highest 
point on the line to Mandalay ; according to barometrical readings it is about 300 
feet about rail-level at Ningyan, or 440 feet above Tounghoo. This section, from 
Ningyan to Yamethin, is about 65 miles in length ; it crosses two considerable 
streams, the Ngaleik, close to Ningyan, and the Sinthe, w'hich will require respec- 
tively about 600 and 1,000 feet of waterway. The Railway Engineers, Messrs. 
Beeston and Guinness, are now (second week of June) reconnoitring the line and 
making a traverse from Ningyan to Yamethin, in order that we may know, ap- 
proximately, where stations will be placed j but the line will not be surveyed or 
staked out till November and December next. 

7. North of Yamethin the line will take the best and straightest route for 
Kyaukse. Notes taken frcm the mouths of natives who know this route seem to 
show that the line would go by Pyawbwe, Nyaungyon, Wundwin, to a point on 
the Panglaung river near Myittha, whence it would run straight into Kyaukse. 
We have as yet no reconnaissance of the route from Pyawbwe to thePanlaung river ; 
but it seems fairly certain that no high grounds will be encountered. This section, 
from Yamethin to the Panlaung, may be about 56 miles ; it will have to cross the 
Samon river, and may have to cross it twice. The Panlaung bridge -will not be a 
formidable affair. The section from the Panlaung river to Mandalay is about 60 
miles. Mr. Gordon is surveying this length from Mandalay to Kyaukse, and he 
has selected the site for the bridge over the Myitnge. He will have full sec- 
tions and estimates ready as fax as Kyaukse by September ; he will have reconnoi- 
tred the length from Kyaukse to the Panlaung* river, and he will have selected the 
site for crossing that river. 

8. The several sections stand thus : — 

Miles. 

I, — ^Tounghoo to Ningyan, abeady surveyed 59 

n. — ^Ningyan to Yamethin, being reconnoitred , well known . . .55 

III. — Yamethin to Panlaung river not yet reconnoitred or aligned, about . 50 
lY. — ^Panlaung river to Mandalay, will have been surveyed and reconnoi- 
tred by September ......... 50 

Add for possible under-estimates or deflections . . 6 

Total . 220 

* Note.—li is not possible to be confident about coal sources until Ibey have been examined and 
tested by competent professional men. Circumstantial reports have been made by Burmese and 
Shan intormants of coal in the Shan States about 40 miles from Tamethin and of coal on the river 
Panlaung- vv-ithm d or 4 miles of the proposed rail-way aJitrnment. The truth of these reports will 
be Investigated as soon as possible. A Shan Sawbwa and a Burmese Thugyi both declared to the 
Chief Commissioner at Yumebhin, on the 28th May. that they saw large specimens of coal taken 
from a pit on the Panlaung river and cairicd to Mandalay ia the time of King Vlindon Min. 

t A'^ofe.—The spill from a tank on the north of the Yamethin rampart goes into the Irrawaddy 
v%d the "'am6ns, the F.inlaung, and the Myitng^ rivers, while the spill from a large tank under 
the southern rumpart of Yamethin makes its way into the Sittang md the Smthe river. 
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Thus we shall have full surveys and working plans ready for section I and for 
the greater part of section lY by September next ; the Railway officers will have re- 
connoitred and practically aligned the railway for section II and the remainder of 
section IV by the same date ; we ought to have surveys for the whole of sections 
II and IV by January ; we shall have reconnoitred and aligned the line throughout 
section HI by the same time. Ningyan, Yamethin, Kyaukse, and tlie crossing 
over the Panlaung woll all be obligatory points. Mr. Beestou reports that over 
his section the line has been very carefully chosen, and is not likely to be changed. 
So far as he has gone, he looks upon the country as easier for a railway than the 
greater part of the Rangoon and Tounghoo line ; and he found the foundations for 
his bridges favourable and cheap. 

If Mr. Mathews, the experienced Chief Engineer,* after examining the plans, 
grading, and bridge projects, and after inspecting doubtful or critical parts of the 
line, is able to approve the alignment and estimates, it is hoped that work may be 
begun at Tounghoo, on both sides of Ningyan, and at the Mandalay end in Novem- 
ber next, and that orders may be sent home for the ironwork of the Swa, Ngaleik, 
Sinthe, Myitnge, and a few other large bridges. If orders to begin work are 
received iu November, and if funds cau be made available as they are re<iuired, 
there is no reason why the earthwork from Tounghoo to Yamethin should not be 
completed and much progress made with the brickwork before June next. If the 
bank is ready before the rainy season of 1887, ballast and rails could be laid after 
December of that year, and there is no reason why we should not open from Toun- 
ghoo to Yamethin, and from Mandalay to the Panlaung, by March 1888. Delay 
may be caused by the masonry and ironwork of the big bridges. But if orders to 
begin work come in November 1886, the kilns will begin to turn out bricks by the 
end of January 1887, and work ought to go on rapidly during the open season of 
that year. If this can he done, and if funds are availablei^ we ought to be able to 
open through to Mandalay by March 1889, or within 2i years of turning the first 
sod. 

10. Concerning the advantages that would result to trade and agriculture in 
Upper Burma, something has been said in the foregoing paragraphs. It is not only 
the thi ough traffic that would be benefited but the local traffic would be indefinitely * 
improved and extended, if only cheap, certain, and rapid means of communication 
existed. For instance, the country around Wundwin produces cotton, millet, and 
pulse, but no rice ; it gets its rice at great cost from Ningyan or Yamethin. 
Kyaukse grows no cotton or pulse, but has an immense surplus of rice. With 
carriage at one anna a ton, instead of eight annas a ton, the transport of these sta- 
ples would be greatly facilitated and extended. But the greatest service which the 
railway would do for trade would be the development of traffic with the Shan 
States. The Shans are an industrious, lightly-taxed people, with a strong turn for 
trading of all kinds. They are the chief customers for the large trade in English 
goods to Mandalay. The population of the Shan country is not known, but 
it would be safe to ’say that 1^ to 2 millions of Shans would draw their supplies 
from and send their exportable goods to, stations on the Mandalay railway. The 
four chief passes from the Shan plateau have, their mouths within 10 to 35 miles 
from the proposed line of railway. At present all the Shan trade comes to the 
Irrawaddy or to the Toungoo railway station on pack-bullocks j and the Mandalay 
Railway would reduce the length of pack-bullock transport for all the Shan trade by 
about ] 00 miles on the average. Hereafter we shall, doubtless, be able to make a 
cart-road on to the Shan plateau by one or other of the passes. Already carts ply 
on the Shan plateau for 40 or 60 miles on each side of Nyaungy we and Inleywa j 
and it is said that in past years a few carts, lightly laden with salt, have made their 
way to the Shan plateau by the Pyindet pass opposite Hlaingdet. By this pass» 

Ncfte^Mr, Mathews has success'^ally aligned and constructed railways in other parts of the 
world, besides aligning and eonstracting the Tounghoo Railway in Burma, He is thoroughly con- 
versant with the requirements and behaviour of Burma watercourses. 
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Inlejwa, the chief mart of the cis-Salween Shan plateau, will he distant about 
25 miles from the nearest railway station on the proposed line. 

11. The political results of the opening of the raihvay to TVTandalay would be 
-most important both on Upper Burma and on the Shan States. In Upper Burma 
great numbers of the people hardly believe that the British have conquered the 
country and have occupied Mandalay, while many more do not realise that we in- 
tend to stay and govern the country iu behalf of the Queen-Empress. The effect 
of opening a State Railway to Mandalay oc doubts of this kind would be conclusive. 
Then the employment and wages given on the railway would have an excellent 
effect in pacifying the country and reconciling the people to English rule. In the 
tract through which the railway will pass, the villages have been much harried by 
dacoits and rebels, and the people generally have been upset aud disturbed by the 
anarchy of the past year. From JNoye tuber till March last there was practically 
no Government at all in the region from Nmgyan to Kyaukse ; and even now our 
troops and civil officers have not made themselves felt in the tracts around the upper 
part of Section III of the proposed line. The immediate effect on the people of 
having properly guarded and protected railway storks opened over a considerable 
section of country would be very great ; the people would have work to do in 
the slack season ; money would be spent upon them ; and they would see material 
evidence of the interest taken in their country by the British Government. Of 
course these effects of the railway works would be only temporary, but they would 
come at a time when the presence of such inflnences is most desirable, for our 
present object is to get the pepple of these tracts to settle down, to find scope for 
their energies, and to get a living for their families by quiet work. The lasting 
effects of opening the railway on the people would be that they would travel to and 
fro ; they would understand the British power, the British system, and the British 
Government's carefulness for the good of the people ; and gradually they might be- 
come stilling subjects of Her Gracious Majesty. 

On the Shan States and the Shan population the effect of the railway would be 
to reconcile them to British supremacy by opening their country and trade to the 
outer world, and by bringing them in contact with British officers, from whom 
they^ would learn that the Government does not wish to subvert their autonomy, to 
burden them with taxation, or to trouble them with regulations. The conduct of 
the Shan States and Shan people is an unknown and an important factor in the Upper 
Burma problem. Hitherto they have as a nation kept aloof from Burmese pre- 
tenders, Burmese rebels, and Burmese dacoits, though occasional parties of Shan 
marauders have been in the ranks against us j and the Shan Chiefs (Sawbwas) have 
sent letters expressive of friendliness to the British Government, But if the Shans 
were to take active part against us, or to support any of the Burmese pretenders, 
they would he a formidaable addition to our foes, for the Shans are a braver race 
and more amenable to discipline than the Burmese. Moreover, any Shan force 
that was defeated in the plains could take refuge in the fastnesses of their hills, 
whither it would be an arduous and costly business to follow them. So far as the 
proposed railway may help in keeping the Shans friendly and in promoting our 
communications with them, it will do much political good. 

12. The existence of the proposed railway will strengthen greatly our military 
position in the region traversed. We have now about 20 military posts in that 
tract, although at present the country between Hlamgdet and Yewun (near 
Kyaukse), a stretch of over 50 miles, is wholly without troops. For five or six 
months of the year communications between these posts is difficult, and loaded 
carts cannot pass. The cost of sending supplies of all kinds to these posts, which 
are now provisioned for the next six months, has been about 17 annas per mile, 
besides requiring large numbers of troops for convoys. For any supplies sent for- 
ward during the rainy season from Ning^an the oartmen say they must charge 
R3 per ton per mils* When the railway is made, with defensible railway stations^ 
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we shall be able to re(3uoe the number of posts by one-half j it will be possible to 
send succour promptly to a threatened post at any time of the year ; the cost of 
moving troops and supplies will be about one-fifteenth of what it is now ; and the 
military position will be in every way immensely strengthened. As against possi- 
ble trouble with the Shans, the railway from Tounghoo to Mandalay would be a 
great addition to our military strength. If attack from that direction were likely, 
we should under present circumstances have to strengthen some posts and call in 
others, because of the extreme difficulty of communicating and sending reinforce- 
ments in the present state of the roads or tracts With a railway, information and 
communications would be prompt and certain j any threatened post could be re- 
inforced within a few hours at small expense- 

13. Regarding the probable traffic that will come upon the line, it is not possi- 
ble to give precise statistics, nor would it be any good attempting to count carts at 
particular points. Some general account has been given in the foregoing para- 
graphs of the traffic the line may be expected to draw and to foster. There will 
certainly be a good through traffic in goods and passengers with Mandalay ; and 
the Shan traffic towards Mandalay and towards the seaboard will be large and 
ought to grow indefinitely. The local interchange of produce and goods is likely 
to be much larger on the Mandalay line than it is at present on the lines in Lower 
Burma, for the railway will find considerable existing traffic ready to hand between 
such towns as — 

Tonnghoo, Wnndwin, 

Ningyan, Kyaukse, 

Yamethin, NTyaungyan, 

Pyawbwe, Mandalay, 

all of which are on the line, and with places like— 

Meywa, Nyanngywe, 

Hlaingdet, Mahlaing, 

Meiktila, Minzaing, 

Yindow, Yenaung, 

which are a few miles off the line. The two old lines in Lower Burma, though 
they connected important places like Prome and Tounghoo with Rangoon, passed 
no towns, except perhaps Paungde and Shwegyin, at all corresponding in size and 
importance to the places mentioned above. 

14 From Tounghoo to Ningyau and from Ningyan to Yamethin the tracts along 
the line are sparsely peopled and contain few large villages. But beyond Yamethin 
the railway will pass through cultivated country and will touch many towns and 
large villages. All the traffic in this tract must come on the railway, for between 
Ningyan and Mandalay there is no alternative waterway, and very little of the 
traffic can make its way across to the Irrawaddy. The local traffic and the 
through traffic already existing on this line is certainly greater per mile over 
all the country beyond Yamethin than it was originally on either of the lines in 
Lower Burma. We know that the Prome Railway earned 5^ per cent, net 
within eight years of opening. And it seems safe to predict that» notwithstanding 
the comparatively uncultivated section from Tounghoo to Yamethin, the line to 
Mandalay will earn not less than 4 per cent, net within six years of its opening 
through to Mandalay. This prediction, it will he observed, rests not on any accu- 
rate return of present traffic, but on the experience gained by our railways in 
Lower Burma and on such general information as we possess concerning the present 
traffic on the route. 

15. Regarding the labour available for the work, enquiries have been made 
along about 140 miles of the route. It is probable that the earthwork may average 
5 feet in height throughout the line. The native officials in Upper Burma say 
that the people will gladly undertake earthwork, hrick-burning, ballast-breaking, 
and carting. There are plenty of carts in the country. We know that much of 
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the earth wort on the Irrawaddy embankments and on the Tounghoo line was done 
by immigrant labourers from Upper Burma. For the sparsely peopled section 
between Tounghoo and Yamethin, labour will come from above and below, and 
perhaps on the banks neaiest Tounghoo labourers may have to go from Lower 
Burma. There are plenty of carpenters in Ningyan ; other carpenters, briclvlayers 
.lid quarrymen can soon be taught, and Burmese are apt enough at such work. For 
platelaying and rivetting, skilled hands will have to be brought up from Rangoon, 
But over nearly the whole line unskilled labour will be furnished locally, and the 
villagers will be glad enough to get employment. The wages of labour about 
Yamethin range lower than about R«mgoon or Tounghoo ; but the rate of cart- 
hire is high. 

16. In conclusion, special attention is solicited to the desirability of early oiders 
being issued regarding the undertaking, so that brick-making may he promptly set 
going at the principal bridges ; that bridgework and rails may be ordered from 
home as soon as possible ; and that contracts may be made for the ontting and deli- 
very of sleepers. It may be mentioned that the existence of fairly cheap* river 
carriage to Mandalay makes it possible to ‘ begin the line at both ends at once. 
When the project is sanctioned, it will be very desirable that work should at once 
begin from Tounghoo, from Mandalay, and from both sides of Ningyan. When the 
surveys for Section II are ready and the plans approved, that section could be begun- 
In this way we could make sure of finishing the earthen banks from Tounghoo 
to Yamethin and from Mandalay to the Panlaung river by June 1887. 


Supplementary Memorandum ly the Chief Commissioner of Burma, dated 31st 

July 1886. 


Last month I submitted a memorandum regarding the projected railway from 
Tounghoo, the northern terminus of the Lower Burma railway system, to Manda- 
lay, and I strove to show how greatly this railway was needed on commercial, poli- 
tical, military, and administrative grounds. I need not go over that ground again, 
but it may be well to annex to the present paper extracts (paragraphs 7 and 19) 
from a recent account of the measure', taken to consolidate Ilritish power in Upper 
Burma. These extracts show how very important a part the proposed railway will 
play in restoring and maintaining peace over the eastern districts of the country. 

2, It has been pointed out that a railway is a very costly affair, that neither 
India nor Burma can afford a rupee of avoidable expenditure, that in most coun- 
tries roads precede railways, and that there are no roads in Upper Burma. And it 
is suggested that it would be better to spend such moderate funds as may be 
available on cross roads to the chief centres of trade, and on a trunk road that 
might hereafter be converted into a railway. There can be no doubt but that 
the Government are, under present financial circumstances, bound not to embark 
on 'costly work that can be avoided or postponed. But I believe that no system 
of roads that can be constructed within the next 30 years, and that no trunk road 
under any circumstances can confer on the province the commercial, political, 
military, and administrative advantages that will be produced by the proposed rail- 
way. And I venture to hope that within 10 years the proposed railway will, in- 
stead of being a burden, be a direct source of revenue to the province such as no 
system of roads, or trunk road, can ever be. 

3. It is quite true that roads are greatly needed in Upper Burma. Outside a 
few towns and villages there is not a mile of made road or a single bridge. But 
the roads that are wanted are cross roads to the Irrawaddy river, or to some other 
main line of communication, whereby produce can be carried to the sea-board and 


* Note.— The Flotilla Company would carry material from 
a ton, and perhaps they might be got to accept even a lower rate. 


Baagoon to Mandalay forBlg 
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* Two hundred and forty tnilee, at E10,000 
a mile, is 24 lakhs; and 25 per cent for 
establishments bungs the total up to 30 lakhs, 

t The unbridged rivers should probably 


English goods can be transported into the interior. For the central and western 
districts the Irrawaddy river constitutes an excellent commercial artery. Kut 
along the base of the Shan hills there is a great land-looked tract, distant 100 to 60 
miles from the Irrawaddy, and separated from that river by the broken, upland 
country which forms the continuation of the Pegu Yoma hills, and which culmi- 
nates in the Popa peak, over 4,000 feet above the sea. At present very little sur- 
plus produce gets across to the river from this tract, and vast areas of fertile land 
that, might be cultivated are left untilled because there is no outlet for the produce. 
Goods for, and a small quantify of costly produce from, the Shan States find thoir 
way to Mandalay on the north or to Tounghoo on the south, whence there is good 
water or land communication to the seaboard. Hardly any Shan trade ih piece 
goods, salt, or hardware finds its way through the passes that debouch opposite 
Yamethin, Hlaingdet, and Wundwin, because there is no means of reaching the 
Irrawaddy from these passes. Even if three or four cross roads to the Irrawaddy 
were made from the foot of the Shan hills, the road transport would be so costly and 
so tedious that no surplus produce could be carried by them from Yamethin or 
Meiktila and probably very little of tlie Shan- trade would ever take to such cross 
roads. These roads would be 80 to 100 miles long, and would cost 8 to 10 lakhs 
eachi They would not effectually open up the country, because the cost of trans- 
port to the river would be so great. 

■ 4. A trunk road from Tounghoo along the foot of the Shan hills to Mandalay 
would be a great boon to the country ; and it would make the work of administra- 
tion easier. But such a road (about 24C miles long) would cost about 30 

lakhs * of rupees ; and it would not be 
finished by annual grant from revenue 
under six or eight years. Even then such 
a road would leave about seven f kirge 
streams unbi idged. Experience in India 
shows us that bridges over broad streams 
are never made for mere roads, though of 
course they have to be made for railw ays. 
The presence of unbridged streams on 
every section of the road would tend to 
make the road practically impassable for wheeled traffic sometimes for days toge- 
ther, Some of these streams, notably the Sinthe, the Swa, and the Samon, are 
such that ferries can hardly take the place of bridges. The occurrence of broad, 
sandy, river-beds, even in the dry season, at interviils along a trunk road regulates 
the weight carried by each o.«rt, and operates greatly to enhance the cost of carriage 
by reducing the weight that can be put behind each bullock. Practically a trunk 
road of this kind would get no through traffic at all, though it would be of great 
use to trade on the sections near Tounghoo and Mandalay, and would serve a good 
deal of intermediate traffic from place to place. The cost of carrying produce 
along such a road would be about four or five annas per ton per mile, which would 
effectually prevent bulky produce from moving more than 50 or 60 luiles b}’’ such a 
route. For purposes of military defence such a trunk road could not compare with 
a railway ; for troops and supplies would take ten times as long to travel and would 
cost five times as much as by railway. With a road it would take ten days at 
least to send succour from Mandalay or Tounghoo to Yamethin and a great number 
of carts would be required ; whereas by rail troops and supplies could be sent in six 
or eight hours. Similarly, Eyaukse could be reinforced by rail from Mandalay in 
a couple of hours j whereas by road troops could cover the distance ih about three 
days, if they had plenty of carriage and provided ample store of bouts were col- 
lected at the Myitnge ferry, ^ 

5. If a trunk road instead of a railway were begun from Tounghoo to Mandalay, 
the work* would not, for four or five years at ^ny rate, have any appreciable effect 


be- 


the Swaj 
the Yeni, 
the Ke;;alark, 


the Sinthe, 
the Samon, 
the Fanlaung, 


the Myitnge. 

' The waterway required for bridges over 
these streams ranges from 160 to about 1,200 
feet. 



FBONTIBE BAILWAYS. 


453 


upon the commerce, or on the military and administrative arrangements of the 
country. Whereas if a railway is begun, it could be open from Tounghoo to 
Tamethin, and from Mandalay to Kyaukse, within 18 months of our turning the 
first sod, and the effect on the commerce of the country, as well as on militaiy 
and administrative arrangements, would be felt within a month of the opening. 

6. It may be allowable to cite instances in support of the view that a long trunh 
road in Burma will get no through traffic, and that a railway makes itself felt at 
once. A metalled and bridged road was made for 54 miles south of Moulmein and* 
was opened in 1868 ; it has never yet attracted a through traffic at all. The old 
correspondence of 1853-56 is full of congratulations on the trunk road that had 
been carried from Arakan to Prome across the TouHghoo pass. But so far as 
is known, the through traffic on this road amounts to about two carts, 60 pack- 
animals, and a few hundred foot-passengers per annum. In the fine weather of 
1882, I took about five days to pass over this road, and met one small party of Chins 
only on the whole length. The road to Prome from Rangoon was only partially 
bridged before the railway was made ; it attracted no through traffic, and very little 
local traffic, except on the section from Paungde to Prome A railway has now' 
been opened for eight years on that route ; it has attracted a large traffic ; it has 
caused the occupation and cultivation of great areas j and it has earned a dividend 
of 5§ per cent. net. The Tounghoo trunk road was only partially bridged ; it 
never got any through traffic at all 5 and, except on the length from Rangoon 
to Pegu, it got very little local traffic either. This trunk road had to compete with 
water carriage by the Pegu and Sittang rivers, and though this latter river is a 
most unsatisfactory stream, still it was navigable. A railway has now been opened 
between Rangoon and Tounghoo. Though the Sittang river had the advantage 
over the trunk road, yet the superiority of the railway over the river may be 
gauged from the fact that the relief of the Tounghoo garrison in 1881 by river 
occupied 25 days and cost H49,000 ; whereas the relief of the same garrison (strt^ngth 
unaltered) by rail in 1885 occupied two days and cost B9,000. Before the railway 
opened, paddy (rice in husk) never came from Tounghoo by road, but it sometimes 
came by river at a freight of R12 or R13 per ton. A considerable and inci easing 
quantity of paddy now comes from Tounghoo by railway at a freight of R2-8-0 a 
ton. 

7. It is unnecessary to go again over the ground taken in the June memorandum 
on the railway scheme, or in the extracts annexed to the present paper. But I 
venture to think it is abundantly clear that no system of cross-roads and no trunk 
road can ever have one quarter of the effect on the commercial and administrative 
progress of Upper Burma that the proposed railway is certain to exercise ,* also, that 
is to say, within 18 months of our turning the first sod, the very much smaller 
effect of the road will not he felt for the next five or six years. 

8. It has sometimes been said that a trunk road is a first step towards a railway, 
which can be laid at leisure on the road. But experience in India has, I am told > 
proved it to be a mistake to attempt to utilise a road for a railway. At any rate 
Mr. Mathews, our Chief Engineer, who has made railways in Peru, in Spain, ini 
England, and in Burma, and who has seen the result of laying the Promo railway, 
on the Prome road, very strongly advises against taking up a road for a railway, 
and against making a road with the idea of converting it afterwards into a railway.' 
On the Lahore and Peshawar road a railway was laid for many miles some years ago, 
but the rails were taken np and laid elsewhere before the line could be opened. 
Road bridges can never he suited to carry a railway, and if road curves and gradi- 
ents are made to suit a railway, the road immediately becomes very costly. At the 
very best, a road costing Rl 0,000 a mile could hardly, on the route under discus- 
sion, make a difference of R3,000 a mile in the cost of a future railway, even if the 
road were wholly taken up for the railway. If we made a trunk road from Toun- 
ghoo to Mandalay in eight years at a cost of 30 lakhs, the fact of such a great outlay 
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having been incurred would of itself deter the Government from spending money 
on a railway in the s.ime territory. And I believe that such a trunk road, instead 
of paving the way for a railway, would in reality put off indefinitely the beginning 
of a railway between Lower and Upper Burma. 

9. The financial merits of the two projects stand somewhat thus. A trunk road 
from Tounghoo to Mandalay, with the larger rivers uubridged, might be finished in 
eight ^ears at a cost of 30 lakhs. At the end of eight years the road would have 
cost— 


Lakhs. 

Construction and establishment 30 

Interest on 30 lakhs for four years at four per cent 41 


Up-keep at one and two-fifths lakhs a year for four years . * • 

Total (say) . 40 


Thereafter the road would cost yearly If lakhs for up-keep and If lakhs for interest 
on the 30 lakhs, or say 2i lakhs a year in all. The road would yield no revenue ; 
and the indirect benefit to the country, to the people, and to the Government would 
be confessedly less than one-quarter of the indirect benefits conferred by the rail- 
way. 

10. At the end of eight years the railway would have cost — 


Lakhs. 

Capital cost at three-fourths of a lakh a mile for 240 miles . . .180 

Interest on two-thirds of that sum, at four per cent, during three 

years of construction 14^ 

Interest on 180 lakhs, less hy net earnings, estimated at four per cent, 
the first year after opening, three, two, one-and-a-quarter,* and 
thxee-fonrths per cent, in the following years, or 11 per cent, in aJl. 19| 

Total . 214i 


At the end of the eighth year the railway, which would have been open throughout 
for five years, would be paying its way, and would not be costing the country a 
penny. It would have been conferring the fullest indirect benefits on the country 
for five years ; and after the eighth year it would be earning a gradually increasing 
surplus revenue. Eurther, by bringing on the Lower Burma line an immensely 
increased traffic, the Mandalay Railway would contribute to swell the surplus yield 
of the old line. 

11, Thus at the end of eight years the trunk road would be costing 2| lakhs a 
year to the treasury ; while at the end of the same period the railway would be cost- 
ing the treasury nothing, but* would be beginning to yield a surplus revenue. The 
railway would have been conferring full benefits to the country for five years ; 
while the road would be only beginning to confer full benefits ; at the same time 
the full benefits conferred by the road are confessedly less than one-quarter of those 
conferred by the railway. 

It may be said that interest ought to be charged against the railway on the 
34i lakhs of interest that accrued before the line paid its way. If so, then a similar 
charge should be made against the road on the 10 lakhs for interest and up-keep to 
the end of the eighth year 5 and as the road never yields any revenue, the charge 
under this head would go oa accumulating and increasing while the surplus earn- 
ings of the railway would in a few years wipe off this item. So any oharge of this 
kind would tell against the road and in favour of the railway. 

Again, it may be said that a road can be finished, in three years at least, as easily 
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ab a railway. Perhaps it could ; but it is certaiu that a road is never ma.le with 
borrowed capital but by grants from revenue. No trunk road of similar length or 
difficulty in India has ever been made in three years. Look at the Mirzapore and 
Jubbulpore road, 243 miles ; the Lahore and Peshawar load, 244 miles ; the Jubbul- 
pore and Nagpore road, 156 miles ; the Nagpore and Raipore road, about 150 miles. 
All these roads were emergent works, greatly needed, urged on by energetic Procon- 
suls, and constructed by talented Engineers ; yet, so far as my memory goes, not 
one of them was finished under eight years, and each of them has still one or more 

unbridged* rivers at the present moment. 
0“ hand, Mr. Mathews, our 

experienced Chief Engineer, tells us that 
if he gets orders to begin the railway by November, he can open to Yamethin 

years and to Mandalay within 
of turning tlie first sod. I 
rely on Mr. Mathews to fulfil 
ment in this matter if funds 
be toaud approximately correct. fast as they are required. 

And I am emboldened to give this confidence because I saw, about 1866, the 
Jubbulpore extension of the East Indian Railway, about 23 If miles, completed 
within three years of the Engineer’s breaking ground. 

12. I submit that in respect of — 

(a) the extent and value of benefits conferred upon the country and upon 
the Government ; 

(i) the promptitute with which these benefits will be confer' ed ; 

(c) the eventual loss or gain to the public treasury; 
the proposed rail way from Tounghoo to Mandalay can show greatly suoerior claims 
on, and recommendations to, the consideration of the Goverumeut of India than 
the suggested trunk j oad along the same route. 


1 1 have been obliged to quote tbe milengti 
of this lailway and of the roads above men- 
tioned from memory, for the library at Manda- 
lay IS not rich in official boiikb of reference 
But I believe the mileages given in tbe text 


Within two 
three years 
confidently 
his engage) 


JSxfract from a Memorandum hif the Chief Comthissioner, B 7 'itish Burma^ dated 
the loth J at y ldS6 

# * # # # « 

7. One very weak point of our present position on the iShau border in this 
direction is the difficulty of communications. This border is, for 130 miles in 
length, from 60 to 120 miles distant from the Irrawaddy river, which is at present 
Our only line of military and commercial communication through Upper Burma 
The cart-tracts leading from the Irrawaddy to the Shan border are few ; they are 
unmetalled and unbridged ; and in the rainy season they are practically impassable 
for wheeled traffic for days together. The cost of sending supplies and munitions 
of war over these tracks has been hitherto about ftl per ton per mile in the dry 
season ; and the rate at which reinforcements or supplies can travel is about 12 

miles a day. During the rainy season the cost and the time occupied in moving 
troops and supplies may often be twice or three times the above rates. Thus 
until the Mandalay railway is opened through this land-locked tract, the safety of 
the country and tbe position of our garrisons on the Shan border will be matter 
of anxiety, and any movement of troops in that direction must be very costly and 
tedious. When the railway is opened, the political and military position will be 
very much safer j reinforcements can be promptly and cheaply sent from Mandalay 
or from Lower Burma wherever they may be wanted ; and it will be possible to 
hold the border and to control that part of the country with much smaller and 
fewer garrisons than are under present circumstances required. 

# # * * # # 

2 I 
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19. But in Ningyan tind Tamethin, in which latter district the rebel bands 
have never yet been dispersed, I do not see hope of complete pacification until bet- 
ter means of communication exist. About 800 additional troops, be'^ides 200 
militaiy police, are, at the present time of writing, on the way to these two districts 
and the 3rd (or railway) levy will be employed there in the first instance But 
until we get the railway into this landlocked tract, there seems little certainty of a 
thorough change for the better. There are five or six military posts on the 57 miles 
from Yamethin to Ningyan, yet the Commissioner telegraphed yesterday that he 
had only then got a letter through from Yamethin after a three weeks’ interval. 
Besides these difficulties of communications, there overhangs these districts the 
risk of incursions from the Shan States, against which we cannot adequately guard 
save by excessive increase of the garrisons. If the beginning of the railway were 
permitted in November next, we might reckon with confidence on the line being 
opened to Yamethin by February 1888. 


Note prepared in the Public Works Department, comparing the fi,mncial results of 
various proposals for the purchase and extension of the Burma Railway, with 
the probable cost to the State if the Burma Railway system is entirely retained 
hy Government. 


The assumptions are — 


I, —That the existing lines cost, including exchange, 285 lakhs. 

II. — That the cost of the new lines will be 225 lakhs, divided over the fol- 
lowing years 

Lakhs. 


1887 

1888 
18S9 
1890 


20 ^ 

[225 laths. 

25) 


III — That the net earnings are as under — 

1887- 88 

1888- 89 

1889- 90 

1890- 91 

1891- 92 

1892- 93 

1893- 91 


R 

10,00,000 

11,50,000 

13.00. 000 

16.00. 000 
19,00,000 


20,40,000, at which 


figure it may he assumed that the earnings, being 4 per cent, of the total capital 
cost, win be about constant. 

lY. — It is further assumed that the 285 lakhs of capital with which Govern- 
ment has constructed the existing lines are bearing interest at 4 
per cent. 

V. — That if the lines are handed over to a Company the transfer has effect 
from 1st April 1887. 


Messes. Finiay Muie’s Psoposals. 

Messrs Finlay Muir’s proposals are— 

(a) To buy up the existing lines, 

(5) To receive a 4 per cent, guarantee on the purchase money and on the 
capital costs of the extentions + i of the surplus profits over the gua- 
ranteed interest. 
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The interest payable to the Company will be — 


At commencement of 18a7-8S 

l>uiing „ 

Capital. 

Bate. 

Interest for 
year. 

B 

3.06.00. 000 1 

1.00. 00.000 i 

4 

B 

14,20,000 

At commencement of 1888-89 

l>«ring „ 

4,05,00,000 > 
80,00,000 > 

4 

17,80,000 

A t commencement of 1889 -90 

During „ 

4,85,00,000 \ 
26,00,000 j 

4 

19,90,000 

At commencement of 1890-91 

6,10,00,000 

4 

20,40,000 


It has been calculated that the net earnings will not reach the figure represent- 
ing the interest in any one of the above years, so that the question of surplus pro- 
fits in these years does not arise. 

The net charge to Government will, therefore, be — 




Payment to 
Company. 

Net earn- 
ings. 

Net charge. 



B 

B 

B 

1887- 88 

1888- 89 

1889- 90 

1890- 91 

1891- 92 

1892- 93 


14.20.000 

17.80.000 

19.90.000 

20.40.000 
20,40,000 
20,40,000 

10,00,000 

11,60,000 

13.00. 000 

10,0t»,000 

19.00. 000 
20,40,000 

4.20.000 

3.30.000 

6.90.000 

4.40.000 

1.40.000 

mi. 


Geneeal Dickens* Peoposals. 

General Dickens’ proposals are — 

(a) To buy up the existing line. 

(d) To raise the necessary money for the purchase about |rd in share capital 

and frds in debentures. 

(e) To pay up half the share capital at once. 

(d) To raise the debenture capital wholly within 6 months. 

(e) To raise the remaining share capital is required. 

Terms, 

I.— To receive per cent, guarantee on (c) + ith of the total net earning of 

the lines. 

II.— To have a 3^ per cent, guarantee on the debentures which will be raised at 
about 95. 

III. — -To receive 4 per cent, on (e) for 7 years, or until such time as ith of the 

net earnings of the new lines amount to ^ per cent, of this capital, from 
which time the whole share capital (c) and {e) would be treated as in I. 

IV. — To receive a payment of one per cent, on the entire capital as commission 

to the house financing the scheme. 

The figures given by General Dickens are corrected according to latest inform- 
ation. 

The total capital required to be raised for actual purchase and construction 
being 285 + 225 =510 lakhs, the total sum to be raised by the Company may, to 
allow for the 1 per cent, commission, be taken at 515 lakhs, and of this 175 lakhs 
may be taken as share capital and 340 lakhs debenture. 


2 I 2 
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Under (c) R87, 50,000 are to be raised at once ; and it may be assumed that as 
much of the debenture capital is paid in at once as may be required to complete the 
purchase of the old lines ; that, for the purposes of construction, the total to be 
raised on debentures is first exhausted and then the remaining share capital. 

Trom the statistics of net earnings before given, it will be observed that in the 
year 1891-92, ith of the net earnings of the new lines is estimated to amount to 
it 50,000, which is already more than | per cent, of the share capital supposed to be 
raised for the construction of the new lines, consequently commencing from that 
year the total share capital will receive a guarantee of 3^ per cent. + ith of the net 
earnings of the whole system. 

If debentures bearing 3| per cent, interest are raised at 95, the rate per cent, 
payable on funds for outlay raised by this means will be about 3 68. 

Hence the interest payable on General Dickens* scheme would be — 


1 



Shaee Caeital. 

Debenture Oaeital. 

Total 




Amount. 

Bate. 

Interest. 

1 

Amonut. 

1 

Interest. 

Interest. 


• 


B 


B 

B 


fi 

B 


At commencement 
1888-89. 

During 1888-89 , 

of 

87,60,000 

mi. 

31 

j- 3,06,25o| 

2,17,60,000 

1,00,00,000 

3 68 

1 9,84 4C0 

12,90,650 

•a 

01 

•i 

At commencement 
1889-90 

Daring 1889-90 , 

of 

87.50.000 

67.50.000 

3^ 

4 

4,21,560 

3,17,60,000 

22,60,0. 0 

3*68 

1 12,09,800 

16,31,030 

*1 










1 

A 

6 

At commencement 
1889-90. 

During 1889-90 « 

of 

') 87,50,000 
> 61,60,000 

J 80,00,000 

? 

4 

1 6,96,260 

3,40,60,000 

3*68 

12,61,200 

18,47,460 


At commencement 
1890-91. 

of 

1,76,00,000 


6,12,600 

3,40,00,000 

3-68, 

12,61,200 

18,63,700, 
which will 
he here- 
after the 
fixed sum 
for inter- 
est. 


JNotb.— T he interest on capital raised during any year is taken at half the rate for the full year. 


The amount of net earnings payable will be— 

1887- 88 

1888- 89 

1889- 90 

1890- 91 

1891- 92 

1892- 93 


R 

2,60,000 

2,87,500 

3.25.000 
4,00,000 

4.76.000 

5.10.000 


Hence the total payments to the Company will he — 


Year, 

Interest. 

Share of net 
earning. 

Total. 

1887-88 • 

B 

12,90,660 

B 

2,60,000 

B 

16,40,660 

1888-89 

16,81,060 

2,87,600 

19,18,650 

1889-90 

18,47,460 

3.26,000 

21,72,460 

1890*91 

18,63,700 

4,00,000 

22,63,700 

1891-92 • • . • . • ... • • 

18,63,700 

4,76,000 

23,38,700 

1892-93 • • • . » . • ■ • ( 

18,63,700 

6,10,000 

23,73,700 
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The net charge to Government will consequently be— 


Teaj. 

Payment to 
Company. 

Ket 

earnings. 

Net 

charge. 

1887- 88 

1888- 89 

1889- 90 

1890- 91 

1891- 92 

1892- 93 

& 

15,40,650 
19,18 650 
21,72,450 

22.63.700 

23.38.700 

23.73.700 

B 

10,00,000 

11.50.000 

13.00. 000 

16.00. 000 
19,00,000 

20.40.000 

B 

6,40,660 

7.68,560 

8,72,460 

6.63.700 

4.38.700 

1 3,33,700 


Line Constetjcojed by State. 

The following calculations show what the charge to Government will be, on 
the assumption that it constructs its own lines. 

If money for the extension is raised at 3^ per cent., the interest charges will be, 
on the new capital — 



Capital. 

Bate. 

Interest. 


B 


B 

During the year 1886 87 ...... . 

20,00,000 

3 i 

35,000 

Commencement of 1887-88 ....... 

10,00,000 ) 

3 * 

2,46,000 

During year 

1,00,00.000 r 

Commencement of 1888-89 

1,20,00,000 ■> 

3 i 

6,60,000 

During year 

80,00,000 ) 

Commencement of 1889-90 

2,0< ,00,000 ) 

3 i 

7,43,760 

During year 

26,00,000 f 

Commencement of 1890-91 

26,00,000 


7,87,600 


The existing charge to Government for the present capital of 286 lakhs at 4 per 
cent, is 11,40,000 5 the total charge will therefore be — 


1886- 87 

1887- 88 

1888- 89 

1889- 90 

1890- 91 


R 

11.75.000 

13.85.000 
17,00,000 
18,83,750 
19,27,500 


The net charge to Government on the railways therefore is — 


Year. 

Interest. 

Net 

earnings. 

Charges. 

1886- 87 

1887- 88 

1888- 89 

1889- 90 . 

1890- 91 

1891- 92 

1892- 93 

B 

11.76.000 

13.86.000 
17,00,000 
18,83,750 
19,27,600 
19,27,600 
19,27,600 

B 

8,60,000 

10.00,000 

11,60,000 

13.00. 000 

16.00. 000 
19,00,000 
20,40,000 

B 

3.25.000 

2.86.000 
6,60,000 
6,83,760 
3,27,600 

27,600 

—1,12,600 gain. 
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The financial effects of the three schemes may then be compared thus 
Net charge to Government according as the line is constructed by — 


Tear, 

Government. 

Finlay Muir. 

Dietens. 






B 

B 

fi 

1886-87 





3,25,000 

3,25,000 

3,25,000 

1887-88 


« • 



3,85.000 

4,20,000 

6,40,650 

1888-89 

..... 

• • 



5,50,000 

6,30.000 

7,68,650 

1889-90 





6.83, 7.50 

6,90,000 

8,73,450 

1890-91 


• • 



3,27,500 

4,40.000 

6,63,700 

1891-92 

..... 




27.600 

1,40.000 

4,38,700 

1892-93 




- 


1,12,600 gaiTU 

ML 

3,33,700 



Total 

• 

20,86,250 

26,45,000 

39,42,760 


Should the whole system ever pay more than 4 per cent, on the total capital 
expended, the financial improvement to the State would be each year, for every 1 
per cent, over 4 per cent. — 


B 

Line constructed by Government 5,10,000 

„ „ by Finlay Muir 2,55,000 

„ „ by Dickens 3,82,500 

Messes. Wabin^’s Scheme. 

The proposals made by Idessrs. Waring differ so widely from the others that no 
definite comparison between them can be made. One of tbe chief features of 
difference is that after a very short term of years the lower lines are to be again 
wholly in the possession of, and worked by, Government ; whereas the other propo- 
sals are based on a sale of these lines to the Company. 

heading the proposal of the 16th February in juxtaposition with that com- 
munioated by the Chief Commissioner in his telegram of 12th April, it is inferred 
that the existing lines are to be temporarily ceded to the Company, the Govern- 
ment during the period of cession standing in the position of holders of 4 per cent, 
debentures to the extent of the whole Capital cost of the existing lines j and that the 
capital req^uired for the further construction is to be provided partly by debentures 
at 4 per cent, and partly by share capital, but in what proportion it is not stated. 

As there is no guarantee on the part of the State, there will he no net 
charge ,* and consequently, assuming the lower lines to be ceded to the Company, 
at all events until 1892-93, the sums shown as a net charge up to that time in the 
preceding table will be saved to Government. Under the same conditions, that is, 
with the lines still ceded, the gain to the State shown in that table for 1893-94 
vis.y Bl, 12,500, would disappear ; and if the lines paid 6 per cent., the gain which 
the State would have received by constructing them itself, amounting to Bll,32,500, 
would also pass to the Company. But if the lower lines are resumed by Govern- 
ment the whole conditions change, and fresh data are necessary. 

It is proposed, however, to show what the position of the Company would be in 
its earlier years, taking the same data that have been used in comparing the other 
schemes. 

Assuming for this purpose then that the 225 lakhs required for the extension of 
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the line to Mandalay are raised wholly by share Capital, and at the same periods as 
in dealing with other schemes, the amount available for distribution as interest 
amongst the shareholders would be— 



Net earnings. 

Interest payable 
to Government. 

Balance. 


R 

R 

R 

1887-88 

. . 10,00,000 

11,40,000 

—1,40,000 

1888-89 

11,50,000 

do. 

—10,000 

1889-90 

. . 13,00,000 

do. 

1,60,000 

1890-91 

13,00,000 

do. 

1,60,000 

1891-92 

16,00,000 

do. 

4,60,000 

1892-93 

. . 19,00,000 

do. 

7,60,000 

1893-94 

20,40,000 

do. 

9,00,000 


If the deficiency in 1887-88 and 1888-89 were made good temporarily from capital 
the balance of net earnings in 1889-90 would be swamped for the repayment. Con- 
sequently the shareholders would receive no dividends up to the end of 1889-90, and 
they would receive subsequently about — 


•75 per cent. 

in 

1890-91. 

2-04 „ 

)) 

1891-92. 

3-37 „ 

»> 

1892-93. 

4-0 „ 

« 

1893-94. 


Had any of this capital been raised by 4 per cent, debentures, it is evident that 
there would have been a still smaller dividend up to this point for the shareholders ; 
but if the net earnings ever exceed 4 per cent, in subsequent years, then it might 
be to the advantage of the Company to have raised a proportion of the capital by 
debentures. 

It is evident that these proposals can only have been made in the fullest confi- 
dence that the lines — even the extension to Mandalay — will yield at least 6 or 7 per 
cent, at a very early period. 

But it cannot be said that Government shares this confidence 5 in fact the 
general assumption seems to be that though the lower lines may pay well, the exten- 
sion of the system would probably not work out to a very much larger dividend 
than about 4 per cent, on the whole capital, and that the upper lines, which is all 
the Company would have eventually to deal with, would not, if worked independ- 
ently, reach this figure. Any contract of the nature proposed must apparently 
inevitably follow the fate of the Bengal Central. Apart from this, it would not be 
economical for Government or for the Company to work the lines north and south 
respectively of the present terminus as two separate concerns. 

Lastly, the arrangement proposed would not place the Government in 'possession 
of funds for other projects, which would be the case under the other proposals 
of buying up the existing lines ; but it would be cheaper for the State to raise the 
money by borrowing direct in the London market. 


Messes. Eobiitson’ akd Thel wall’s Peoposals 

Are practically identical with those of Messrs. Finlay Muir, save that they 
require f instead of i of the surplus profits. Should the net earnings ever exceed 
4 per cent., the loss to Government under this scheme, as compared with Finlay 
Muir’s, would be Rl,27,500 per annum for every 1 per cent, of net earnings over 
4 per cent. 

This Company is prepared either to buy the existingl ines or to work them only. 
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No. 96 Ry , dated 25tli Novem'ber 1886. 
From— The Secretary of State for India, 
To — The Government of India. 


Tour Excellency’s Railway letter Ko. 148, dated 20th September 1886, re- 
specting the extension of the existing 
Rangoon Tounghoo Railway as far as 
Mandalay, has recently received my care- 
ful consideration in Council, and you will 
have learnt, by my telegram of the '^^th 
October 18«6, as marginally quoted, 
thsTt I have decided on sanctioning the extension in question as a State undertaking. 
This decision I now supplement with the following observations bearing on the 
work. 


♦ Secvetary of State to Viceroy, dated 27th 
October 1886. 

“ Your Public Works letter No, 148 of 1886. 
Construction of Mandalay Bailway sanctioned 
as State line. Question of provision of funds 
deferred till later, the 20 lakhs lequlred till 
end of financial year beint? met trom your 
cash balances Despatch follows.” 


2. I agree with Your Excellency in considering, for the various reasons advanced 
in your letter and its enclosures, that the Mandalay Railway must, for the present 
at any rate, be undertaken by State agency, and in view of this conclusion, so 
strongly urged by your Governmenc and concurred in by myself, it is useless at the 
present time to discuss in detailthe several propositions which have from time to 
time been submitted to Government for the prosecution of the work by private 
agency. 1 would point out, however, that a misconception appears to exist as to the 

exact nature of the proposals made by 
Messrs Waring Bros., which, as pre- 
sented to this ojBQce by that firm, are not 
in accord with those described in para- 
graphs 12 and 13 of Your Excellency’s 
letter. A copy of the correspondencef 
which has passed between Messrs. War- 
ing and this offi.ce is enclosed for your 

3. The engineering features of the work, at the time of Your Excellency’s writing^ 
were that, out of a total mileage of 250 miles, 103 miles had then been surveyed 
and located, namely, 44 miles south from Mandalay and 59 miles north from 
Tounghoo. The intervening 147 miles had not then been surveyed in detail^ 
although you state that you are “in possession of sufficient knowledge of the 
physical features and of the obligatory points on the route to establish the fact that 
the country is easily practicable for a line of railway.” It will be necessary to 
proceed with a closer examination of the route to be followed, and of the required 
works, as rapidly and effectively as the condition of the country will allow, and I 
shall be glad to be placed in possession of the complete surveys and estimates as 
soon as they are framed and accepted by your Government, construction operations, 
wherever practicable, being meanwhile actively proceeded with. I note that the 
total cost of operations is put at 226 lakhs, which brings me to the consideration 
of the financial aspect of the matter. 

4. Your Excellency’s Government, in discussing the question of the provision of 
funds for the line, dwells on the objections to diverting for this purpose moneys 
intended for the frontier and famine lines now in progress, and arrives at the con- 
clusion that the least objectionable method of providing the necessary funds will 
be to carry on and conclude negotiations with the promoters of the Nagpur- Bengal 
Railway, whereby you anticipate an immediate refund of about 111 lakhs on account 
of the purchase from the State of theNagpur-Chbattisgarh line. Any such arrange- 
ment would be opposed to the principles laid down in paragraph 50 of my prede- 
cessor’s Financial JDespatoh, dated 29th July last. No. 216, and I can only entertain 
proposals for such an important undertaking as that to which I have referred on 
iLs own merits. 


t Letter from Messrs. Waring Bros,, dated 
Htb Jane 1886. 

Ditto to ditto, dated 25tb June 1886. 

Ditto from ditto, dated 17th September 
1886. 

Ditto to ditto, dated 8tb October 1886. 

Ditto from ditto, dated 6tb October 1886. 
Ditto to ditto, dated 15th Ootobi'r 1886. 
Ditto from Mr. B. 0. Rapier, dated 16th 
October 1886. 
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5. It will be necessary, therefore, for you to consider, without reference to the 
prospects of the Nagpur- Bengal scheme, what sums you will be justified in appro- 
priating to the construction of railways in Burm«, and how those sums should be 
provided, bearing in mind the fact that these railways have been expressly sanctioned 
as a work of great military and political importance, which should not be allowed 
to interfere with the normal construction of public works in other parts of India. 

6. In the meantime, the sum ot 20 lakhs, which according to your estimate is 
all that will be required during the current financial year, can presumably be 
Supplied from your balances. 


Dated 11th June 1886. 

From—MBSsns. Wabino Bbothebs, 

To — The TJnder-Secretary of State for India. 

In February last we had the honour to address to you a proposal, copy of which 
we annex hereto, for making railways in Upper Burma. Simultaneously, we sent 
to India an experienced Agent in the person of Mr. Lamprey, to place our views 
before the Viceroy. 

His Excellency was pleased to afford Mr. Lamprey several interviews, during 
which the whole subject was fully discussed. His Excellency expressed his warm 
approval of the project and invited Mr. Lamprey to proceed to Mandalay for the 
purpose of submitting the same proposals to the Chief Commissioner. 

Sir Charles Bernard, after duly considering the detailed plan, offering the early 
construction of railways without the burden of a guarantee, telegraphed to the 
Viceroy his entire satisfaction with our offer. He attached special importance to 
the early commencement of work by contractors having an adequate staff, as a 
means of tranquilising the population by at once providing work and wages. Com- 
munications to this effect have doubtless reached your Honourable Council. 

Our Agent, Mr, Lamprey, pointed out to Sir Charles Bernard the fact that our 
proposal includes the temporary cession of the existing railways as they stand, with 
such net revenue as they already have, of which he entirely approved, considering 
such cession preferable to a guarantee. 

We would propose to commence the work at several points at once, by availing 
ourselves of the Irrawaddy Flotilla to convey materials to Mandalay, so that we 
could work both north and south from that point as well as from Tounghoo. 

The Chief Commissioner informed our Agent that the surveys from Tounghoo 
to Mandalay and Bhamo would be ready in August, and that the right time for 
beginning work is at the end of October, and also that at the same time there would 
be an exceptionally good opportunity for transferring the administration of the 
existing railways. 

To enable ns to begin at that favourable period, it would be necessary for us to 
make immediate arrangements to ship materials in August. This we are quite 
prepared to do, and as we would have the co-operation ofSir James Brunlees and 
his partners, as Civil Engineers, to the undertaking, in addition to our general 
facilities, we could easily accomplish it if you should authorise us to proceed on the 
bases already submitted, modified, however, so that the railway to be constructed 
should be from Tounghoo to Mandalay instead of from Prome to Mandalay. 


No. 988, dated the 25th June 1886. 

From— J. A. Godlet, Esq., Under-Secretary of State for India, 

To — Messbs. Wabino Bbothers. 

I am directed by the Secretary of State for India to acknowledge the receipt of 



464 


FRONTIER RAELWAYS, 


your letter of 11th June 1886, relative to your proposals for taking over and ex- 
tending the existing railways in Burma. 

In reply, I am to refer you to my letter of the 9th March last, and inform you 
that the Secretary of State is not yet in possession of the views of the Government 
of India on the subject. 


Dated 17th September 1886. 

From— Messes. Warino Beothbrs, 

To — The Under-Secretary of State for India. 

, In February last we had the honour to submit for your consideration a pro- 
posal for the construction of railways in Upper Burma, via Mandalay, to the 
Chinese frontier, and again, in June last, we had the honour to confirm the terms 
of our February proposal, modified, however, so that the railway to be constructed 
should be from Tounghoo to Mandalay, instead of from Prome to Mandalay. 

We now beg to confirm those proposals, with a further important modification 
of Article 4 of Mr. Charles Waring’ s letter, dated 16th February, namely, that, in 
consideration of the temporary ceding of the revenues of the existing railways, 
your proponents will create, out of a proportion of the said revenue, a sinking fund 
for the redemption of the capital required for the construction of the Extension 
Railway, so as to hand over free to Her Majesty’s Government the new and existing 
railways within as short a period as the surplus earnings of the railways permit, after 
payment of 4 per cent, interest on the debenture and 5 per cent, on the share 
capital necessary for construction of the proposed railway. 


No. 1538 P. W., dated 8th October 1886. 

From— Horace Walpole, Esq., Under-Secretary of State for India, 

To — ^Messrs. Waring Brothers. 

I am directed by the Secretary of State for India in Council to acknowledge 
the receipt of your further letter of the 17th September 1886, in respect to the 
proposals submitted hy your firm for the formation of a Company to take over and 
extend the existing railway system in Burma. 

In reply, I am desired to acquaint you that your later proposal for creation of 
a sinking fund has been noted in connection with your letter of 16th February 
1886, hut as you have already been informed, the general question of the agency 
by which the existing Burmese railways shall be extended is one on which the 
Secretary of State for India cannot decide till he is in receipt of the detailed views 
of the Government of India on the subject. 


Dated 5th October 1886. 

From— Messrs. Waring Brothers, 

To — ^The Assistant Under-Secretary of State for India. 

Railway from Tounghoo to Mandalay. 

With reference to our offer to construct a railway, contained in our letters 
dated respectively 16th February, 11th June, 17th September, and addressed to 
the Under-Secretary of State for India, and to meet the possible hesitation to 
commence such construction in the present disturbed state of Burma, we beg to 
state that we are willing to waive any claim to indeninity from the Government for 
possible personal injury to ourselves or our staff engaged on such construction 
occasioned hy the Queen’s enemies. 
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No. 1660 P. W.j dated India OfGLce, London, the 15th October 1886. 

From— J, A. Godlet, Esq., Under-Secretary of State for India, 

To— M esses. Wabing Beothees. 

I am directed by the Secretary of State for India to acknowledge the receipt of 
your letter of the 5th instant, the contents of which have been duly noted in connec- 
tion with your previous letters on the same subject. 


Dated 16th October 1886. 

From— Bichaed C. Eapiee, Esq., 

To— The Secretary of State for India. 

In August last I had the honour to address Tour Lordship on the subject of 
proposals which I had made through Messrs. Waring Brothers for the construc- 
tion of railways in Burma. 

Tour Lordship then informed me that you were waiting for the views of the 
Indian Government thereon. 

I am informed that the expected report has arrived ; and I am also informed 
that, in the favourable reference which it makes to our proposal, there is admixed 
a portion of some other offer, and this has had the effect of making our plan appear 
to be impracticable in the view of the Simla Council, and so they have fallen hack 
on the idea of making the railway by the agency of the Public Works Department 
as their only alternative. 

I have had a long interview with General Straohey, and he expressed the 
opinion that the authorities at home would attach great importance to the pre* 
ferenoe expressed by the Simla Council. 

I desire respectfully to submit that the reasoning which leads up to that prefer- 
ence, having been based on an extraordinary misapprehension of our plan, may afford 
a ground for thinking that if our proposals had been fully understood the opinion 
given might have been different. Moreover, our plan of a sinking fund for making 
the new railway become Government property has been only recently put forward. 

Another point raised by General Stiachey was the possible danger to our staff 
from the enemy. This has been covered by an undertaking offered by Messrs. 
Waring Brothers to make no claim against the Government. 

This risk is not great ; for, in the case of the Suakim railway, I am informed 
that there were no casaulties amongst the contractors’ people, and, in face of a 
much more serious enemy, they succeeded in making 20 miles of railway in a few 
weeks. 

Without imputing blame to any one, there can be no harm in remarking that 
the Public Works Department has been 15 years in making 330 miles of railway in 
Burma. 

We can undertake to make the 240 miles to Mandalay in two years and a half, 
and it is quite within reach that we might get to the Chinese frontier in a further 
two years ; and, if that were done. Great Britain would begin to recoup the cost 
of her efforts in Burma. 

Without the infusion of private enterprise the country will lag for a generation. 

Pinally I would desire to mention to your Lordship that, whilst the financial 
plan which I have put before Mr. Godley is quite feasible at the present time, it 
win become less easy to carry out if it should be delayed until the revival in trade 
shall have caused the price of money to rise, and the market to become more 
exacting* 
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No. 30 Ey,, dated 8th February 1887. 

From — ^The Government of India, 

To— The Secretary of State for India. 

We have the honour to acknowledge the receipt of Tour Lordship’s Despatch 
No. 96 R. of the 26th November 1886, and while in accordance with the instruc- 
tions contained in paragraph 3, submitting complete estimates of the 1st and IVth 
Sections of the Mandalay Extension of the Burma State Railway, to report the 
construction operations which, wherever practicable, are being actively proceeded 
with. 

2. The estimates that we are in a position to lay before Tour Lordship, and 
which together with their accompanying report are appended to this Despatch as 
enclosure (No. 2), were received under the Chief Commissioner of Burma’s No. 6585- 
4 C. R. of the 16th September 1886, and show the worked-out estimated cost of the 
1st and IVth Sections to be as follows ; — 

Length. Total cost. Cost per mile. 

Miles. R R 

1st Section, Tonnghoo to Ningyan . 59*30 31,86,666 53,738 

IVth „ Myittha to Mandalay . 41*71 37,62,368 90,203 

exclusive of any provision for rolling stock. The high rate of the IVth Section, 
we have to explain, is due to the cost of the terminal station and sidings down to 
the Mandalay river, as vrell as that of the large bridge over the Myitnge river 
being spread over such a short length. 

3. With the foregoing detailed estimates we also submit a general abstract for 
the whole extension, the figures for the intermediate sections being approximations 
only, as the surveys are not yet complete. The total estimated cost of the exten- 
sion so arrived at is El, 86, 65, 169, which includes provision for rolling stock, and 
on the length of 240 miles, for which they are prepared, works out to E77, 771 
per mile. This is considerably under the figure given in paragraph 8 of our Des- 
patch No. 148 E. of the 20th September 1886. 

4. The estimates of the 1st and IVth Sections appear to have been made with care, 
hut they are liable to be upset entirely by difficulties m obtaining labour, epidemics 
or other causes. Our Consulting Engineer, after his inspection of the line, reports 
tli&t he does not consider the mileage rate of the Ilnd and lllrd Sections should 
exceed that of the 1st and IVth, and as he states that there are literally no physical 
or engineering difficulties to be encountered between Tounghoo and Mandalay, we 
may reasonably hope that, if nothing unforeseen occurs, the approximate estimate 
now laid before Tour Lordship will not prove to he far from correct. It is hoped, 
moreover, that the final alignment will not much exceed 220 miles in length. 

6. The detailed estimates of the 1st and IVth Sections were on receipt criticised 
by our Consulting Engineer and Director General of Railways, and a perusal of 
their notes, both dated the 4tb October 1886, copies of which we append (enclosure 
No. 3), show that some modifications were considered desirable, amongst others 
the substitution of 50ib section rails for those of 62flj proposed by the Burma Ad- 
ministration. The use of the 50B) section has since received Tour Lordship’s appro- 
val, and the result of the change should be a very considerable reduction in the 
charge for permanent- way entered in the estimates of these Divisions. 

6. In November our Consulting Engineer proceeded to Burma, and after per- 
sonal discussion with Mr. Mathews, the Engineer-in-Ohief of the Extension, drew 
up a further memorandum on the project, a copy of which we also attach (enclosure 
No. 4), and in accordance with the views expressed in this note a complete revision 
of the estimate has been called for (enclosure No. 5). The preparation and sub- 
mission of this will, however, take some time, and we have, therefore, thought it 
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right, while reporting the construction operations, to place Your Lordship in pos- 
session of the best information at present available of the approximate outlay anti- 
cipated. 

7. The state of the estimates for the work having been explained in the fore- 
going paragraphs, it remains now to place as briefly at* possible before Your Loid- 
ship in regular order the steps we have taken towards pushing on the construction 
of the line. 

8. On receipt of Your Lordship’s telegraphic sanction to the construction of the 
Mandalay Railway as a State Line, dated the 27th October 1886, the sanction was 
at once communicated to the Chief Commissioner of Burma with authority to start 
work, a preliminary grant being assigned. The necessary staff were collected as 
soon as possible, and in communication with Youi Lordship, arrangements were 
made for expediting the supply of the English materials most urgently needed for 
the rapid prosecution of the work. 

9. In November our Hon’ble Colleague, Sir Theodore Hope, accompanied by 
our Officiating Director General of Railways, Major-General Hancock, R.E , pro- 
ceeded to Burma j and were joined there by Mr Molesworth, our Consulting 
Engineer, who had preceded them, and Mr. Mathews, Engineer-iti-Chief of the 
Burma Railways. They first visited Mandalay, examined the general line of 
country selected for the railway alignment at that end as far as the Myitngd river ; 
and in conference with His Excellency the Commander-in- Chief, the Chief Com- 
missioner, and the principal Civil and Military authorities, settled the site and 
general arrangements of the Mandalay terminus. Returning from Mandalay to 
Tounghoo, they then marched over the lower section between Tounghoo and 
Ningyan, and discussed the general programme of operations for the ensuing season. 
Our Hon’ble Colleague has reooided the result of his visit in the form of a minute, 
to which we would invite attention (enclosure No. 6). 

10. Later on, in December, Mr. Molesworth marched through from Tounghoo to 
Mandalay over the route to be traversed by the railway, and discussed points of 
difficulty on the spot with the officers employed on the survey. Qa his return he 
has submitted a further note on the project, a copy of which is also appended and 
of which we would invite a careful perusal. 

11. Having fully considered the large amount of information that has been 
collected in the manner described, we have decided, with the concurrence of the 
Chief Commissioner, to accept the suggestions made in the 28th and 29th para- 
graphs of our Consulting Engineei ’s memorandum of the 27th December 1886, 
aud to commence construction wherever practicable throughout the entire length. 
We had not at first contemplated commencing work on the Ilnd and lllrd Sections 
of the railway this season, because the plans and estimates could not be prepared 
in time. It was also supposed that the country would probably he too disturbed 
to allow of operations with safety to our staff. Now the latter difficulty is 
reduced, and the Chief Commissioner, conjointly with Mr. Molesworth, recom- 
mends immediate commencement of work. It is obvious to us that if labour 
can he obtained, there are political aud military advantages in employing it ; 
and though there are, on the other hand, the known objections to starting work 
before complete plans and estimates have been made and scrutinised in due form, 
it is believed these can be minimised by proper orders. We have decided, 
therefore, to permit certain classes of work to be started throughout under 
such restrictions as appear to us necessary to ensure the construction work not 
interfering with the completion of the survey operations and the pieparation of 
complete plans and estimates. This sanction has been communicated to the Chief 
Commissioner in our telegram of the 7th January, quoted in full on the margin 
of our letter No. 56 R.O. of the 12th January 1887 to his address, forming en- 
closure No. 9 to this Despatch. 

12. The foregoing paragraphs 8 to 11 summarise our action in connection with 
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the construction work of the Mandalay Extension since the date of Your Lordship’s 
sanction, and it will, we trust, meet with approval. "We attach as an enclosure 
(No. 10) copies of two of the latest telegraphic weekly progress reports showing 
that a satistisfactory start has been made. 

13* The financial arrangements for the funds for the vigorous prosecution of 
the work are under consideration, and we propose to address Your Lordship in 
a separate communication on the subject. 


Minute ly the Hon’ble Sib Theodoee Hope, dated Idth December 1836. 

It may be convenient that I should record a few facts and remarks regarding 
my recent visit to Burma. 

2. I arrived at Rangoon on Noyember 22nd, and proceeded next morning to 
Prome, en route for Mandalay, being accompanied by Mr. Molesworth, the Con- 
sulting Engineer for Railways to the Government of India, Major-General Han- 
cock, the (then designate) Director General of Railways, and Mr, Mathews, the 
Manager and Chief Engineer of the Burma State Railway. 

3. Mandalay was reached on the 27th, and the rest of the day was spent in 
riding, under the guidance of Sir Charles Bernard and accompanied by Mr. Bagley, 
Railway Executive Engineer, and Mr. Richard, the Superintendent of Works in 
Upper Burma, over the various sites proposed for the railway station, and the 
approaches to them. On the 29th a conference of all the principal Civil and 
M ilitary authorities was held on this subject, the details of which will be learned 
from the Minutes appended. The result was the unanimous selection of the site to 
the south of the great walled enclosure termed the “ City,” which admits of the 
railway being prolonged into the city for commissariat and ordnance purposes, and 
across it in the event of an extension to Bhamo, as also of all the railway stock 
being withdrawn inside in the event of emergency. 

4. The 28th was devoted to an expedition to the Myitng^ river, with the object 
of deciding on the site of the bridge there, which will be the largest on the new 
railway. After about four hours spent in examining the locality, Mr. Molesworth 
and Mr, Mathews concurred in preferring a site about a quarter of a mile above 
that previously selected, and orders have been issued for the commencement of 
work accordingly. Having come by steam-launch, the whole party, comprising 
Sir Charles Bernard and His Excellency Sir F. Roberts, who took the opportunity 
of inspecting the military post at Palek, rode back to Mandalay (11^ miles) by the 
general line adopted for the railway. The country presents no engineering obstacles, 
and appears to he most fertile and well cultivated. 

5. Before leaving Mandalay, Mr. Mathews made all preliminary arrangements 
then possible for starting work as soon as the land was obtained. The staff were 
beginning to arrive. 

6. Returning from Mandalay to Rangoon, we proceeded on 4th December to 
Tounghoo over the open line, and started the next morning to march over as much 
as might be found possible of the first and second divisions of the extension, lying 
between Tounghoo and Ningyan. Our party was composed, as before, of Mr, 
Molesworth, General Hancock, and Mr. Mathews, but was supplemented by Messrs. 
Salmond and Beeston, Executive Engineers, over their respective divisions. On 
the 5th we reached the Tswa river (23i miles), where occurs the next largest bridge 
on the extension. On the 6th the bridge site having been examined and certain 
further surveys suggested by Mr. Molesworth, we proceeded along the line, and 
camped at Gyobin (18i miles). On the 7th my companions examined about 6^ 
miles more, including some doubtful alignment, and after parting from Mr, Moles- 
wortb, who is to go through to Mandalay over the whole line, returned to Gyobin. 
I myself was anxious to visit Ningyan for the purpose of conferring with the Civil 
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and Military authorities, and therefore rode there and back (50 miles) with the 
assistance of arrangements kindly made for me by the Officer Commanding. For 
the greater part of this trip my escort consisted of mounted infantry, commanded 
by Captain Tracey, 2nd Queen’s, and I was much struck by the smartness and 
mobility of this newly-formed corps. At Ningyan I had four hours to spare for 
conferring with the Commissioner (Mr. Tucker), the Deputy Commissioner (Mr* 
Gladstone), Colonel Dicken, the Officer Commanding, and others, and obtained a 
good deal of useful information regarding the route of the railway, and the state of 
the country as bearing upon our operations. 

7. On the 10th we reached Rangoon, and inspected the railway workshops at 
Insein, which will require considerable enlargement to meet the demands of the 
Mandalay Extension. Everything appeared in an efficient state, and General 
Hancock and I were especially pleased with the apprentices’ school, which is almost 
unique in India in providing quarters for them. 

8. The arrangements for the prosecution of the railway were naturally the sub- 
ject of much discussion with Sir Charles Bernard and the various Civil officers whom 
we had the advantage of meeting, and between the Consulting Engineer, the Direc- 
tor General of Railways, and the local railway authorities. Before my departure, 
Mr. Mathews handed in a programme of operations for the next six months (copy 
appended), which had previously been worked out in concert with General 
Hancock. 

9. As regards the route, that adopted between Tounghoo and Ningyan, with a 
few petty changes suggested, appears to be all that could be desired. Beyond Nin- 
gyan, the Civil officers at that place concurred in recommending that the line should 
run through Shwemyo and Nyounggain, and then pass finally to the west of the 
Samon river, via Pyawbin and Nyaungyan, to Wundwin. Mehtila would be left 
16 miles to the west, but the productive country in that quarter would be touched 
as far as was consistent with a through line Whether Temethin itself should be 
actually passed through or not is for consideration. Mr. Moles worth will, no doubt, 
consult General Lockhart and Sir Charles Bernard before making any final recom- 
mendation as to the alignment. From Wundwin to Kyaukse will be pretty direct. 
Between the latter and the Myitnge Bridge, already alluded to, two routes offer 
themselves. The western is advocated by Mr. Bagley, but I understand that its 
advantages are not sufficient, in a country easy either way, to warrant a departure 
from the location already made to the eastward. From the Myitnge to Mandalay 
no difficulty worth naming occurs. 

10. The utilisation of local labour is, of course, most necessary from a political 
and military point of view, hut how far it will be feasible seems open to much doubt. 
The railway authorities are sanguine about obtaining a large supply, and on the 
Upper or Mandalay sections this may be so. But at Ningyan, Messrs, Tucker and 
Gladstone held that imported labour must be mainly relied upon, at least south of 
that place as far as Gyobin or Fadashay, if any rapid progress was to be attained. 
Really local labour, they pointed out, could hardly be said to exist, from one cause 
or another, and people must be attracted from considerable distances. Success in 
this respect depended, in their opinion, upon ensuring that the full wages paid 
reached the hands of the labourers, and they advocated payment through European 
officers rather than through Burmese or Indian contractors.*- It will be seen from 
Mr. Mathews’ programme that he has (at my request) inserted special arrangements 
to this end, but the working out of the principle involves many difficulties which, 

I trust, his determination and detailed supervision may overcome. As to wages, I 
am assured that there is little chance of avoiding the payment in Upper Burma of 
the high rates prevailing in the Lower Provinces. 

11. In the matter of transport of materials, it is believed that no difficulty will 
occur on the two sections, north and south, on which operations are now starting. 
A contract with the Irrawaddy Flotilla Company is under negotiation, for the con- 
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veyanoe of perm.'iuent-way and bridge-work to Mandalay and the Myitnge Bridge, 
but the terms are likely to be high, and the performance may be hampered by the 
unavoidable demands of the army and its departments. 

12. With respect to the materials themselves, there appears to be no difficulty in 
providing timber sleepers, and contracts for these for three out of the four divisions 
in hand have already been let. It is not expected that there will be any difficulty 
in obtaining a full supply of bricks and of burnt clay ballast on the Tounghoo- 
Ningyan section j for that near Mandalay good stone is available. But the perma- 
nent-way and bridge-work to come from England are essential to effective progress, 
because it is intended to lay the former in the first instance, along the “ cess, ” or 
side of the service road and railway formation, so as to use it for conveying labour, 
materials of all sorts and bridge-work above all, to the points where they are re- 
quired. Without such aid rapid progress will he impossible. When the formation 
is complete and fairly consolidated, the permanent-way will be lifted on to it. 
Nothing has been wanting on our part to ensure the timely arrival of this material. 
The indents must have reached England before our telegraphic call for the material 
on October 29th, on receipt of the Secretary of State’s sanction to the railway. 
But yet, on November 24th, the Secretary of State entered into a discussion with 
us as to the weight of the rails to be ordered, and we subsequently received from 
His Lordship proposals to alter Ihe type of fish-bolt, and an enquiry as to the 
weight of shovels (phowrahs) required. This would appear to indicate the loss of a 
month, and to presage, unless special efforts are made, the arrival of the material 
later than January, by the end of which it ought to commence. 

13 The establishment required was known in September, and arrangements 
beo-an on receipt of sanction to the line, but various delays have occurred ; and 
though most of the Engineers have arrived, or are ett route, there is considerable 
deficiency in subordinates. Mr. Mathews says that as yet no harm has arisen from 
the delay, as the land acquisition and numerous other preliminaries are still incom- 
plete, but General Hancock will now make every effort to supply forthwith all 
deficiencies. 

After some consideration, it has been dedded that speedy and harmonious action 
will be best secured by retaining the open line and its extension under one Manager 
and Engineer-in-Chief. In Mr. Mathews we have a very competent incumbent of 
the post. But it will be advisable to gazette Mr. Rigg, who now holds a somewhat 
anomalous position as his Assistanu, to be Deputy Munager of the open line, and to 
give Mr. Mathews a Personal Assistant for the extension who will remain at head- 
quarters, to forward staff and macerial, and allow Mr. Mathews full opportunity of 
spending the bulk of his time in the personal supervision of the construction staff 
and operations. The question of the future control of the Upper Burma line was 
discussed with Sir Charles Bernard. Considering that the line is to be constructed 
fiom funds furnished on Imperial, not Provincial, responsibility, that Mr. Mathews 
will retire in March, and that other changes are possible, it was agreed that the 
control had better be placed in the hands of the Director General of Railways, re- 
serving considerable local supervision to the Chief Commissioner, through whom 
various classes of communications from the Manager to the Director General of 
Railways are to pass. 

14. I feel it quite im'possible to give any assurance regarding the sufficiency of 
the estimates. They appear to have been made with care, but they are also low, 
considering the known costliness of everything in Burma. They are liable to be 
upset entirely by difficulties in obtaining labour, epidemics, and other causes, and no 
one can venture to say that they will not he exceeded. All concerned will do their 
best towards economy, but the liue has to be made, whatevei^ it may cost. 

15. In conclusion, I must express considerable doubts whether Mr. MathewS 
and others are not too sanguine in expecting the rails to be laid (on the “ cess ”) 
by the beginning of next June, Even the small outlay up to March 31st now 
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anticipated (10 lakhs instead of 20) is suggestive of such doubts If all materia 
arrives from England by the time it is wanted, if labour proves to be plentiful, and 
if no other hitches and contretemps occur, this may be possible, but neither General 
Hancock nor I wish to encourage on the part of the Government of India any con- 
fident anticipations of so fortunate a result. 


Note ly the Consulting 'Engineer to the Ciocernment of India for State Eailuoays^ 
dated 27th Eecember 1886, 

1. In continuation of my previous notes on the Mandalay extension of the Bur- 
ma State Railway, I have the honour to report that, in company with Colonel 
Mark Bell, V.C., R.E., I have marched over the line of country between Tounghoo 
and Mandalay, and that I have been surprised both at the extreme richness of the 
country I traversed and also at the facilities which the district offers for the con- 
struction of a railway, I have seldom seen any portion of India which has afforded 
greater promise of commercial success for a railway than that portion of Upper 
Burma through which it is proposed to construct the extension to Mandalay. 

2. As I believe that I am the first officer of the Government of India that has 
marched throughout the whole length between Tounghoo and Mandalay, it may be 
interesting to give my impressions of the district as a whole. 

3. The traffic that will probably be carried by the railway, when completed, 
may be divided into four classes — 

(i) the through traffic from Mandalay to the port ; 

(ii) the traffic which will be developed in the Shan States $ 

(iii) the produce of the forests and existing cultivation in the vici- 

nity of the railway; 

(iv) the increased development of cultivation in the vicinity of the 

railway which will follow the construction of the railway. 

4. T must leave it to others to decide what traffic is likely to accrue from sources 
(i) and (ii), and I have no doubt whatever that it will be very considerable j but I 
am confident that the traffic from sources (iii) and (iv) alone will be sufficient to 
assure a complete commercial success for the railway. 

6. The country between Tounghoo and the Sinthe creek is covered with jungle 
and valuable teak forests interspersed with large tracts of rice cultivation. Hear 
Ningyan, a town of 20,000 inhabitants, the country is highly cultivated, and an 
unbroken tract of rice cultivation covers many square miles. 

6. There can be no doubt that much of the land between tounghoo and the 
Sinthe creek, now covered with unproductive jungle, can and will be cultivated for 
rice on the completion of the railway, following the precedent of the lines of rail- 
way between Rangoon and Tounghoo and between Rangoon and Prome, where the 
development of rice cultivation by the railway has been enormous. 

7. Beyond the Sinthe creek the character of the country changes somewhat. 
There is an absence of forest in the valley, the country is more open, rice cultiva- 
tion abounds, and the land appears to be capable of growing almost any kind of 
crop, — juaree, cotton, tobacco, oilseeds, sesamum, wheat, and, in the irrigated parts, 
gugarcane. Enormous tracts of rich waving rice crops extending as far as the eye 
could reach met my sight in many places, when a view could be obtained from the 
higher ground ; but though the principal produce of the district is rice, there is 
little doubt in my mind that so soon as the railway communication affords cheap 
and easy communication with the port and the markets of Europe, a large wheat 
trade will spring up in Upper Burma on laud which appears to be admirably adapt- 
ed for the cultivation of cereals. 

8. The existence of such large crops of rice was the more surprising to me in 
that, owing to the disturbed state of the country, large portions of land that had 

2 k 
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previously been cultivated were lying fallow, and it is only when close to such land 
that the eye can detect whether it is lying fallow, or whether it has never been 
cultivated. The rice crops appeared to me to increase in extent beyond Yamethin j 
and the glimpses I obtained from several high points of view^ such as Pyawbwe, 
and Nyaungnyaung, on the line of road I travelled, impressed me profoundly with 
the exteme richness of the discriot. But this richness is even surpassed after 
crossing the Samon river into that region which is irrigated by the Panlang river 
and is justly termed the granary of Upper Burma.’* 

9. Before the railway was made, the district between Kangoon and Tounghoo 
offered far less promise of traffic than that held out by the district between Toun- 
ghoo and Mandalay 5 and yet, eighteen months after its completion, the Rangoon 
and Tounghoo Railway has given undoubted indications that it will be commer- 
cially a complete success, and the extension to Mandalay will, I am convinced, not 
only be a success in itself, but it will, as a feeder to the Rangoon and Tounghoo 
line, largely increase the receipts of that portion of the Burma State Railway. 

10. When we bear in mind the enormous difficulties of transport, and the im- 
possibility of bringing produce to a market at present, at any reasonable cost, the 
extent of rice cultivation in Upper Burma is very astonishing. 

Roads can scarcely be said to exist in the district, and most of those tracks 
which are termed roads are difficult even in the dry weather, but impassabls in 
the rains, and they are tortuous in the extreme, so much so that the road not un- 
frequently traverses a distance half as much again as the direct distance between 
two given points. 

11. My own experience may afford some indication of the present difficulties of 
transport, when I mention that, although we travelled through the district at a 
very favourable time of the year, so far as roads are concerned, and although our 
carts were lightly laden, yet we had axles of carts broken on ten different occasions, 
wheels broken on three occasions, minor stoppages from broken carts innumerable, 
bullocks and buffaloes exhausted, lying down and refusing to proceed, necessitating 
fresh supplies from the villages through which we passed, and spare carts which 
accompanied us to replace those which might break down. 

12. Prom enquiries made from the headmen of the villages at which we halted 
and from others I gathered that the country is rapidly quieting down and confi- 
dence is returning. 

The greater portion of the district I visited may now be traversed with perfect 
safety, and although time must necessarily elapse before the country can be com- 
pletely cleared of the dacoits that infest it, the work of pacification is steadily and 
satisfactorily progressing. 

13. In Mandalay I have been greatly struck with the impulse that has lately 
been given to house-building. Throughout the business portion of the city houses, 
solidly constructed of brick, are springing up in large numbers where only bamboo 
huts previouly existed 5 and in some places whole streets of houses are in course of 
construction. 

14. In fact everything I have seen during my visit to Upper Burma has im- 
pressed me profoundly with a sense of the very great value of our new possession 5 
and I am of opinion that, apart from military considerations, the policy that has 
decided on the rejection of all offers for the construction of the railway by the 
agency of a private company, has been a very wise one. 

To have practically handed over the monopoly of transport and consequently the 
development of this rich district to a private company would have been a most 
suicidal policy. 

15. It is obviously the policy of a Government, in such a case as this, to develop 
the resources of a country by the lowest rates practicable, whilst the policy of a 
company is to reabse the maximum profits that can be wrung out of a railway. 

The produce of Upper Burma must, under a wise administration, become a very 
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iomidal>1e competitor with that of other countries, but it must not he handicapped 
by high rates ; for, as a rule, a very slight difference, in railway transport to the 
port of shipment, may turn the balance in a keen competition, and it is very possi- 
ble that the profits of a Railway Company might exercise a most baneful influence 
in retarding the development of trade. 

16. The construction of a railway through this rich district is an extremely 
easy task. There are literally no physical or engineering difficulties to be encoun- 
tered between Tounghoo and Mandalay. From Tounghoo the ground rises easily 
but steadily so as to represent nearly a flat country along the valley of the Sittang 
and up one of its tributaries named Ngawin chaung, which takes its rise in the 
watershed at Tamethiu. 

17. This watershed is quite flat, so that there is no abrupt transition,— no ridge 
to be crossed ; and the line then descends, as easily as it has ascended, by the valley 
of the Samon river to the plains watered by the Samon and Paulaug rivers, from 
which it crosses the Myitnge river to the plain in which Manladay is situated. The 
weather was changeable when I passed the watershed, consequently it is not possi- 
ble to place implicit reliance on barometer observations, but I calculated that the 
elevation of the watershed could not be more than 400 or 450 above Manladay or 
Tounghoo. 

18. The lower portions of the valleys are formed of rich alluvial plains flanked 
by higher land, which rather represents low flat plateaus than ridges. These pla-* 
teaus or ridges run down in some oases near to the river, whilst in other cases the 
alluvial plain extends some miles from the bank of the river. The lower ground is 
suitable for river crops, whilst much of the higher ground is capable of growing 
dry crops. 

19. In the project as originally submitted to the Government of India the total 
length was for convenient reference divided into four sections,* namely, — 

Miles. 

1. — Tounghoo to Ningyan ...... 69^ 

2. — Ningyan to Tamethin 

3. — ^Tamethin to Panlang river ..... 82 

4. — ^Panlang river to Mandalay 

TotaIi . 239 


20. In reporting on the estimates of the 1st and 4th divisions I have already 
pointed out that, with but few exceptions, the line in those divisions is practically 
almost a surface line, a very small embankment on the average sufficing to carry the 
railway above the general level of the country j and after my reconnaissance of the 
rest of the line I am of opinion that the 2nd and 3rd divisions will certainly not be 
more difficult of construction than the 1st and 4th divisions j for although the cost 
of sleepers and the transport of materials will he greater, the cross-drainage will 
be smaller than on the 1st and 4th divisions, and with exception of the bridges over 
the Sinthe creek, the Pyaubwe river, the river near Nyaungnyaung, and the Samon 
river, there are hut few bridges that will not come under the denomination of 
" minor bridges.^* 

An examination of the ground in the 1st division convinces me that the large 
cutting near the 41st mile can be greatly reduced, if not altogether avoided, by a 
slight detour. 

21. The general directions of the 1st and 4th divisions have been determined 
by actual survey 5 hut for the remainder of the line, between Ningyan and the 
Panlang river, that route which, after reconnaissance, appears to me to be the most 
desirable, follows the general direction of that road, which passes from Ningyan 


• Since that time these diyisions have been suh-divided, making eight divisions altogether.- 


a. L. M. 


2ka 
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through Thengon, Chindaungaung, and Ngazaing to about the 16th mile from 
Ningyan, Tvhere some lumpy ground may be avoided by a slight detour to the east 
of the road. Between the 19th and 21at mile the Ningyan road passes over some 
uneven ground, which, however, can also be avoided by keeping more to the east 
so as to hug the river, at a spot I visited with Mr. Oldham about 3 miles south of 
Shwemyo Mr. Oldham informed me that he had reconnoitred a path from this 
point to the east of the abovementioned high ground, which will enable the line to 
avoid it, with an embankment, not exceeding 4 feet on an average, and I have 
recommended him to take this for a first trial line ; and if he should find after 
connecting the flood levels with his survey that the line answers this expectation, 
to adopt it at once without trying the alternative line over the higher ground. 
Even the line over the higher ground would not entail work of a very heavy char- 
acter. 

22 Beyond Shwemyo I found that Mr. Rees was engaged in running a line 
through Bawlaing, crossing the Ngawin chaung near that place, and again re-cross- 
ing it about 7 miles from Tamethin; but after a reconnaissance of the country 
between Shwemyo and Yamethin I arrived at the conclusion that it would be better 
not to cro^s the Ngawin chaung, but to bear away more to the west from some point 
near Shwemyo so as to pass -about half a mile or a mile to the east of Inbegon ; 
thence following the general direction of the road which passes through Gyohintha 
and Nyaunglun, but somewhat to the east of it, afterwards crossing it near the 
junction of the two alternative roads leading to Tamethin, but keeping about a 
mile and a half to the east of Taukkyangyin, to a station on high ground about 
half a mile to the west of Tamethin, which General Lockhart considers to he a 
desirable site for a cantonment. The existence of a large swamp to the east of 
Yamethin renders it desirable to keep as far as practicable to the west. 

23. After passing Yamethin the line may take generally a« direction of about 
north-west by north so as to keep to the east of Pyauhwe, the absolute position of 
this portion being decided by the most convenient crossing of the Pyauhwe river. 
It should then run in the best direction for crossing or rounding the high land east 
of the Minhla tank. This can only be decided by detailed reconnaissance. But I 
am inclined to think that the best line will pass 3 or 3i miles to the east of the 
Minhla tank. It may then bear towards Wundwin, passing about half a mile to 
the east of it. 

24. The line may then follow generally the direction of the road that passes 
through Kanthit and Pyahyu, keeping a little to the east of it and remaining on 
fairly high ground as long as possible, so as to shorten the embankment over the low 
ground subject to the spill of the Sam6n river, and then turning sharply round so 
as to cross the Sam6n river a mile or two south of Paungmein. 

25. I have considered the question of carrying the line to the east of the Sam6n 
river, so as to pass through Hlaingdet, and keep nearer to any coal-supply that may 
he found there ; but I think it better to keep to the west, for if coal should be found 
of such quality and in such quantities,.near Hlaingdet, to justify its use, it will be 
a long way to the east of Hlaingdet, and in any case a branch to it would be neces- 
sary ; and this branch might as well commence on the west as on the east of the 
Sam6n river. 

26. After crossing the Sam6n river the line may he carried in the most direct 
way to the selected crossing of the Panlang river. 

27. The line I have suggested has been marked by me on the accompanying 
map ; hut it must of course be understood that this line is only roughly approximate 
and must be subject to such modification as may be found necessary in order to 
avoid swamps or uneven ground, or to select advantageous crossings of the larger 
rivers 

28. I would impress upon the Government of India the necessity of commencing 
the earthworks all along the line with the least possible delay, without waiting for 
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the final submission of the plans. There are many places where this may be done 
without the slightest risk, for example, between Nyanglun and Yamethin, and 
between Wundwin, Kanthit, and Pyabyu. A commencement of the earthwork 
might be made on these parts as soon as the construction staff could arrive, while 
between Shwemyo and Inbegbn and between Yamethin and Wundwin some detailed 
survey must be made to fix the absolute direction of the line ; but if the survey 
Engineers were permitted to start work on such places, instead of returning to 
head-quarters to plot their work, it would effect a great economy in time. 

29. It is of vital importance to make an early start so as to have the next season’s 
rains over the whole of the embankments between Tounghoo and Mandalay. If 
immediate action be taken, construction staff at once despatched, earthworks thrown 
up, and temporary bridges constructed over the larger streams, I see no reason why 
the railway from Tounghoo to Mandalay should not be opened for traffic though 
not completely finished, before the end of the cold season of 1887-88. To carry out 
this programme will, however, require the utmost energy ; but if this be not done 
a season will be lost, and it will not be possible to maintain an open line durin^r 
the rains of 1888. Arrangements should at once be made for brick-making, co’- 
lection of fuel and lime, and for ballast burning ; but an indent for the balance 
of girders required for the whole line might be deferred until after the plans and 
sections have been sent in. Subordinates, both upper and lower, clerks, and Native 
surveyors are greatly wanted at an early date, as it appears that Burma cannot 
supply them. The total length of the line will not, I think, far exceed the original 
estimate of the Chief Commissioner, namely, 220 miles exclusive of the sidings and 
riverside branches at Mandalay ; and the mileage rate of cost of the 2nd and 3rd 
divisions should not, in my opinion, exceed that of the 1st and 4th divisions. 


No, 39 By., dated 7th April 1887. 

From— The Secretary of State for India, 

To— The Government of India. 

I have received and considered in Council your Excellency’s Railway letter, No. 
80, dated 8th February 1887, affording full information in respect to the present 
condition and prospects of completion of the Mandalay Extension of the Burma 
State Railway. 

2. The operations in connection with this undertaking have been carried on 
with commendable vigour, as is evidenced by the fact that it is anticipated by your 
Consulting Engineer for State Railways that it may be even possible to open com- 
munication by railway between Tounghoo and Mandalay by June 1887. M my 
sanction for construction of the line was only conveyed to your Excellency’s Govern- 
ment on the 27th October 1886, such celerity in the conduct of the necessary opera- 
tions reflects great credit on all concerned, though, at the same time, I do not over- 
look the fact, as pointed out by your colleague Sir T. C. Hope in his minute on the 
line, that it is not improbable that unforeseen obstacles may delay the opening of 
the line at so early a date. The remarks made by your honourable colleague in his 
minute, on the necessity for the prompt despatch of material from this country for 
the undertaking, will not be lost sight of. 

3. I am glad to learn from your letter and its enclosures that the estimate of cost 
of the line, originally put at 226 lakhs, has now been reduced to somewhat under 
200 lakhs, but I defer any remarks on this aspect of the subject, as I perceive, firom 
paragraph 6 of your letter, that a complete revised estimate^of the project is being 
prepared by your direction, with which doubtless I shall be supplied in due course. 

4. I note also that the mode of provision of funds for the line will form the 
subject of a separate communication from your Government. 




SECTION IV. 

Other Railway Projects. 

1. — Nilgiri Railway. 

2. -Dehra Dun Railway. 

3. -Beugal-Assam Railway. 

4. — Kotri-DelM Railway. 

5. -DelM-Dmballa-Ralka Railway. 
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OTHER RAILWAY PROJECTS. 

1.— Nilgiri Bailway. 

2To. 101 (Eailway), dated 22nd Septeml)er 1887, 

From — ^The Secretary of State for India, (Viscount Cross), 

To— The Government of India. 

I have received your Excellency's Railway Letter, No. 366, dated 12th 

. . . _ „ , Auffust 1887, confirming your telegram of 6tli idem 

proposal to raise additional with regard to the proposal made by the Nilgiri 
capitaimthelondon market, Company, that they Should he allowed to 

raise in the London marhet the additional capital required for the projected 
extension of the Company’s system to Ootacamand. 

2. I enclose copy of the correspondence* which has passed with Mr. Woolley 

on the subject. It is understood that no objection is 
* Letter to Mr. Woolley, . , . i zn . . • • 

dated 24 th June 18S7. entertained by your Government to the rescission or 

modification of Clause 64 of the Company’s agree- 

Letter to ditto, dated 1st ment, and I have caused Mr. Woolley to he informed 
Septemoer 1887. i . xr 

that the necessary formal arrangements must be 

concluded in India directly between the Company and your Government. 

No. 1194 P. W., dated 24th June 1887. 

From — J tjiiAnd Banvsbs, Esq., Under-Secretary of State for India, 
To— B. Woolley, Esq. 

In reply to your letter, dated the 22nd instant, I forward herewith copy of 
the letter addressed by Messrs. Arbuthnot & Co. on the 20th November 1886 to 
the Government of Madras, in respect to the proposed Nilgiri Railway. 

A communication respecting this line has recently been addressed by the 
Secretary of State for India to the Government of India, in which the Secretary 
of State has intimated his willingness to allow the Company, in compliance 
with their request, to raise its capital in London, provided that the Government 
are satisfied there is no legal objection to such a course, that the domicile of the 
Company remains in India, that its operations continue to be carried on under 
the Indian Conapanies Act, and that the approval of the Government is given 
to the work which the Company is prepared at once to take in hand. This 
communication was made to the Government of India on the 7th April last, 
since which date no further information has reached this Office on the subject. 

No. 2, dated 6th July 1887. 

From— R, Woolley, Esq., 

To— The Secretary, P. W. Dept., India Oflce. 

I have the honour to acknowledge the receipt of your letter No. 1194 P. W. 
of the 24th ultimo. 

2. With reference to the following portion of it “ the Secretary of State has 
intimated his willingness to allow the Company, in compliance with their request, 
to raise its capital in London, provided that the Government (of iTnlia. are satis- 
fied there is no legal objection to such a course i” my solicitors, under my 
insi^otions, have submitted a case to Counsel (Messrs. H."h. Shephard, lately 
Acting Advocate General of Madras, and Willie Grant, who are now in Eti frlun/l, 
and, presumably from their position at the Madras Bar, well qualified to advise 
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on the point), and I beg to enclose for yonr information copy of their opinions 
Vffhich I hope will be favourably considered by the Secretary of State. 


The Nilgiri Railway Company. 


dnestion* 

Whether, having regard to the 
fact that the Company is an Indian 
Company with an Indian domi- 
cile, it can legally raise the whole 
of its capital in England, or part 
of it in this country, and the 
remainder in India P 


Answer, 

Apart from the restrictions contained in 
Clause 64 of the Indenture, we do not 
think that there is any legal objection to 
the raising of capital by the Company in 
England. If it may be rightly assumed 
from the terms of the letter of 24th June 
that the Secretary of State is willing to 
withdraw the prohibition contained in 
Clause 64, all that remains to be done is to 
have his consent to such withdrawal for- 
mally recorded by endorsement on the ori- 
ginal indenture. 

H. H. Shephabd. 

W. Grant. 


No. 1541 — 87 P. W., dated 1st September 1887. 

From— Horace Walpole, Esq., Under-Secretary of State for India, 
To— R. WooLLBT, Esq. 

With reference to previous correspondence which has passed between your- 
self and this Office in respect to the Nilgiri Railway Company, I am desired 
now to inform you that, from a communication recently received from the Gov- 
ernment of India, it appears that no objection is entertained by that Govern- 
ment to the Company raising capital out of India, subject to the following 
requirements. 

The Company remains, of course, an Indian domiciled Company, in conse- 
quence of which Sections 48 and 65 of the Indian Companies Act bar opening a 
share registry in London, while Section 35 of the same Act requires Indian 
stamps on the share warrants of the Company. Clause 54 of the Company s 
agreement will, moreover, have to be rescinded or modified by mutual consent, 
a course to which, the Secretary of State understands, the Government of India 
do not object. 

The necessary formal arrangements to give effect to the above conditions 
must he concluded in India directly between the Company and the Government 
of India. 


No. 61 (Railway), dated Sth June 1888. 

From— The Government of India, 

To— The Secretary of State for India, 

In continuation of our Railway Despatch Ho. 166, dated the 12th August 
1887, we have now the honour to transmit for Your Lordship's information a. 
copy of the Draft Agreement between the Secretary of State and the Nilgiri 
Railway Company, amending Section 64 of the Company's Scheduled Contracts 
in order to give effect to the conditions attached to the consent of the Secretary 
of State to the Company's raising Capital out of India. 

2. We have also to forward herewith a copy of the opinion of the Advocate 
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General of Bengal as to the sufficiency and accuracy of the Draft Agreement, a 
copy of which has been forwarded to the Government of Madras, who will now 
take the necessary steps to have the Agreement executed with as little delay 
as possible. 

[Enclosure No. 1.] 

Enclosures Nos. 1 and 2 to Bailwa^ Despatch No, 61 of 1888, 

An Agreement made this day of 188 , between the 

Secretary of State in Council of India (hereinafter referred to as the Secretary 
of State ”3 of the first part the Nilgiri Eailway Company, Limited, a Company 
registered under the Indian Companies Act 1882 of the second part and the 
Nilgiri Rigi Railway Company, Limited, a Company registered under the Indian 
Companies Act 18(56 of the third part. 

Whereas by an Agreement dated the 30th day of September 1885 and made 
between the Secretary of State of the one part and the said Nilgiri Rigi Rail- 
way Company, Limited, of the other part ; the Secretary of State did undertake 
with the said Nilgiri Rigi Eailway Company, Limited, that if prior to the 1st 
day of March 1886 a joint Stock Company should be duly registered under the 
provisions of the Indian Companies Act 1882 or any subsisting statutory modi- 
fication thereof with an Indian domicile a nominal Capital of two millions five 
hundred thousand Rupees and powers sufficient for the purpose of a certain 
indenture set out in the schedule to the now reciting Agreement and therein and 
hereinafter styled “The Scheduled Contract,” and if the Company should prior 
to the 1st day of March 1886 duly and formally execute in duplicate an inden- 
ture identically in the words and figures of the Scheduled Contract with the 
addition thereto only of the names of the persons executing the indenture on 
behalf of the Secretary of State the name of the said Company executing the 
indenture the names of the Directors of the said Company signing the said in- 
denture and the date of the indenture and should on or prior to the said 1st day 
of March 1886 deliver to the Secretary of State the said indenture in duplicate 
duly and formally executed by the Company he the said Secretary of State 
would at any time afterwards at the request of the Nilgiri Rigi Railway Com- 
pany, Limited, to be testified by some writing under its common seal execute and 
deliver the same indenture which should thereupon become binding upon the 
parties thereto. 

And whereas the said Nilgiri Railway Company, limited, was duly regis- 
tered under the provisions of the Indian Companies Act 1882 on the 
day of 188 and on the d»y of 188 the Sohe- 

dnled Contract was executed in duplicate by such last-mentioned Company and 
the Secretary of State. 

And whereas by Section 64 of the said indenture of the day of 

188 , it is provided and it was thereby expressly agreed and declared by 
and between the Secretary of State and the said Nilgiri Railway Company* 

Limited, that the contract enteredi nto thereby by the Secretary of State was 
subject to the following conditions ; — 

{a) That no public solicitations by advertisements or public solicitations 
in any other manner had been or should be made for subscrip- 
ticftis to the Capital of the Company in the United Kingdom of 
Great Britain and Ireland. 

(6) That no steps had been or should be taken by the Company for 
obtaining quotations of the shares thereof on any stock exchange 
in the said United Kingdom. 

(c) That no register kept in accordance with the provisions of the 
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Indian Companies Act 1882 or any subsisting statutory modifi- 
cation thereof of any of the shareholders of the Company had 
been or should be without the consent of the Secretary of State 
kept or opened in the said United Kingdom. 

And that if there had been or should be any breach on the part of the Com- 
pany of any one of such conditions it should be lawful for the Secretary of State 
on ascertaining that there had been such breach to forthwith determine the 
said contract and that thereupon every article clause and thing therein contained 
on the part of the Secretary of State should absolutely cease and determine 
without prejudice nevertheless to any rights which should have accrued or 
should accrue to the Secretary of State prior to or by reason of any such breach. 

And whereas the Secretary of State has with the consent of the said Nilgiri 
Rigi Railway Company, Limited, testified by their being parties to and execut- 
ing these presents agreed with the Nilgiri Railway Company, Limited, to allow 
them to raise any part of the Capital of such last-mentioned Company elsewhere 
than in the East Indies upon the terms and conditions following. 

Now these presents witness and it is hereby agreed and declared that any* 
thing in the said Scheduled Contract or the said Indendure of the day 

of 188 to the contrary notwithstanding it shall be lawful for the 

said Nilgiri Railway Company, Limited, by public solicitations by advertisement 
or otherwise howsoever to solicit and obtain subscriptions to the Capital of that 
Company either in the said United Kingdom or elsewhere provided always and 
it is hereby expressly agreed and declared by and between the parties hereto and 
these presents are entered into by the Secretary of State upon the following 
conditions : — 

(1) That the said Nilgiri Railway Company, Limited, have not obtained and 
shall not obtain or seek to obtain any domicile other than a British Indian domi- 
cile and have not and shall not have or seek to have their Registered Office else- 
where than in British India. 

(2) That the said Nilgiri Railway Company, Limited, have not and shall not 
have or keep any register of the shareholders of that Company at any place 
other than the Registered Office of the Company. 

(3) That the said Nilgiri Railway Company have not issued and shall not 
issue to any person or persons Company or Companies corporation or corpor- 
ations or association or associations any document evidencing the right or title 
of the holder thereof to any shares scrip or stock of the said Nilgiri Railway 
Company, Limited, or to become proprietor of shares scrip or stock of such Com- 
pany elsewhere than in British India. 

Audit is hereby further expressly agreed and declared by and between the 
parties hereto that if there has been or shall be any breach of either of such 
last-mentioned conditions .it shall be lawful for the Secretary of State on ascer- 
taining that there has been such breach to forthwith determine the Contract 
contained in the said Indenture of the day of 188 and also these 

presents and thereupon every article clause and thing therein and herein con- 
tained on the part of the said Secretary of State shall absolutely cease and deter- 
mine without prejudice nevertheless to any rights which shall have accrued or 
shall accrue to the Secretary of State prior to or by reason of any such breach. 

In witness whereof Colonel Charles John Smith, Royal Engineers, Joint 
Secretary to the Government of Madras, Public Works Department, Railway 
Branch, by order and direction of the Governor in Council of Fort St. George 
acting for and on behalf of the Secretary of State has hereunto set his hand and 
the respective common seals of the Nilgiri Railway Company, Limited, and the 
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Nilgiri Rigi Railway Company, Limited, have been hereunto affixed the day and 
year first above written* 


[Enclosure No. 2.] 

Case, 

With reference to the Honourable the Advocate GeneraTs opinion on Case 
No. 49 of 1887 (case and opinion sent herewith in original), a Draft Agreement 
between the Secretary of State for India and the Nilgiri Railway Company 
(Limited) removing the restrictions contained in Section 54 of the Company’s 
Scheduled Contract as to the Company’s raising Capital out of India, and giving 
effect to the conditions, subject to which the consent of the Secretary of State 
to the alteration was obtained, has been drawn and is sent herewith. What the 
conditions imposed by the Secretary of State are, must be gathered, it is pre- 
sumed, from the old correspondence. 

Supposing them to be (i) that the Company is to keep only one share regis- 
ter, and that at its Registered Office in India; and (ii) that the Company is not 
to attempt to deprive the Indian Revenue of the one-anna stamp on its share 
certificates, the Agreement now sent would appear to be in order. 

The Government of India desire to obtain the opinion of the Honourable 
the Advocate General as to whether the proposed amendment is in a legal aspect 
both sufficient and accurate. 

(Sd.) R. LEYCESTER UPTON, The Honourable the Advocate 

Solicitor to the Government of India, General is accordingly requested to 
The 19th April 1888. advise upon the Draft Agreement 

submitted herewith. 


Opinion* 

Under the circumstances stated, I am of opinion that the Draft Agreement is 
both sufficient and accurate. 

The 2Brd April imS* (Sd.) G. C. PAUL. 
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2.— Delira Dun Railway. 

No. 201 (JRailway), dated Slsfc October 1887. 

Trom — The Government of India, 

To— Tbe Secretary of State for India. 

With reference to correspondence ending with Your Lordship's Railway 
Despatch No. 126, dated 16th October 1884, and our Railway Despatch No. 
170, dated 10th November 1884, we have the honour to report, for Your Lord- 
ship’s information, that we have just granted to the Debra Dun Railway Asso- 
ciation an extension to the 31st March 1889 of the term during which the 
capital required for the construction of the projected line of Railway from 
Hurdwar to Dehra must be raised ; such extension being final. 

2, In connection with a request made by the Secretary and Agent of the 
Association, that “ the question of the amount at which the cost of working the 
proposed Railway should be estimated ” may be referred to Your Lordship for 
favour of Sir Alex. Rendel’s opinion, we have informed the Association that 
that any further professional opinion required by them should be obtained in 
the usual way independently of Government. 

3. We send, for Your Lordship’s information, a copy of the principal 
correspondence that has passed on the subject since the date of our last Despatch. 


No. 1356 W. E., dated 20th September 1887, 

Prom— The Secy, to the Govt, of the North-Western Provinces and Oudh, 

To — ^The Secretary to the Government of India, Public Works Department. 

I am directed to acknowledge your letter No. 914 R.C., dated 2nd Septem- 
ber 1887, regarding the proposed line of Railway from Hurdwar to Debra. 

2. With reference to paragraph 2, I am to say that His Honour the 
Lientenant'Governor' and Chief Commissioner concurs in the advisability of the 
proposal made herein of continuing the concessions previously offered to the 
Dehra Dun Railway Association for a further period, and considers that the 
date suggested by the Government of India, mz., the 31st March 1889, would 
be a suitable limit witbiu which the Association must find the requisite capital 
for constructing the proposed Railway line. 

3, In order now to clear the ground of any future discussion on the subject 
I am desired by His Honour to enunciate again specifically the lines and limits 
of the several concessions beyond which this Government would not be prepared 
to go ; they are as follows : — 

i. — To repay the cost of preparing the project up to a limit of RIO, 000 

in the event of the Association failing to establish a company to 
construct the Railway. 

ii. — To give land free of cost under the same conditions as have ruled for 

the Bengal and North-Western Railway Company, 

iii. — To give a postal subsidy for the carriage of mails ; the amount to 

be determined hereafter and to be based on the actual expense 
incurred in doing the work. It would not necessarily he a 
multiple of the actual cost as asked for by the Agent of the 
Association in his letter of the 3rd May 1886 to the Govern- 
ment of India, 
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iv.— Government to do its best to promote a fair agreement for working 
the line between the Debra Dun Railway Company and the Oudh 
and Robilkband Railway Company or whatever agency may be 
working the latter line when the Debra Dun Railway is completed. 
V. — Tbe'^Government, North-Western Provinces and Oudh, to endeavour 
to provide reasonable facilities for procuring such timber and 
other forest produce as may be required for and during the 
construction of the Railway. 

In regard to this it should be distinctly understood that, in respect of 
sleepers or other forest timber produce, all transactions between the Railway and 
the Forest Department must be conducted on strictly commercial principles and 
no concession of rates or dues can be promised. In respect, however, of other 
forest produce, such as Bugri, Gravel, Boulders, &c., required for building pur- 
poses, the Lieutenant-Governor of these Provinces will be prepared to consider 
the concession of Royalty to some extent subject to certain conditions of work- 
iug, &c. 

— The Company to have the right to levy rates and fares within certain 
maxima stated by them in their letter to the Government of 
India, dated 10th March 1884, viz , : — 


For Passengers, 

ITpper class, 2^ annas per mile. 

Lower ditto, 3 pies per mile. 

For Goods, 

1st class, 1 pie per maimd per mile. 

2nd ditto, 2 pies ditto ditto. 

3rd ditto, 3 pies ditto ditto. 

4. I am also desired to recapitulate the clauses which it is desirable to enter 
in any contract which may be drawn up to give effect to the concessions above 
specified : they are as follows : — 

(a)— Land to he given for 99 years only ; the location of the line to he 
approved by Government. 

(&)— Right of Government to acquire or purchase the line at periods of 
30, 50, and 99 years. 

(c)— -Rates for troops, police, and prisoners to he |ths of the rates pre- 
vailing at the time for the public. 

(<?)— Railway Act and amendments to have effect ; Government to have 
the right to make periodic inspections and to be able to enfoice 
maintenance by closing the line or imprisoning stock. 

(e)— Accounts and statistics to be furnished to Government in forms 
prescribed for State Railways. 

(/)— Government to have the right to inspect the hooks and accounts 
when desired. 

(^)~The Company to pay -^ths of the cost of such Police Force as may 
be required. 

6. In conclusion, I am to say that the Lieutenant-Governor observes that 
the Government of India does not propose to continue the discussion of the 
question of constructing the line on the basis of the objections previously urged 
as to the probability of its proving remunerative ; and I am to add that the 
advisability of no official opinion being conveyed to the Association in regard 
!Jo the merits of their project is fully concurred in by this Government, 
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Dated 22iid September 1887. 

From—O. W. Hope, Esq., Secy, and Agent, Debra Dim Eailway Association, 

To — ^Tbe Secretary to the Government of India, Public Works Department. 

I have the honour to acknowledge the receipt of your letter No. 930 R.C., 
dated the 9tb. instant, and to convey the thanks of my Association to Govern- 
ment for having sent the additional copies of the documents therein mentioned. 

2. Referring again to your letter No. 913 R.C., dated the 2nd instant, I have 
the honour to forward an extract from the Minutes of Proceedings of a Meeting 
of the Association held here on the 10th instant, together with a copy of the 
Note by Messrs. Campbell and Hope therein referred to, and, accordingly, to 
request that the question of the amount at which ^ the cost of working the 
proposed Railway should be estimated may, as soon as possible, be referred by 
the Government of India to the Secretary of State, with a view to an early 
opinion being obtained by him from Sir A. M, Rendel, his professional adviser, 
and forwarded to the Government of India for communication to the Associa- 
tion. Should that opinion he in favour of their contention, as it is confidently 
anticipated it will he, the Association will then be in a position to proceed to 
endeavour to raise capital for the construction of the Railway. The Association 
make this request with confidence, as the Government of India have declined to 
be responsible for the opinion of their Consulting Engineer for State Railways 
in this country, and must, therefore, be desirous, with reference both to the 
Hurdwar-Dehra-Rajpur and to other similar projects, to have an authoritative 
opinion as to the method by which working expenses ought to he calculated. 

3. The Association desire me to say that in their future procedure they 
will always observe tbe condition laid down in your letter, namely, that the 
Government of India is not to be considered as in any way responsible for tbe 
documents therewith communicated to them, and that they will, therefore, be 
careful not to represent the Government as being so responsible. I am also 
desired to tbank the Government of India for having communicated to them 
copies of Mr. Hunt’s Reports and Estimates, and to enquire whethere they are 
right in presuming that, should they ultimately decide to proceed to the forma- 
tion of a Company to construct the proposed Railway, Mr. Hunt’s maps, plans, 
sections and drawings also, or copies of them, will be placed at their disposal. 

4. The documents which tbe Association wish to be transmitted to the 
Secretary of State as to tbe case for Sir A. M. Rendel’s opinion are the fol- 
lowing : — 

1. — The project prepared and submitted to the Government of the 

North-Western Provinces and Oudh with my letters of 28th May 
and 21st October 1885. 

2. — ^Letter from the Government of India, Public Works Department, 

to Secretary and Agent, Debra Dun Railway Association, No. 
201 R.C., dated 8th March 1886. 

3. — ^Letter from the Secretary and Agent, Dehra Dun Railway Associa- 

tion, to Secretary to Government of India, Public Works Depart- 
ment, dated 16th March 1886. 

4. — Letter from the Government of India, Public Works Department, to 

the Government, North-Western Provinces and Oudh, No. 292 
R.C., dated 14th April 1886. 

5. — Note by the Consulting Engineer to the Government of India for 

State Railways on the financial aspect of the proposed Hurdwar- 
Dehra-Rajpur Eailway, dated 31st May 1886. 
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6. — Letter from the Government of India, Public Works Department, 

to Secretary and Agent, Dehra Dun Railway Association, No. 552 
R.C., dated 9th J uly 1886. 

7. — Reply by the Dehra Dun Railway Assof'iation to Note by Consult- 

ing Engineer to Government of India, dated Simla, 27th July 
1886. 

8. — Revised Estimate by Association, with accompaying note, dated 

14th July 1886. 

9. — Note by the Consulting Engineer for State Railways on the piojpct 

for the Hurdwar-Dehra-Rajpur Railway, date! 10th August 
1886. 

10. — Letter from Government, North-Western Provinces and Oudh, 

Public Works Department, No. 841, dated 23rd April 1887, sub- 
mitting to Government of India Mr. Hunt’s reports and esti- 
mates. 

11. — Mr. Hunt’s reports, estimates, maps, plans, and sections, submitted 

with No. 10. 

12. — Reply of the Dehra Dun Railway Association to a second note, 

dated 10th August 1886, by the Consulting Engineer for State 
Railways. 

13. — Appendices to No. 12 "Reply,” &(*. 

14. — Note by Consulting Engineer for State Railways on the Hurdwar- 

Dehra-Rajpur Railway project, as revised by Mr. Hunt, dated 
15th June 1887. 

15. — Letter from Government of India, Public Works Department, to 

Secretary and Agent, Dehra Dun Railway Association, No. 913 
R.C., dated 2nd September 1887. 

16. — This letter, 

17. — Extract Minutes of Proceedings of Meeting of Dehra Dun Railway 

Association held on 10th September 1887. 

18. — Note by Mr. A. Campbell and Mr, C. W. Hope, dated 9th August 

1887, in reply to Note by Consulting Engineer, dated 15th June 
1887. 

The Association will be glad to furnish copies of any of these documents 
which the Government of India may require to enable them to submit the case 
to the Secretary of State in a complete form. 

6. Looking to the delay that has occurred in passing orders on Mr. Hunt’s 
report, involving the loss of the next working season, I am directed to express 
a hope that the request now made by the Association may meet with the earliest 
possible consideration. 


Extract froM Minutes of Proceedings of a Meeting of the Dehra Dun 
Pailway Association held in the Simalaya Danh, Mussoorie, on Satur-' 
day, the 10th Septemler 1887, 

The Secretary and Agent read a letter. No, 913 R.C., dated the 2nd Septem- 
ber 1887, which he had received from the Government of India in the Publjc 
Works Depaitment, written in reply to his letter of the 7th June last. With 
this letter were forwarded printed copies of Mr. Hunt’s reports and estimates on 
the alternative lines for the Railway surveyed and examined by him, and of 
extracts from a Note thereon by the Consulting Engineer to the Government of 
India for State Railways, dated the 15th June 1887. 

2 L 
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In forwarding ttese documents, tlie Secretary to Government said he was 
directed to explain — 

“ That the report is merely sent in compliance with ycmr expressed wish, and that 
the Government of India is not to be considered as in any way responsible for the views 
propounded in the report, for the estimates which accompany it, nor for the opinion 
of Mr. Molesworth. If the Association should desire to proceed with the project, 
they must do so entirely on their own judgment, and at their own risk.’^ 

The Secretary and Agent said that these documents had been carefully 
examined and considered by Mr. Campbell and himself, and he laid on the table 
a Note embodying their remarks and criticisms on them, and read some extracts 
from it, and stated the purport of the conclusions therein drawn. 

The Meeting unanimously adopted the Note prepared by Messrs, Campbell 
and Hope, and resolved that it be printed, and that copies be sent to the Gov- 
ernment of India and to the Local Government. 

It was also resolved, unanimously, that— as the probable cost of costructing 
the proposed Debra Dun Eail way, according to Mr. Hunt’s estimate, even as 
increased by Mr. Molesworth, has turned out to be so moderate, and believing 
that the cost of working the line cannot be abnormally high, and must leave a 
good profit — the Association persevere in their efforts to carry out the under- 
taking. 

It was further resolved that, it being necessary to establish beyond further 
dispute the accuracy of the Association's contention as to the amount at which 
the cost of working the line should be estimated, tho Government of India be 
asked to refer the projects prepared by the Association and Mr, Hunt, together 
with all the various Notes (including the Note now adopted by the Meeting) on 
the subject of working expenses, to the Secretary of State, with the request 
that he may be pleased, as soon as possible, to take the opinion of Sir A, M. 
Kendel, M.I,C.B., the Consulting Engineer to the Secretary of State, on the 
whole question. 


"R&ply of the Dehra Dm Railway Association to a Note, dated 15th June 
1887, hy ComuUing Engineer for State Railways, on the Rurdwar- 
RaJjpur Railway project, as refoised ly Me. E. L. Hunt, Executive 
Engineer, 

PEElIMI3SrAET. 

The snrvey carried out by Mr. E. L. Hunt was undertaken by the Local 
Government at the instance of the Government of India, vide extract from a 
letter. No. 292 R.C. of 14th April 1886, printed on page 1 of the reply of the 
Association to the first Note of the Consulting Engineer for State Railways. 
Mr, Hunt's appointment to make the survey was communicated to the Associa- 
tion in a letter, No. 169 W.R., dated 8th November 1886, from the Govern- 
ment, North-Western Provinces, P. W. Department, and it was then said that 
after Mr. Hunt had prepared his Report, Major Gracey, R.E., the Engineer-in- 
Chief, would go over the line. On Major Gracey's transfer to Burma being 
gazetted, the Association wrote to Government and urged that he should make 
his inspection before he left the North-West. The reply. No. 699 W.R., 
dated 17th March 1887, was that Major Gracey could not come, buc that 
Mr. Hunt was an officer of long standing and experience, and his Reports and 
Estimates would be accepted (after consideration) by the Local Government, and 
Mr. Hunt was ordered to go over the Hue with the representatives of the As- 
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sooiation, and discuss moot points with them, should they wish it. That had, 
however, already been amply done, and the Local Government were told so in 
reply, in a letter dated the ftth April, and at the same time asked to communi- 
cate copies of Mr. Hunt’s Report and Estimates and the remarks made on them 
by Government to the Association, as soon as they were sent up to the Supreme 
Govemmeut. Copies of the Association’s reply to the Consulting Engineer’s 
Note of 10th August 1886 were at the same time sent to the Local Government 
with the request that the question of working expenses might be reconsidered in 
the light of the arguments therein put forward, and with reference also to the 
revision of the project made by the Association in July 1886, and fco the further 
revision of it since made by Mr. Hunt. No notice whatever was taken of these 
requests, and it was not until the month of June last that demi-official enquiry 
elicited the fact that Mr, Hunt’s Reports and Estimates had been submitted to 
the Supreme Government on the 23rd April, but without the arguments of the 
Association on the question of working expenses. These were therefore at once 
forwaided direct to the Government of India, with a letter dated the 7fh June. 

2. From the letter, No. 913 R.C., dated 2nd September 1887, from the Gov- 
ernment of India, with which has been forwarded copies of Mr. Hunt’s Reports 
and Estimates, and copies of a Note by the Consulting Engineer thereon, dated 
the 15th June last, it does not appear whether the Local Government in submit- 
ting Mr. Hunt’s Reports and Estimates made any remarks thereon ; but it may 
be presumed that something was said, and also that nothing was said which 
detracted from the authority and value of Mr. H unt’s investigation and Reports. 
The Association are therefore entitled to presume that Mr. Hunt’s Reports and 
Estimates have been “ accepted ” by the Local Government, the letter of 
17th March quoted above. And, though the Government of India are "not to 
be considered as in any way responsible for the views propounded in the Report, 
for the Estimates which accompany it, nor for the opinion of Mr. Molesworth,” 
the fact remains that Mr. Hunt’s survey was made, and his Reports and 
Estimates prepared, at the instance of the Government of India, and under 
pressure put by them on the Local Government. The Report and Estimates 
have been printed by the Government of India, and copies have been given to 
the Association, who are told that if they should desire to do so, they must pro- 
ceed with the project " entirely on their own judgment and at their own risk.” 

3. Even though, therefore, the remarks of the Local Government have been 
withheld and the Government of India have studiously refrained from saying a 
word which might he construed into approval or adoption of Mr. Hunt’s con- 
clusions and estimates, the action of the Supreme Government must uot be 
undervalued. They have caused the subject to be thoroughly investigated from 
an engineering point of view by au engineer of long standing and experience, 
whose Report and Estimates the Government under whom he serves said they 
would accept. This was done, because the Local Government has refused to ac- 
cept as correct the estimates prepared by the Association, and because the 
Consulting Engineer to the Government of India had endorsed this refusal, and 
also pronounced that the line would be an even more expensive one to work 
than the adviser of the Local Government had said it would be. Neither Gov- 
ernment have said a word to lessen the weight of Mr. Hunt’s conclusions ; and 
the Supreme Government, while forwarding copies of it, have disclaimed any 
responsibility for the opinion of Mr. Moles'vorth, who has pronounced Mr. 
Hunt’s Estimate of cost to be slightly inadequate. It remains now to show 
that Mr. Molesworth ’s Note may he wholly disregarded by the Association as 
a factor in determining their future course of action. 

* 2l2 
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Rema/phs on Mr, MolemorlKs Mote of Wth June 1887. 

4. Tlie Consulting Engineer begins by stating that a competent Engineer 
(Mr. Hunt) having gone over the ground and reported practically on the pro- 
ject, it is now placed in an entirely new and in a far more favourable light. 
The improvements on the project attributed to Mr. Hunt are — (1) the ruling 
gradient has been reduced from 1 in 40 to 1 in 75 ; (2) the tunnelling has been 
shortened by 2,000 feet ; (3) 3^ miles containing the heaviest earthwork have 
been abandoned ; (4) the curves have been improved, the alignment altered, and 
the costly ravine (Wc) and embankment all avoided. “So that/' says the Con- 
sulting Engineer, “ every condition affecting the cost of construction or the 
working expenses has been entirely altered.” In attributing all this improve- 
ment to Mr. Hunt the Consulting Engineer has now ignored entirely the 
revision of the project previously made by the Association themselves, although 
their revised estimate and accompanying Note, dated 14th July 1886, were 
duly sent to him by the Government of India, and were referred to hy him in 
his second Note, dated the 10th Augnst 1886. By that self -revision (1) the 
section of the line between Debra and Raj pur, containing the heaviest earth- 
work, was reduced from 7'8 to 4*6 miles in length, and from R75,773to 
R61, 176 in mileage cost ; and the whole line was reduced from 37*46 to 34*3 
miles in length, and from R70,000 to R67,042 in mileage cost ; (2) the tunnel 
on the Dehra-Rajpnr Section, 650 feet in length, was stmck out ; (3) the 
ruling gradient of 1 in 60 on the Hurdwar-Dehra Section was reduced to 1 in 
70 ; (4) two grades of 1 in 40, 5,783 and 4,728 feet in length respectively 
were struck out in the revision of the Dehra-Hurdwar Section, and only one 
grade of that degree left, 5,581 feet in length, at the very end of the line, and 
three other steep gradients were also cut out of that section, namely, 1,005 feet 
of 1 in 58*75, 1,860 feet of 1 in 73*8 and 4,900 feet of 1 in 70 ; (5) more room 
was got for the terminal station for Raj pur, and a crossing of the road there 
was avoided ; (6) six sharp curves of from 800 to 1,350 feet radius were 
got rid of on the Dehra-Rajpnr Section, and the minimum radius was increased 
to 1,000 feet; (7) the heavy earthwork and retaining walls on that section of 
the line, and a bridge of 30 feet span were all cut out j and (8) five level 
crossings were saved in the whole length of the line. 

5. Of the improvements attributed by the Consulting Engineer to Mr. 
Hunt, the only items not effected last year by the Association are (1) shorten- 
ing the tunnelling by 1,370 feet (not 2,000), which Mr. Hunt was enabled to do 
chiefly because Government allowed him to interfere with the road at Hurd war, 
though they had directed the Association to avoid it entirely ; (2) Mr. Hunt 
has said that the ruling gradient on Section I should be improved to 1 in 75, 
though at the cost of some increase of earthwork; (3) Mr. Hunt, by an altera- 
tion of the alignment of the Dehra Station, has increased the radius of the 
curve leaving it from 1,000 to 1,428 feet ; and (4) he has somewhat straightened 
the alignment and flattened the carves on the Hurdwar-Dehra Section — the 
minimum radius being now 2,000 feet instead of 1,320, of which latter radius 
there was only one curve of 1,691 feet on the Association's list. It is not the 
ease, as stated by Mr. Molesworth, that Mr. Hunt has reduced the ruling 
gradient of the whole line from 1 in 40 to 1 in 75. Mr. Hunt has made no al- 
teration whatever in the grading of the Dehra-Rajpur Section proposed by the 
Association, and he expressly says that the final grade of 1 in 40 cannot be 
avoided. On the whole, it may be distinctly asserted that there has been no 
mateiial alteration made in the conditions affecting the cost of construction. 
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“ or the working expenses, ” since Mr. Molesworth wrote his Note of the lUth 
August 1886, in which, indeed, he admitted that the line had been altered by 
the Association's revision in some of its most vital points, — reducing the 
giadieuts and shortening the length. And in the face of the fact that the ruling 
gradient of the first 29 miles had then been reduced to 1 in 70, and that those 
of the remaining 4*3 miles had b^en improved as already stated, it is incompre- 
hensible that Mr. Molesworth should, in his Note of August 1886, have 
stated, as he did twice over, that gradients of 1 in 68, 1 in 60, 1 in 70, and 
1 in 80 were freely scatterea over the whole line, and that therefore it would 
not be practicable to dispense with two engines for the train throughout. The 
alteration in the conditions affecting the cost of working since Mr. Molesworth 
wrote in August 1886, as also mainly in those affecting the cost of construction, 
exist entirely in his own imagination. 

6. The Consulting Engineer says he has not been able to obtain any section 
of the modified line, nor either maps or plans showing the new alignment, nor 
drawings of the bridges and stations : it is therefore somewhat surprising that 
he should have proceeded to criticise the estimate even only on general grounds. 
It is not for the Association to conjecture why the project should again have 
been sent to Mr. Molesworth in an incomplete state ; but they may note that 
their representatives at Simla last year urged that their maps and plans should 
be sent to Mr. Molesworth, and offered to lend their office copies for the express 
purpose. 

7. With regard to the rejection by Mr. Hunt, after surveying and estimat- 
ing for it, of the Motiohur route, and to Mr. Molesworth's concurrence in this, 
it may be observed that in their Report of 1886 the Association gave good and 
sufficient reasons for rejecting that route, and that if those had been duly 
weighed by Mr. Molesworth, and by the advisers of the Local Government, 
Mr, Hunt’s expenditure of time and money in surveying 22 miles of difficult 
ground and preparing the project by that route would have been saved. The 
first reason given by the Association — that by that route the traffic would have 
to be lifted over bills and led down again— seems sufficient. Mr. Hunt soon 
saw that the line would be a bad one, but he considered that his instructions 
loft him no choice hut to complete the survey and estimate of it. 

8. Mr. Molesworth gives an abstract of the cost per mile of each head of 
work taken from Mr. Hunt’s estimate, and contrast the total, R79,094 per mile, 
with that of the Association’s original estimate, ft70,000 per mile, with the 
view of showing that they allowed less for a line of a far more difficult 
character. It will hardly be believed that Mr. Hunt’s total of R79,094 includes 
an entry of R9,912 for rolling stock, another of R579 per mile for laud, and 
another of R582 for plant, for which no provision is included in the estimate of 
the Association. Deducting these, the mileage total becomes R68,021. As 
there are other differences between the two estimates which prevent comparisons 
of totals, it would be convenient here to bring together the heads of each and 
to make the necessary adjustments, and to show also in juxtaposition the altera- 
tions Mr. Molesworth thinks should be made in Mr. Hunt’s estimate. In the 
Association’s estimate an allowance was made at the end for contingencies by 
one entry of 6 per cent, on the total, without establishment ; but as Mr. Hunt 
and Mr. Molesworth have included contingencies, though at the rate of 5 per 
cent, only nnder each heM of work, the amounts of the Association’s estimate 
have, in the following table, been recalculated in the same way, retaining how- 
ever the original rate of 6 per cent. The figures of the Association’s revised 
estimate are shown aggregating R67 ,042 per mile. 
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Pbb Mile oe Eaiiwat, 






Association’s 
Revised Estimate. 

Mr. Hunt’s 
Estimate. 

Mr. Molesworth’s 
Estimate. 

Preliminary . 

Land 

Earthwork . • 

Minor Bridges 

Large Bridges . 

Tunnels . . . 

Level Crossing, &c. . 
Eoad diversions . 

Fencing . . « 

Mile and Gradient posts 
Telegraph 

Ballasting , 
Permanent Way • 

Stations and Offices 
Station Machinery* 
Workshops , 
Staff-quarters • 

Plants . . 

Bolling Stock • 

Establishment 



! 

B 

926 

Nil 

4,194 

] 12,939 

6,178 

413 

340 

240 

10 

mi 

4,223 

23,913 

8,399 

1,820 

mi 

1,623 

Nil 

Nil 

6,818 

B 

495 

679 
6,897 
{ 13,297 

1 3,687 

6,414 

711 

Nil 

853 

(in earthwork) 
146 
3,270 
22,711 
1,630 
2,495 

1,619 

682 

9,912 

4,978 

E 

600 

577 

6,880 

14,500 

3,900 

4,250 

709 

mi 

851 

(in earthwork) 

760 

8,261 

26,000 

1,626 

2,490 

1,800 

1,800 

1,000 

10,000 

6,000 

Deduct Bolling Stock 

. 

. 

• • 

67,042 

79,094 

9,912 

83,794 

10,000 

Add Land • • 



« • 

67,042 

677 

69,182 

78,794 

„ Telegraph, at Mr. Hnnt’s rate 


148 

... 

... 

.. Workshops, at Mr. M/s rate 


1,800 


... 

„ Plant, at Mr. M.’s rate 

• 

* 

1,000 

... 

... 

True Comparative Totals 



70,586 

69,182 

73,794 

Or, adding Bolling Stock 

• 

* 

, 10,000 

10,000 

10,000 

GnAim ToxaiiS 

. 80,565 

79,182 

83,794 


9. The Association’s original estimate per mile was fi70,000 without and 
fiSOjOOO with rolling stock. Their revised estimates are R70,565 and It80,565. 
Mr. Hunt's estimate ft69,182 without and R79,182 with rolling stock, and Mr. 
Molesworth’s estimates areR73,794 and ft83, 794 without and with rolling stock. 
After making the above adjustments Mr. Hunt’s estimate of total cost turns out 
to be B47,437 less than that of the Association, and Bl,59,058 less than Mr. 
Molesworth’s, while the Association’s estimate is only El, 11,621 less than Mr. 
Molesworth’s. But deducting land which Government gives free, and which has 
been added only for the sake of comparison, the‘ Association’s estimate is Bl,31,412 
less than Mr. Molesworth’s, Major Gracey’s estimate of 1886, which Mr. 
Molesworth, on general grounds, thonght certainly not in excess, was Bl, 00,000 
per mile, including roling stock,— an exces of over E3 1,000 per mile, or more 
than lOj lakhs in total amount, over what is now proved to he necessary. 

10. After what has already been said, it might seem unnecessary to consider 
Mr. Molesworth’s Note any further ; but the following remains to he said. 

JSarthworJn , — The Consulting Engineer agrees with Mr, Hnnt that the line 
has in some places been graded too low by the Association, but he has omitted 
to mention that Mr. Hunt has allowed for that. The printed report states that 
l-16th had been added to the Association’s quantities on that account. It is 


♦ This item was left out of his abstract of Mr. Hunt’s estimate by Mr. Molesworth, 
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believed tbat this is a misprint for l-6th. Tbe Association’s original all-round 
rate for eartkwork was per 1,000 cubic feet, and this was retained in the 
revised estimate, though the high embankments were cut out. Mr. Hunt’s rate 
is the same, and in accepting this as sufficient, Mr. Molesworth gives the Associa- 
tion no credit for having thus practically increased the rate for the easier work. 

11. Tunnelling, — Mr. Molesworth considers Mr. Hunt's rate too low. Mr. 
Hunt's rate was R6,414 per mile, but when giving his own abstract estimate Mr. 
Molesworth puts down E4,250 as the mileage rate : this is not a misprint, for 
the column adds up correctly. 

Fencing, — Mr. Hunt's rate is R853 per mile. Mr. Molesworth says that 
Rl,600 to Rl,700 should be added to this rate, which would make it 3125453, or 
R2,553, but yet in his own estimate he enters only E851. 

13. Telegraph. — Mr. Hunt states, from knowledge of the existing practice, 
that the Government will remove the present Telegraph line from tlie 
road to the railway, at their own cost, and he provides merely for rent to he 
paid to Government for the use of the line for eighteen months during con- 
struction. Mr. Molesworth ignores this explanation, and raises the rate to 
3Ri750 a mile, so as to provide for the construction of a new line of telegraph for 
the railway. The Association knew that Government constructs all lines, but 
omitted to provide i-ent during construction. The rate entered for rent by Mr. 
Hunt appears, however, to be very high to pay for use of a public wii*e, being 
nearly 20 per cent, of what Mr. Molesworth would conitruet a new line for. 

14. Permanent Wag, — Mr. Hunt has estimated the rate per mile for ballast- 
ing and peimanent way at R25,982, and has given full details to justify this 
rate. Mr. Molesworth has raised this rate to R28,261, but has given no reason 
for doing so. Mr. Hunt, it is believed, took pains to ascertain from the proper 
quai ter the current prices for the materials landed in Calcutta and i*ates for 
carriage up country, and the Association are not awaie that these have lately risen. 
It may be noted that Mr. Hunt was ordered to increase the weight of the rails 
from 62& per yard, — the weight proposed by the Association, as being that on 
the main line of the Oudh and Rohilkhand Railway, — to 75!b ; but the rate 
per mile allowed by the Association for ballasting and permanent way was so 
ample, that Mr. Hunt’s estimate for heavier materials actually amounts to less. 

15. Workshops. — Neither the Association nor Mr. Hunt provided for work- 
shops, because the expectation is that the line will be worked by the owners of 
the Oudh and Rohilkhaud Railway. Mr. Hunt's entry of R44 a mile was 
merely for a temporary store-house and yard at Hurdwar. Mr. Molesworth 
enters Rl,800 a mile as the equivalent for a share of the workshops of the 
parent line. But the Association adopted the alternative he mentions of allow- 
ing interest on an equivalent amount of capital in their estimate of working 
expenses. 

Working Expenses. 

16. Mr. Molesworth states that every condition of the project affecting 
working expenses has been entirely altered. He originally, in his Note of 31st 
May 1866, set aside Major Grace y's estimate of working expenses — 66 per cent, 
of the gross earnings — as being based on an unsound and misleading method, 
and adopted as the proper basis the method of calculating the train-mileage re- 
quired for the traffic ; but, as the Association contend they have amply proved, he 
took a much too large a unmber of train-miles, and the rate per train-mile at an 
impossibly and unfairly high rate. Major Gracey took his 66 per cent, on a gross 
revenue calculated at much higher rates and fares than are charged on the Oudh 
and Rohilkhand Railway, and this rate was actually over 151i per cent, of the 



494 


OTHER RAILWAY PROJECTS. 


gross earnings calculated atOudh and Rohilkhand rates and fares; or, in other 
words, he made out that the Debra Dun Railway would be worked at a loss of 
R66,009. Mr. Moles worth, by his method, arrived at a cost of working which was 
actually 89*57 of the gross earning at Dehra Dun Railway rates and fares. Major 
Giacey’s total working cost was Rl,93,790. Mr. Molesworth’s total was 
R2,91,130, or almost a lakh of rupees more, which left a balance of only R*33,867 
out of R3, 25, 000, to which amount Major Gracey had raised the gross revenue 
estimate. It seems extraordinary that Mr. Molesworth should have thought 
this possible. Major Gracey *s gross revenue of R3,25,000 recalculated at Oudh 
and Rohilkhand rates and fares amounts to only Rl, 41,509. Mr. Molesworth 
said that it would cost R2,91,130 to carry a traffic worth £1,41,509. This rate 
is 209 per cent. 

17. Let us see, then, what Mr. Molesworth has made of the estimate of 
working expenses, now that “every condition affecting them has been altered, 
and the project placed in an entirely new and in a far more favourable light.*’ 
In his second Note of 15th August 1886, he had affiimed his previous conclu- 
sions as to the amount of train-mileage necessary, but had said that the condi- 
tions of working having been altogether changed by the alterations in gradient, 
&c., it would be more satisfactory to take up the question afresh after the line 
had been examined as proposed by a competent Engineer, and when more full 
data were available. In the interval Messrs, Campbell and Hope’b reply to this 
note has been forwarded to the Government of India and, it may surely be 
presumed, passed on to Mr. Molesworth ; hut there is no trace in his Kote of 
15th June, that he has even seen it. He repeats the assertion made at the 
outset that the ruling gradient of the line is no longer 1 in 40, and says that 
therefore the working expenses will be far less than they would otlierwise have 
been. Mr. Molesworth again adopts Major Gracey *s maximum estimate of 
traffic, £3,25,000, and says— “ the working expenses of suck a traffic ** (the 
italics here and afterwards are not his) “on this line, as now modified, would 
prohahly be in round numbers about £2,00,000, leaving a net profit of £1,25,000, 
or about 4^ per cent, ou a capital of 28f lakhs of rupees.** 

18. Heie then is the result of Mr. Molesworth’s taking up the question of 
working expenses afresh, after the line has been examined by a competent 
Engineer, and when more full data are available. “ Probably about £2,00,000,” 
not a word about train-mileage now, although the Association’s representative 
had followed him in using that method of estimating. The method of train- 
mileage has been abandoned for Major Gracey’s method of guessing at percent- 
ages which the Consulting Engineer, in May 1866, pronounced to be unsound 
and misleading, and the percentage of profit has gone up at a hound from 0‘9 
to 4*33. Mr. Molesworth does not see, or has again ignored the fact that “ such 
a traffic,” namely, the gross earning of £3,25,000, is only bionght out by 
estimating at high rates and fares ; and reasoning from the analogy of other 
railways in India, he thinks that somewhere about 60 per cent, of the gross 
earnings (the Oudh and Rohilkhand rate is 56 per cent.) would be near the 
mark for the impioved Dehra Dun Railway. Sixty per cent, on £3,26,000 
would be £1,95,000, and Mr. Moleswoi-th, dealing only in round numbers, puts 
the cost of working at about two lakhs. Major Gracey’s traffic of £3,25,000 re- 
calculated at Oudli and Rohilkhand rates and fares, would, as already stated, 
he reduced to £1,41,509. Mr. Molesworth says it would cost £2,00,0( 0 to 
carry this traffic, and he has, therefore, unconsciously estimated the working 
expenses of the proposed line at 141 per cent., which would be an annual loss 
of £58,491. 
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19. As the difference is so trifling, while the margin of net revenue when 
fairly calculated is so great, the Association are quite prepared to accept Mr, 
Moles worth’s estimate of cost of construction, in lieu of their own or of Mr. 
Hunt’s, as the basis of a revised estimate of profit from carrying out the project. 
But they adhere to their own estimate of working expenses as being a reason- 
able one, and the best they are able to make. Their final estimate, then, is— 

E 

Gross revenue (Major Gracey’s) ..... 3,25,000 
Deduct working expenses, as per estimate No. 3 of Associa- 
tion’s Reply, dated April 1887 1,12,343 

Net revenue , 2,12,657 

which would yield a return of nearly 7* 1 per cent, on the capital of 28f lakhs. 

20. In his original calculation of the working expenses of the Dehra Dun 
Railway, Mr. Molesworth took as his bisis the cost of working a train mile on 
the Oudh and Rohilkhand Railway for the latter half of the year 1884 ; but the 
Association protested against this, as it was a period during which the work of 
improving the pei manent-way was being cirried on at a greater rate than pre 
viously, and they proposed to take the whole of the year 1883 as the basis on which 
to calculate. In his second Note, in reply, Mr. Molesworth said that 1883 was 
a year in which the Oudh and Rohilkhand Railway had been inefficiently main- 
tained, and he said he had made allowance for the extra expenditure incurred by 
order of Government in 1884 ; but he gave no details of his calculations by which, 
on the whole, he had raised the total rate from R2‘71 per train-mile on the 
Oudh and Rohilkhand Railway to R3*82 on the Dehra Dun Railway. In their 
replies to Mr. Molesworth’s Notes, the Association gave reasons which seemed 
to them sufficient for preferring to take tlie Oudh and Rohilkhand Rriilway rate 
of 1883; and they showed that this would he ample for the whole of the im- 
proved Dehra Dun line worked at a low speed. In his 3rd Note, as already 
mentioned, Mr. Molesworth has entirely abandoned the method of estimating from 
the basis of the cost of working a train-mile, and makes a lump-sum guess at 
the tetal amount. It is now observed that the cost of working a train-mile on 
the Oudh and Rohilkhand Railway for 1886 had fallen to Rl*76. The rate 
originally taken by Mr, Moleswortii, namely, that for the latter half of 1884, 
was R2*71, and he put the Dehra Dun Railway rate at R3‘82. In that pro- 
poition the estimated rate might now be reduced to R2 48, thus ; — 2*71 : 3*82 : : 
176: 2'48,— or 39*68 annas. Revising on this basis, the calculation made in 
paragraph 31 of the Association’s reply, dated April 1887, to Mr. Molesworth’s 
second Note, we have 49,465 train-miles X 39'68 annas = Rl,22,673; and the 
estimate o^ profit given above would become— 

R 

Gross earnings (Major Graoey’s estimate) .... 3,25,000 
Deduct worKng expenses 1,22,673 

Net revenue . 2,02,327 


which would yield still a return of over 7 per cent, on 28f lakhs. 

21, It has been said above that the margin of net revenue is a wide one. 
Supposing the difference between Mr. Molesworth’s guess at, and the Associa- 
tion’s estimate of, working expenses (paragraph 19) to be split, and R43,828 to 
be added to the latter, making a total of R 1,56,1 71, the net revenue would be 
reduced to R 1,68, 828 ; hut the profit would still he 5*87 per cent. This rate 
of working would be nearly 61*9 per cent, of a revenue swollen by charging 
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high rates and fares. It is 119 per cent, of the gross revenue calculated 
at Oudh and Eohilkhand rates and fares, and is therefore quite absurd. 
El, la, 343, the true cost of working a traffic of £3,25,000 earned from high, 
rates and fares, is only 34 per cent., but it would be 79 per cent, if only Oudh 
and Rohilkband rates and fares were charged, and a net revenue of only 
£29,166 would remain, yielding a profit of little over 1 per cent. This shows 
how necessary it is, in the case of such railways as those proposed for the ac- 
commodation of Mussoorie and Simla, to charge at first at least, and until the 
traffic developea, considerably higher rates and fares than those which prevail 
on main lines in the plains. 

22. As the Amritsar- Pathankot runs to the foot of the Himalayas, and car- 
ries the traffic of two hill stations, and as it is worked by another Railway — the 
North- Western, — and also as the amount of traffic it carries is about the same 
as that expected to he carried on the Debra Dan Railway, these two lines may 
be fairly compared as regards the cost of working, even though the gradients 
on the Amritsar- Pathankot Railway are light, — the ruling gradient being only 
1 in 200, and that for only about 4| miles. The statistics for 3885 are the 
latest available, because since then the ownership of the line has been merged 
in that of the North-Western Railway. 

23. The length of the .Amritsar- Pathankot Railway is 66’5 miles and thnt 
of the Debra Dun 33*88, or about one-half. The passenger and goods traffics 
carried, and expected to be carried, over the whole length of the two lines com- 
pare as follows 




A mbitsab-Paxhaneox 
Bahwax. 

Dbhba Dtjit Railway. 




Per train, j 


Per train. 

Ist Class Passengers • 


1,334 

•on 



2nd ,, ,y • 

3rd ,, ,, • 

• 

2.271 

1,003 

1,84,177 

1*65}- 

*68; 

10,000 

6*16 

4tli ,, ,, • 

. . . , 

126*13 

2,00,000 

137*16 


Totai 


129*27 


143*32 

Goods, tons 

• 


21-SO 


25*00 


The average loads per train for four trains a day on the two railways can 
be found by the following calculation ; — 



Xo/ms OY Main and Bbanch Lines. 


North-Western 

Railway. 

Amritsar-Path- 
ankot Railway. 

Oudh and Rohil- 
khand Railway. 

Dehra Dun 
Railway, 

Passenger units, per train . 
Goods, tons, „ 

239*73 

125*80 

129*27 

21*50 

272*86 

118*44 

143*16 

25*00 


Pboporhons OB Loads ok Bbanoh to those on Main Lines. 


Amritsar- 

Pathankot. 

r 

North-'Western. 

Dehra Dun, 

Oudh and 
Rolulkhand. 

Passengers .... 
Goods .... * 

129*27 -J- 228‘73=*56 
21* 6 -5- 126*80 =*17 

143*16 4- 272*36 ='60 

26*00 -r 118*44=*21 


Average Amrisar-Pathankot Ry. train load *73. Average Dekra Pan Ry. train load *71. 
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The proportion of load per branch line train to load per main line train is 
therefore less in the case of the proposed Dehra Dun Railway than it was 
in 1885 on the Amritsar- Pathanhot Railway ; "but the proportion varies every 
half-year, and on the latter line it has sometimes "been 25* per cent, greater. 
The above calculation shows, however, that, as contended for in paragraph 9 of 
the Association, to the Consulting Engineer*s second Hote of 10 th August 1886, 
a single engine of the Oudh and Rohilkhand line will be fully up to the work 
of hauling the trains up the steepest gradients of the proposed Dehra Dun Rail- 
way, though at a speed less than that observed on the main line. 

24. On the Amritsar-Pathaukot Railway the number of train-miles run in 
1885 was 102,741, which is equal to 4‘23 trains a day. Four trains a day is 
the usual number, but occasionally extra trains are run. The working expenses 
amounted to R2,24,014, which sum divided by the train-miles gives 
tram-mile, and this includes everything the North-’Western Railway charged 
for management, joint use of station, &c., &e. During 1885, the cost of work- 
ing per train-mile on the main line, North-Western Railway (Sind, Puniab and 
Delhi Section), was fii\>t half-year — R2‘29, second-half — R2*44, — average for 
the year — R2*365. These figures show that the branch is worked cheaper than 
the main line. Fuel is much dearer in the Punjab than it is on the Oudh and 
Rohilkhand Railway, or will be on the Dehra Dun line: in 1885, it cost on the 
North-Western Railway (Sind, Punjab and Delhi Section) 4'635 annas, and on 
the Oudh and Rohilkhand Railway 3*86 annas a train-mile, — the trains on the 
latter line being, moreover, the heavier. The locomotive expenses per train- 
mile, in 1885, were, on the Sind, Punjab and Delhi Section, 3 2.24 annas, and 
on the Oudh and Rohilkhand Railway 9*62 annas per train-mile. 

25. The gross earnings on the Amritsar- Path ankot Railway in 1885 were 
R2,89,876, and the woi king expen ses—R2, 24, 014, — were 77’ 27 of that amount, 
— leaving a net revenue of only R65,862, which yielded scarcely 1*19 per cent, 
on the capital charged against the line, namely, R55,50,367.* The net revenue 
required to pay 5 per cent, on such a capital would be 'R2,77,518 ; there was 
therefore a deficiency below a 5 per cent, on dividend of R2, 11,656. Adding 
this to the actual gross earnings, we get as the gross revenue required to pay 5 
per cent, on the 665 lakhs, R5,01,532. R5,01,232 -- 2,89,876 = 1 73; which 
shows that the rates and fares charged on the Amritsar-Pathaukot Railway 
ought to be increased by 75 per cent, in order to yield 5 per cent, interest on 
the capital. Whether the capital charged is a fair amount we have no means 
of knowing, hut it is believed that the line might have been made much more 
cheaply, than it was. The increased fares and rates required aie shewn in the 
second column of the following table, which shows also the average rates and 
fares earned during 1885, and those proposed to he charged on the Dehra Dun 
Railway, and on which the revenue estimate for that line has been based. 



AMSKBAE-PATHiLirKOT RAILWAY, 

Dbhba Dtrir 
Railway. 


Fares and 
Bates earned 
in 1885. 

Fares and Rates 
required to pay 

6 per cent. 

Fares and 
Rates 
proposed. 

TmBsng&rs, 1st class, per mile 

„ 2nd >, • • 

,, 3rd t, It • » 

,, 4th ,, ,t . • 

Goods, General Merchandise, per ton mile 
„ Military Stores, „ „ 

„ Mmerals, „ „ 

Pies. 

12 

8 

4 

f2-6 ■) 
\2‘25S 
7-7 
13-38 
6-00 

Pies. 

21*00 

14*00 

7*00 

4*20 

13*47 

23*34 

10*50 

Pies. 

80 

3 

28*03 

42*20 

19-80 


* It should be remembered that the line is a new one, and that the traffic cannot yet be fully 
developed, 
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The fares and rates proposed above, to be charged on the Amritsar-Pathau- 
kot Railway, are, in all cases, except for 3rd class passengers, lower than those 
proposed for the Debra Dun Railway ; but even so moderately increased a tarifE 
could perhaps not be enforced on the Punjab line, as the length of the ordinary 
road is about the same. But the road from Saharanpur to Dehra and Rajpur, 
through the Mohand pass, is so steep for part of its length, and so difficult to 
maintain throughout, and carriage by it is so expensive, that the fares and 
rates entered in the 3rd column of the above table may safely be charged. 
Also, if the Oudh and Rohilkhand route be used, there will be saving of 31 
miles in distance between Rajpur and Lakhsar junction ma Hurd war, as com- 
pared with the length of the detour m6, the Mohand pass and Saharanpur. 

Future Frocedure recommended^ 

26. The rate of the profit on the proposed undertaking worked out by the 
Consulting Engineer being only 4 33 per cent, on the required capital, and even 
this estimate not being endorsed by the Government of India, it would seem 
useless to attempt to raise money for the construction of the railway without a 
guarantee from Government, and there seems no hope of this being given. 
Every possible efEort should therefore be directed to establishing the contention 
of the Association as to the amount at which the working expenses should be 
estimated, and the first step to be taken seems, therefore, to be to ask the Gov- 
ernment of India to refer the projecti as prepared by the Association and revised 
by Messrs. Hunt and Molesworth, together with all the various Notes, including 
the present, on the subject of working expenses, to the Secretary of State, with 
a request that he will be pleased to take the opinion of Sir A. M. Ren del, 
M. I. C. E., the Consulting Engineer to the Secretary of State, on the whole 
question. Failing the consent of the Government of India or of the Secretary 
of State to this course, it will be open to the Association to refer the matter to 
some Consulting Engineer in London, whose opinion will have weight enough 
to settle the disputed point. 

A. CAMPBELL. 

C. W. HOPE. 

9ih Septemher 1887* 


Dated 10th Jannary 1885. 

From— C. W. Hope, Esq., Secy, and Agent, Dehra Dun Railway Association, 
•po — ^The Secretary to the Government of India, Public Works Department. 

Referring to your letter No. 963 R.C., dated the 30th October ISS'li, I am 
directed to state, for the information of the Government of India, that the com- 
pletion of the project for the proposed Dehra Dun Railway has been delayed 
owing to the necessity which appeared of more thoroughly examining the 
country between Dehra and Rajpur with a view to selecting the best possible 
line between those places. The ground is there very rough, and several addi. 
tional trial lines and much cross- sectioning have been found necessary. Other 
circumstances also are delaying the completion of the estimates, and it seems 
possible that the approval by the Local Government of the project may not be 
obtained in time to admit of the decision of the Government of India as to the 
value of the project being given within the year during which the concession 
extends, and which will expire on the 9th March next. The Local Government, 
moreover, have said that it may be necessary to depute an officer to go over the 
line after the project is submitted, and this may cause additional delay. 
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2. The latest information the Association have received from London is, 
that matters are looking worse instead of better for the prospects of proposed 
unguaranteed Railway schemes, but the Association do not on that account in- 
tend to abandon their efforts to arrange for the construction of the Dehra Dun 
Railway, and they have unanimously resolved to complete the project, and then 
wait and watch for that change, in either the feeling of the money market or 
the policy of Government, which they are convinced must ere long happen. I 
am therefore directed to request that the Government of India may be pleased 
to grant to the Association an extension of the period of the concession 
for three years, from the 10th March 1885, on the terms stated in your letter 
No. 489 R.C., dated the 14th June last. 

3, The foregoing request is made in the belief that the Government of India 
will find that the survey which has been made is of sufficient value to warrant 
them in deciding to pay for the cost of it, and the Association would of course 
he glad to be then reimbursed for their outlay. But should the Government of 
India he of opinion that to pay at once the cost of the survey would he incom- 
patible with granting an extension of the concession which would be compara- 
tively valueless if the plans did not remain in the custody of the Association, 
then the Association would request that the amount may be placed at their 
credit until the extended period of the concession shall expire, or until they shall 
succeed in forming a Company to make the railway, and that it may be allowed 
to bear interest at the rate of 5 per cent, per annum while in deposit. 
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3.— Bengal-Assara Bailway. 


No. 166 (Railway), dated 9tli Septeml)er 1887. 

From—The Goveraiuent of India, 

To — The Secretary of State for India. 

With reference to our Despatch No. 159 Railway, dated 27th October 1884, 
we have the honour to forward, for information, copies of a Resolution relating to 
the projected Bengal-Assam Railway, which we have issued in continuation of 
the Resolution No. 949 R.C., dated 22nd October 1884, which accompanied that 
Despatch. 

2, It will he observed that, in accordance with previous decisions, we have 
stated iu paragraph 12 of the Resolution that the project must continue classed 
iu Schedule B, and cannot receive aid from the State beyond such as is com- 
prised in a concession on what are known as “ Bengal and North-Western Rail- 
way ” terms. 

Extract from the Proceedings of the Government of India, Puhlio Works Depart- 
ment, — No. 868 R. C., dated 25th August 1887. 

Read- 

Resolution of the Government of India, Public Works Department, No. 59 R, 0., 
dated 24th January 1884, with enclosures. 

Resolution of the Government of India, Public Works Department, No. 433 
R. 0., dated 30th May 1884. 

Resolution of the Government of India, Public Works Department, No. 949 R. 0., 
dated 22nd October 1884. 

ResoIiUTIOK.— I n the first of the Resolutions quoted above it was briefly 
explained that, in consequence of tbe unsatisfactory results of tbe investigation 
in 1881-82 of tbe project for continuing the Dacca-Mymensing Railway to the 
valley of the Brahmapntra near Ganhati, it had been determined, at the sugges- 
tion of the Chief Commissioner of Assam (Sir Charles Elliott) to look for a 
route into Upper Assam through the North Cachar Hills, which might be 
combined with a line from Cachar to Chittagong, comprising a branch to the 
Megua for access to Calcutta. The results of surveys and reconnaissances con- 
sequently undertaken in the cold season of 1882-83 by the Engineer-in-Chief, 
Mr. J. W. Buyers, were stated to he that "a practicable route can be fourid 
across the North Cachar Hills into Assam ; and there appears little reason to 
doubt that a railway following this route, and serving, as it would, the impor- 
tant districts of Sylhet and Cachar, has enormous advantages over a railway 
simply ninning down the valley of the Brahmaputra, parallel throughout its 
length to a navigable river, and commanding only a narrow tract of country.” 
The estimated cost of the project was found to he moderate, the gradients 
thiough the hills easy, and the financial prospects, on the whole, favourable, but 
it was pointed out that no reliable judgment could be formed upon these points 
until detailed surveys and estimates had been prepared, and the prospects of 
traffic more closely examined, 

2. The second Resolution quoted above made public a report by Mr. Moles- 
worth, the Consulting Engineer to the Government of India for State Railways, 
on his examination of the projected line through tbe North Cachar Hills, and of 
the branch from Lumding, at their northern outlet, to Gauhati on the Brahma- 
putra. His opinion entirely confirmed the previous reports as to the route 
obtainable through tbe bills, which he described as a good ‘locomotive line, with 
gradients of about 1 in 70.” On the general question, he remarked that— 

It is difficult to overrate the importance of this line to Assam in a strategical? 



OTHER RAILWAY PROJECTS- 


601 


political, administratiye point o£ view. The whole line between Silchar and Golaghat 
is, however, virgin forest, and the population practically nil. But there are rich 
tracts of land suitable for tea along the line of railway, which would be eagerly 
taken up if a railway were constructed, especially in the Bimapur Valley, and such a 
line would undoubtedly revolutionise Upper Assam. As a direct route to Calcutta 5 
such a line would possess many advantages compared with the route vi^ Bhuhri. * * 

The third Resolution contained the repoit on surveys in 1883-84, with the 
views of the Chief Commissioner (Sir Charles Elliott), in paragraph 9 of which 
he expressed concurrence with the Bugineer-in-Chief (Mr, Buyers) in preferring 
the Dimapur Valley route to one parallel to the Biahmaputra River. 

3. lu consequence of the favourable prospects thus continuously held out, 
and also owing to the impossibility of connecting Mymensing with Sylhet and 
Cachar by a diiect line, the surveys and other investigations for the line con- 
necting Cachar and Chittagong, with branch to the Megna, have been prosecuted 
without interruption up to their completion in Maich last, and the Government 
of India are* now in a position to state, for general information, the final aspects 
of the project, and to append to this Resolution several interesting and valuable 
documents in illustration of it. 

4! Chittagong to Comniillaf miles, with branch from Laksham to 
Chandpur, 32 miles.— Daoodkhandi was originally designated as the terminus 
of this Branch, hut Chandpur was found to be a better poi*t, and also within six 
hours easy steaming of the terminus of the Eastern Bengal Railway. Narain- 
gunj is within four hours of it. No further operations on this section have 
taken place since the project was submitted by the Bengal Government in 1883, 
and published with the Resolution No. 59 E.C. of 24th January 1884. In 
Maich last that Government were requested to state whether they still held the 
opinions as to the traffic and remunerativeness expressed in 1883. Their reply 
(enclosure No. 14) is to the effect that the estimate of cost will probably be 
found susceptible of reduction, from various causes, but that little reliance can 
be placed on estimates of traffic, and therefore Sir R. Thompson is disposed to 
give a less confident answer as to the particular rate of interest which may he 
expected. At the same time, His Honour ‘^maintains unchanged the opinion 
that this railway is second to none in Bengal in impoitance, and that there is 
every prospect of its proving to be very remunerative.’* In suppoi*t of this 
view is adduced the extraordinary development of the trade of the port of Chitta- 
gong, from £40,68,429 in 1876-77 to £2,30,87,811 in 1885-86, with even high- 
er years in the inteiim, notwithstanding deficient means of communication with 
both the interior and the sea, 

5. Commilla to Badarjpur, 157 miles. — Badarpur is 18 miles from Silchar, 
hut has been selected, after prolonged investigations, as the best point for the 
main line to cross the Surma River and enter the North Cachar Hills. The 
town of Silchar, consequently, cannot be reached by railway except by means of 
a branch which, in consequence of the number of large streams to be crossed, 
will cost the high figure of £1,05,603 per mile. The necessity for constructing 
this branch, at least at the outset, will be a matter for consideration whenever 
the main project comes to he actually taken in hand. At the same time, and 
possibly in precedence of it, will come forward the two short branches, to the 
Megna near Bhairah Bazar, and to Fenchuganj, which are noticed in Mr. Buyers* 
Eiual report (enclosure No. 7). 

Regarding the alignment of this section, Mr. Buyers explains that it has 
been a good deal determined by the necessity of avoiding formidable streams 
and inundated ground on the one hand, and the Tipperah and Lushai Hills, on 
the other. 
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6. Badarpur to Lumding, 115| miles. — The alignment of this section, l^’ing 
entirely in the North Cachar Hills, between the Cachar Distiict and the Dhan- 
siri Yalley of Upper Assam, has been worked out with remarkable perseverance, 
in the face of extraordinary difficulties. The results have proved highly satis- 
fattory, for it has been established that a line, with a ruling gradient of 1 in 70, 
is obtainable at a cost which, whether we adopted Mr. Buyers’ estimate of 14 
lakhs or Mr. Molesworth’s precautionary increase to If lakhs, cannot be deem- 
ed otherwise thin moderate. If, however, a gradient of 1 in 40 be accepted in 
two places, for an aggregate of 64 miles, a reduction of 284 lakhs in the entire 
cost of the section may be secured. 

7. Lumding to Kumarhand AU^ 964 miles. — This section runs through the 
Dhansiri or Dimapur Yalley, a locality now mostly uninhabited and covered 
with forest, but believed to have been peopled and cultivated, until devastated 
by invaders from Upper Burma. Two alignments b^ve been examined. One, 
keeping to the west of the Dhansiri, passes conveniently the town of Golaghat, 
hut is open to certain engineering objections relating to water-way ; the other, 
crossing the Dhansiri and Daiang rivers over higher ground, unites with the 
former alignment about 6 miles beyond that town. Mr. Buyers would prefer 
the latter, but the question is one for further enquiry into the ciicnmstances of 
the local trade and final decision by the Chief Commissioner. 

8. Kamarlmid All to Mahum Junction, 116J miles. — This section involves 
an important alteration in the project. The original intention was that the 
railway should run from Golaghat to Dibrugarh, and the Resolution No. 59 
R. CL of 24th January 1884 proceeds upon that basis. Later investigations, 
however, established the fact that an alignment keeping closer to the bills, 
through Jaipur, to Makum Junction, would serve better all local interests, 
and at the same time avoid crossing several large rivers, and much inundated 
ground. So expensive would the latter difficnltiis have proved that the new 
alignment is found to cost ouly 64 lakhs more, through 25 miles longer. 

9. Lumding to G-auhati, 1104 miles. — This branch has from the first been 
contemplated, with the object, not merely of opening up the valley of the 
Kopili and Kalong rivers and affording facilities to such cultivation as they 
now contain, but of providing cross communication between the Dhansiri or 
Dimapur Yalley and the Brahmaputra, and ready access to the former for the 
coolies who pass between Behar and Assam. 

10. Total lengths and cost, — Particulars of these will be found in the 
abstract estimates appended to Mr. Buyers’ general report (enclosure No. 8), 
but after applying the necessary corrections for the amendments of last 
season, and Mr, Molesworth’s precautionary enhancement of the mileage rate in 
the North Cachar Hills, the figures may be stated as under ; — 



Miles. 

Bate per mile. 

Cost. 

Chittagong to Badarpnr 

IjakshLam-Ohandpur Branch 

Badarpur to Luiading 

liumding to Makam 

Osiiili3rtx 

2631 

32 

115^ 

213i 

iioi 

80,622 

84,072 

1,75,000 

67,506 

76,1.05 

R 

Lakhs. 

204 

27 

202 

144 

84 

Total (ruling grade 1 in 70) . 

Bednetlon if exceptional gradients of 1 in 40 he Introduced • 

724 


661 

Total with exceptional gradient of in 40 
Siichar Branch when required 

is 

1,06',603 

632i 

19 


742 


661^ 
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Per cent. 

Chittagong to Commilla and 
Chandpur . . . . 8 5 

Commilla to Badarpnr . , 7*85 

Badarpur to Dihrugurh and 

Gauhati .... 2*74 

Mean on whole undertaking . 5*38 


These results contrast very favourably with those put forward preliminarily 
in the Resolution No. 59 of January 24th, 1884, considering that, although the 
main line goes 25 miles farther east, the final excess is only about 6 miles in 
length and 5 lakhs in cost. The estimates have been examined by Mr. 
Molesworth, the Consulting Engineer to the Government of India, whose notes 
are appended. It must, however, be distinctly understood that they are subject 
to the farther detailed scrutiny which would precede actual operations, and to 
revision in accordance with the prices of iron and steel, and the rates of 
exchange, which might prevail when outlay commenced. The Government of 
India can undertake no responsibility in respect of them. 

Traffic and remunerativeness , — The calculations of net returns put forward 
in the Resolution No. 69 are specified in the margin and comprised allowance 

for cheap working by the use of Makum 
coals. The further discussions which 
will be found in the repoits do not 
seem to have thrown much new light 
upon the question, owing to the absence 
of trade statistics for the populated tracts and the impossibility of estimating 
the effect of railway facilities upon the course of existing trade and the capacity 
of the counti-y for development. The Government of India concurs with His 
Honour the Lieutenant-Governor of Bengal in receiving all such estimates with 
caution, and must leave private enterprise to form its own judgment of the 
undertaking upon such data as it may deem to be reliable. 

12. Fully as the Government of India recognise the importance of opening 
up by railway the tracts of Eastern Bengal and Assam now in question, they 

Vide Keport of the Parllomootety Com- ”0* » financial position which 

mitt ee of 1884 on East Indian Eailway com- would lustify the offer of a guarantee 
muuicaiions, page 630. « , . , , 

for a purely commercial railway, and 

must therefore adhere to the decision of January 1883, by which the project 
was classed in Schedule B,” and can receive no aid from the State beyond such 
as is comprised in a concession under what are known as “ Bengal and North- 
Western Railway terms.” The Government of India also consider that the 
entire project should be taken np by one Company or Administration. 

13. General IBemarIss , — The grounds upon which the route which passes 
from Sylhet and Cachar through the North Cachar Hills was originally 
selected for the opening out of Upper Assam, in preference to one simply 
running down the Brahmaputra Valley, have been briefly stated in the opening 
paragraphs of this Resolution, and will be found at greater length in the 
documents appended to the previous Resolutions quoted in the heading. 
Subsequent examination (see Resolution No. 949 R. C., dated 22nd October 
1884) has demonstrated the unsuitability for a railway of the counti*y lying 
along the Brahmaputra to the north of the Meikur Hills, between Joklabuiidha 
and the mouth of the Dhansiri. The question is thus narrowed to that of 
whether it would be desirable to forego the connection of Sylhet and Cachar 
with Upper Assam through the North Cachar Hills, i.e., the Badarpur-Lumding 
Section of the present project, and to substitute for it an extension of the 
Lumding-Gauhati Branch from the latter place to Eakirgunj opposite Dhubri. 
The length and cost of the former are 118 miles and about 164 lakhs ; those of 
the latter, 112 miles and about 109 lakhs. The Officiating Chief Commissioner 
of Assam, Mr. W. E, Ward, who is understood to advocate the Eakirgunj alter- 
native, has stated his views fully in enclosure No. 4 to this Resolution. 
Whether tea can be conveyed to Calcutta a few annas cheaper by the Fakirgunj 
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or the ChMndpnr rente and how far steameis will be ntilised in the former, 
are questions which depend upon competition and vaiions other circumstances 
which it is diiSicult to appraise. The Government of India, however, cannot 
consider the matter upon the comparatively^ narrow basis of the cost of export 
of a single not very bulky, though highly important, article ; they must look at 
the immigration, planting and commercial interests as a whole. From this 
point of view, they cannot but hold that it is better to confer the benefits of 
railway communication upon fertile, hut now completely landlocked tracts, than 
upon such as are at present tolerably well served by steamer transport ; that it 
is more prudent to allot rail and steamer to different portions of a developing 
province than to bestow both on one alone ; and that it is in the best interests of 
Upper Assam to place it in direct communication with the seaport nearest to it, 
namely, Chittagong. 

14. In conclusion, the Government of India have much pleasure ia 
recognising the care, ability, and perseverance exhibited, for some five years, in 
the preparation of this project by Mr. Buyers and his staff, among whom 
Messrs. H. W. Clift, E. J. Moore, and W. H. P. Sherman may be specially 
mentioned as distinguished. Messrs. A. R. Lilley and H. T. Gwyther, 
Executive Engineers, and Sub-Engineer B. A. Maine are also deserving of 
praise. Messrs. C. J. S. Baker, R. L. Campbell and B. T, Denne, Assistant 
Engineers, did good service. 


No. 100 (Railway), dated 30th August 1888. 
From— The Secretary of State for India, 
To— The Government of India. 


Herewith ia transmitted, for the information of Your Excellency’s Govern- 

r. ment, copies of two sets of proposals* 
• Letter from Bengal Central Railway Com,- i >• i , 

pany, of i9tii July 1888. whicn have been recently submitted to 

aad construction of railways in 

Eastern Bengal. 

2. I have caused the promoters to be informed that their proposals have, in 
the first instance, been forwarded to Your Excellency’s Government for con- 
sideration, and I shall be glad to be placed in possession of your views on the 
schemes in question. 


Enclosure Wo, 1. 

Bated 19th July 1888. 

From— C. H. Dickens, Esq,., Chairman, Bengal Central Railway 
Company, limited, 

To— The Under-Secretary of State for India. 

In Mr. Godley’s letter, P. W., 2302, of 30th November last, on the subject 
of the proposed metre-gauge system of railways, treated of in the Government 
of India’s Resolution of 26th August last, connecting Bengal with Chittagong, 
Cachar, and Assam, it is said that Viscount Cross, though unable to accept the 
proposal made by this Company, will always he ready to consider favourably 
any proposals which it may he possible to submit to him for the construction 
of any railway in Eastern Bengal involving no direct financial aid from the 
State. 

2. The Board of this Company have since further considered the matter, 
and think it possible that the required capital may be raised on Bengal and 
North-Western terms (excluding the effect of the retention of the Government 
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share of surplus over 6 per cent, on the purchase clause) by a ne\v Company 
acting in concert with this Company, if the Right Honourable the Secretary 
of State will agree to the following provisions to accompany such terms. 

3. Prom the expressions in Mr. Godley’s letter, the Board gather that the 
Secretary of State for India in Council does not limit his wish for the construc- 
tion of railways in Eastern Bengal to the system precisely as included in the 
Government of India’s Resolution, and might be willing to exclude the part of 
that system extending from Cachar to Assam. The proposal would thus in- 
clude the following lines, as entered in the table at paragraph 10 of the Govern- 
ment of India’s Resolution, No. 116 of 25th August 1887 : — 


Kamc of Lines. 

Miles. 

Bate per 
Mile. 

Cost 

Chittagong to Badarpore . 
Laekshaim-Ohandpore branch 

Silchar branch 

Total 

253^ 

32 

18 

B 

80,522 

84,073 

1,05,603 

B 

204 lacs. 

27 „ 

19 „ 

3031 

250 lace. 


or, say, 1,700,0007, To provide for contingencies it will be as well to contem- 
plate the raising of 2,000,0007. ; half might be debentures and half share capital. 

4. To enable the proposed new Company to raise this capital, it seems to the 
Board that it will be necessary to obtain an arrangement for the working of the 
whole system of Bengal Railways now worked by the Eastern Bengal State 
Railway staff, pooling their earnings and working expenses with those of the 
new lines when the latter are opened throughout for traffic. The effect of this 
will he that the new Company will secure a share of an existing income in the 
early part of its career when its traffic may be undeveloped, while the Govern- 
ment, besides securing for the country the construction of 304 miles of useful 
railway, will, as proprietors of the existing State Railways, and guarantors of 
the Bengal Central Railway, obtain a share of future profits of the new lines as 
wnell as the advantage of the traffic they w-ill bring over the old ones. The pool- 
ing is necessary, also, to secure fair working of portions of the lines which have 
conflicting interests. 

5. The details might be as follows ; — The new Company to have the work- 
ing of the Eastern Bengal (732 miles) and Bengal Central systems (125 miles, 
or possibly, with extension to Madarupore, 190 miles) with the new railway as 
one concern, pooling receipts and expenses, and applying net earnings as 
follows : — 

First , — To payment of interest on the debenture issue of each concern. 

Second , — To paying half yearly to the new Company interest on its 
share capital at 4 per cent, per annum, to take effect after 
the cessation of payment of interest out of capital during 
construction. 

Third , — To paying half yearly to the Bengal Central Company interest 
on its share capital, at 2 per cent, per annum (of which three- 
fourths would revert to Government under the contract), so 
as to make up to its shareholders (with the 3| per cent, 
guaranteed to them) interest at the rate of 4 per cent, per 
annum. 

Fourth,'-^To paying half yearly to the Government on its capital outlay, 

2 M 2 
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not represented by debentures, interest at 4 per cent, per 
annum* 

Fifth * — Any surplus to be divided between the Government and the 
two Companies in proportion to the capital subscribed by 
each (exclusive of debentures), so as to give the shareholders 
the same dividend on their capital as accrues to the Govern- 
ment in respect to the capital (exclusive of debentures) of the 
Eastern Bengal system. 

Sixth * — The division of the net earnings to be in rupees in India. 

6. The agency of a separate Company is only necessary for the purpose of 
securing the condition of paying interest out of capital during the con- 
struction of the new lines. If this provision be omitted, the Bengal Central 
Company could carry out the whole arrangement, working partly with guar- 
anteed and partly with unguaranteed capital. 

7. I beg to be informed if the Right Honourable the Secretary of State for 
India is willing to enter into negotiations on this basis, or any modification 
thereof. 

8. The Board would refer to the 65 miles of railway, being the proposed ex- 
tension of the Bengal Central Railway to Madarupore now under consideration 
of the Bengal Government, and which, it is hoped, may shortly be sanctioned. 
From Madarupore there will be river steamer communication (about 40 miles) 
with Cbandpore. The length of navigation may be reduced if further investi- 
gations show that the railway can be conveniently extended from Madarupore 
across the Urial Khan river towards Cbandpore. 


liuclosiire Ko. 2. 

Dated 26t]i July 1888. 

From— H. Hope, Esq., 

To— The TJnder-Secretary of State for India. 

We have had under our careful consideration the project for the Bengal- 
Assam Railway, described in the Resolution of the Government of India, 
No. 868 R. 0,, dated 25th August 1887, which appeared in a Supplement of 
the Gazette of India, dated 10th September 1887. 

2. This project consists of a main line of railway on the metre-gauge, run- 
ning fiom the port of Chittagong, through the North Cachar Hills, to the 
Makum Junction of the existing short railway in Upper Assam, together with 
branches from Laksham to Chandpur, in order to establish a connection with 
Calcutta, and from Lumdiug to Gauhati on the Erahmaputtra River, so as to 
open up the trafdc with Northern Bengal, Behar, and the North-Western Prov- 
inces. This main line would be 724 miles long, and is estimated to cost 632| 
lacs of rupees. Branches from Badarpur to Silchar, with a view to possible ex- 
tension to Manipur and Burma, and to Bhairab Bazaar and Fenchugunj, in 
order to tap the water traffic of Sylhet, are also suggested as probably desirable 
eventually, 

3. We observe that the Government of India, in paragraph 12, while laying 
down that the entire project must be undertaken by one Company or Adminis- 
tration, declare their inability to give any pecuniary guarantee. Tlie absence of 
this support, which has hitherto been accorded to all the trunk lines of India 
undertaken by private enterprise, undoubtedly renders the launching of this 
essentially trunk line project upon the money market a most difficult operation 
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and we consider that success will be impossible unless tbe Government should 
be willing to grant, in lieu of the guarantee, substantial concessions of a differ- 
ent nature, which, while proving attractive to investors, would not involve any 
charge upon the finances of India. 

4. Hpoa the extreme importance to commerce of opening up by railway the 
vast and ill-developed tracts of Upper Assam; upon the value, from a military 
point of view, of such a line as that proposed ; upon the relief to the dense 
populations of Sylhet and Behar, which ready access to abmidAnt fertile lands 
would afford, and upon the advantages, administrative and financial, which would, 
ultimately accrue to tbe Government from th<3 nndertsiking, we do not propose 
to enlarge. We believe that they are already fully recognizes! by the Assam 
Administration, the Government of India, and Her Majesty’s Secretary of Sfcate^ 
and we trust that they will be held to justify the concessions to which we have 
above alluded, and which we now proceed to describe. 

5. The free grant of the land necessary for the construction of the line, and 
the permission to debit to capital the interest falling due until the completion 
of the undertaking, are the priacipal features of' the “Bengal and North- 
Western Railway terms,’* which the Government of India, in the 12th paragraph 
of their Resolution already quoted, state their readiness to grant. The further 
concessions we ask are as follows. 

6. Mrst . — The grant to the Company, for subsequent sale, lease, or disposal 
in other manner, of Government waste land to the extent usual in the case of 
railway concessions in the Dominion of Canada, namely, ten square miles, or 
6,400 acres per mile of railway. This land should be situated in the tract 
between Badarpur and Golaghat on the main line, and between Lumding and 
Roha on the Gauhati branch, and should comprise land adapted for ordinary 
and special ” cultivation as may be available. The whole should be revenue free 
for fifty years ; after that term, revenue to be assessed, at the rate to which 
similar land in the district may be liable under the law for the time being in 
force there, upon all land which has been brought under cultivation, or has been 
otherwise rendered productive ; but laud (other than forest) w bich has not 
been so utilized, to be resumable at tbe discretion of the Chief Commissioner of 
Assam. Land for Government roads, and other public puposes, would be sur- 
rendered by tbe Company at tbe request of Government free of charge except 
compensation for outlay incurred by the Company or their assignees. 

We would point out that the above terms are less favourable than those 
which have been granted to tbe Canadian Pacific Railway, inasmuch as that 
line has received the substantial mileage grant of 25 million dollars, in addition 
to 25 million acres of land on its 1,906 miles of line. Land only, at the rate 

of 6,400 acres per 
Miles. Acres. mile, baa also been 


♦ North-Western Coal and Navigation Co. . . 

Manitoba and Sontb-Westeru Colonization Rail- 
way Co • • • 

Manitoba and bioith-Westem Railway Co. • • 

Qu’Appelle, Long Lake, and Saskatchewan Rail- 
way Co. . 

Wood Mountain and Qu’Appelle Railway Co, 
North-West Central Railway Co. . • . 

Alberta and Athabaska Railway Co. . . • 

"Winnipeg and Hudson’s Bay Railway Co. . • 


704,000 

968,800 

2,762.000 

2,080,000 

1.636.000 
2,880.t)0O 

1.920.000 

3.040.000 


granted to the rail- 
way undertakings 
specified in the mar- 
gin.* The Winni- 
peg and Hudson *s 
Bay Railway has 
likewise received, 


for an additional 425 miles of its length, a grant in the North-West Terntoiy at 
double the mileage rate above mentioned, or 6,440,000 acres ; its total grant is 

thus 8,480,000 acres for 900 miles ctf line. 

' 7. Seco«(?.— The exclusive right during a period of ten years from tlie date 
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of the formation of the Company to acquire, by free grant from the Govern, 
ment, all mines and outcrops of coal which may at present be known to exist or 
he discovered in Government lands in the Khasia, Jaintia, and North Cachar 
Hills ; and also the right of working any such collieries and disposing of their 
output, and of making, maintaining, and working such branch lines of railway 
as may he necessary to connect the same with the main line. 

8. The exclusive right, within the same period, similarly to acquire 
petroleum or other mineral oil from all Government lands in which this right 
has not already been assigned or ceded to other parties, and which may be 
situated in Assam south of the Brahmaputra and east of Gauhati ; to extract, 
manufacture, and sell all such oils, and similarly to provide branch railways 
where deemed necessary. 

9. FowtJi . — The right of getting timber for the construction, maintenance, 
and working of the railway from forest lands at the disposal of Government in 
districts adjacent to the railway ; provided that forest reserves may be excluded 
by Government from this concession where deemed indispensable. 

10. We consider that the amalgamation of the Assam Eailways and Trading 
Company’s Eailway coal and oil operations with the Company we contemplate 
would be an advantage to both undertakings, and, provided it can be arranged 
on suitable terms, we trust that we may have the aid of the Secretary of State 
to that end in respect of the transfer of the concessions and the extension of 
their periods where necessary. 

11. In the event of the foregoing proposals commending themselves to the 
approval of the Government, we are prepared to use our best endeavours to 
organize a reliable Company, under the Limited Liability Act, for the purpose 
of constructing the entire railway project, and carrying out the coal and petro- 
leum operations above indicated. 


t 
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4,— Kotri-Delhi Railway. 


No. 32 (Railway), dated 29tli March 1888. 

From— The Secretary of State for India, 

To— The Government of India. 

With reference to paragraph 4 of my Railway Despatch No. 148, dated loth 
December last, I now forward to Your Excellency copy of an application 
which has been made for the construction, with the aid of a guarantee from the 
Secretary of State in Council, of a direct line of railway from Karachi to Delhi 
and Kalha. A copy of my reply thereto is also enclosed. 


Dated Srd March 1888. 

From— The Late Agent in India, E. I. R. Coy., 

To— The Under-Secretary of State for India. 

We have the honour to request the favour of your laying before the Secretary 
of State this application for a coucession for a line of railway, on the standard 
or 5 ft. 6 in. gauge, which we propose to call The Great Western of India Rail- 
way, having for its object to connect tbe Port of Karachi with the trade and 
business centres of Upper India by tbe shortest route. 

2. The Port of Karachi is 200 miles nearer Suez than Bombay, and it has 
the additional advantage of being situated outside the ordinary range of cyclones. 
Being thus not only the nearest port in India to England, hut exceptionally safe 
in its approaches, while capable of being easily protected against attack, its 
importance as a base for military operations on the north-western frontier and 
apart from commercial considerations is very great ; and the Government of 
India in recognition of this has recently sanctioned the expenditure of a consi- 
derable sum of money for improving the harbour and providing facilities for 
loading and discharging ships’ cargoes. 

3. The commercial importance of Karachi became pronounced only eight or 
nine years ago, when the completion of The Indus Valley Railway placed it in 
communication with the grain-producing districts of the western portion of the 
Punjab province, the wheat exports alone having been as follows since 1879 : — 


In • 1880 

8,473 

tons 

1881 

92,616 


1882 

136,981 

SJ 

1883 

218,807 

ii 

1884 

214,719 

n 

1885 

325,981 

3) 

1886 

. *. . . 179,857 

33 


4. Karachi is at present connected only by a single line of railway with tbe 
Punjab, and that, moreover, aline liable to very serious injury from the floods 
of the Indus, especially in that part between Sukkur and Kotri, and this line 
serves only the north-western portion of the Punjab. Tbe result being that 
notwithstanding its geographical advantages, only a little over 4 per cent of the 
foreign trade of British India finds its way vid the Port of Karachi, an unsatis- 
factory state of afPairs, which shews no indication of improvement, and clearly 
points to the necessity for more direct communication with the interior. 

5. The proposed line would place Delhi, now a great railway centre and 
practically the central city of Upper India, within about 726 miles of the Port 
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of Karachi, as compared with 888 miles, its distance from Bombay by the 
Rajpootrina and Bombay, Baroda and Central India Railways, and 954 miles its 
distance from Calcutta, Karachi bein^ thus the nearest port on the sea board 
for the traffic of Delhi and the surrounding districts. 

6. The accompanying map shows in red the main line and branches of the 
proposed Great Western of India system. The main line extends from Kotri 
on the Indus to Rohtak, a length of about 580 miles ; at Rohtak it bifurcates^ 
one line being raken 'Did Kurnal and Umballa to Kalka at the foot of the Simla 
hills, a lenirth of about 150 miles, and another being taken to Delhi, a length 
of about 40 miles. 

The proposed branches are — 

1. One from the most convenient point on the main line near Hyderabad 

to Rohri on the North-Western system ; this branch would secure 
communication between Karachi and the Sind-Pishin Railway at any 
time that the floods of the Indus may have interrupted traffic on the 
existing line between Sukkur and Kotri, or should any military 
emergency arise on the north-west frontier it would form with the 
North-Western a double line between Kotri and Rohri and give 
immense facilities for any pressure of military traffic. 

2. One from Bickanir to Bahawulpur on the North-Western system below 

the Sutlej Bridge should the Government desire this connection made ; 
this would form a poition of a line recently surveyed under the orders 
of the Government of India from Ajmere on the Rajpootaua Railway 
through Bickanir to Bahawulpur. 

7. We understand that a proposal for a metre-gauge connection from the 
Rajpootana system with Umballa and Kalka has recently been placed before the 
Secretary of State. It is, we believe, recognised that at the present price of 
permanent- way material the extension of the metre-gauge system is not warrant- 
ed in the case of trunk lines of communication, audit seems clear that a metie- 
gauge line in this locality could not meet the requirements of the Government 
of India. We would therefore respectfully request that the Secretary of State 
will withhold his judgment on that proposal pending consideration of the 
scheme now submitted, which we believe will commend itself as far better 
calculated to serve the interests of the country in a commercial as well as in a 
military point of view. 

The length of the proposed system is approximately as follows 

Miles. 

Main line, Kotri to Delhi 620 

„ Rohtak to Umballa 150 

Branches.— -To Rohri 150 

To Bahawulpnr 130 

Total . 1,050 


Of this length, 410 miles of the main line and 160 miles of the branch line 
serve fertile districts, the remaining 360 miles of the main line and the Bickanir- 
Bahawulpur branch are in the Rajpootana desert, and though serving the 
important towns of Bickanir and Jejsulmere and a number of small places, are 
not expected to yield any large amount of local traffic for a considerable time. 

8. We anticipate that the construction of this line will present but little 
engineering difficulty, and that the only work of real magnitude on the system 
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will be tbo bridge over tbe Indus at Kotri. The cost of this bridge, however, 
divided over the whole system, will not added largely to its mileage rate ; and 
taking into consideration the present low price of Permanent Way Materials, 
we are confident that the tolal outlay for a standard gauge railway, suitably 
equipped with rolling stock, will not exceed R80,000 per mile, or a total of 
R8, 40, 00, 000, for main line and branches the equivalent of, say, six millions 
sterling, at present rate of exchange. 

9. As the proposed system will place Delhi fully 160 miles nearer the sea- 
board than it is at present, we anticipate a large through export traffic, as we 
shall ffe enabled to place wheat on board ship at Karachi at a saving of at least 
one shilling per quarter on present rates from Delhi and vid Delhi. Our route 
would also be the shortest for mails and passengers between Europe and Simla, 
the headquarters of the Government of India for moie than half the 3^ear,the 
distance from Karachi to Umballa being but a little over 800 miles by the pro- 
posed line, as compared with the distance from Bombay of 1,048 miles with two 
breaks of gauge and 676 miles of metre-gange over which the speed cannot 
equal that of the standard gauge, or from Karachi by the present line, md 
Lahore, of 996 miles. The construction of this Railway would, therefore, pro- 
bably commend Karachi as the most suitable port for H. M. Troopships for the 
hulk of the reliefs, and if weekly steamers to and from Aden were arranged, a 
very appreciable saving in the time of transit of the mails would be gained. 

10. We have also high authority for stating that the construction of the 
proposed line and Rohri branch would at once lead to a large increase in the 
laud revenue of Sind, sufficient of itself to pay interest on the outlay within the 
province of Siud. 

11. The proposed line as described would run in a north-east direction from 
Hyderabad, and for about 140 miles the main line, as well as the entire branch 
to Rohri, 160 miles in length, would traverse fertile and productive districts of 
the province of Sind in the Delta of the Indus ; thence for 360 miles the main 
line would run through the so-called desert of Rajpootana, which is desert only 
owing to the absence of irrigation, the soil being naturally fertile, and in years 
of good rainfall producing abundantly. The protection against famine afforded 
by railway traversing tbe centre of tbe district will stimulate enterprise* in well- 
sinking and irrigation, and ultimately lead to tbe reclamation and settlement of 
the more fertile tracts ; for the present, however, with the exception of a small 
traffic at the stations of Jeysulmere and Bickanir, this section of the proposed 
line, as well as the branch 130 miles from Bickanir to Bahwulpur, may be 
accepted as practically barren and. devoid of traffic. The last 120 miles of the 
line to Delhi, and the extension from Rohtak, 150 miles northwards to Kalka, 
run through a productive and populous district of the Punjab irrigated by the 
Western Jumna Canal. Thusitmaybe expected that 270 miles of the pro- 
posed line in the Pyjjab, and 290 miles in Sind — or 560 miles altogether— 
would yield a fair average amount of traffic in passengers and goods. 

12. The net earnings per mile per annum of the North-Western Railway 
on the West, and of the Rajpootana-Malv/a Railway on the East, of the pro- 
posed railway, are about equal, and in the year 1886, when a failure of crops in 
the Punjab caused a collapse of the wheat trade,* and during which year the 
traffic of the North-Western Railway was interrupted for three weeks owing to 

• In 1886 the decrease in the wheat carried by the North -W estern Railway, and the Bombay, 
Baroda and Central India and Rajpootana-Malwa Railways, as compared with 1885, was no les^ 
than 683,797 tons. 
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damage by floods, the average net earnings of the two systems combined, 3,261 
miles, many miles of which traverse districts as unproductive os the Rajpootana 
desert, were ft6,333 per mile. Assuming that 660 miles only of the proposed 
line in the provinces of Sind and of the Punjab would yield net earnings at this 
average rate, and that the 490 miles in Rajpootana are an absolute blank as 
reo-ards local traffic, the total net earnings of the proposed line would be 
R35,46,480, equal to 4i per cent, on the capital outlay. This calculation is 
based upon net earnings, and therefore proceeds on the assumption that the 
working expenses of the proposed line would be at the same rate as those of the 
North-Western and Rajpootana- Mai wa Railways. It is probable, hoiwever, 
that the expenses of the proposed line would always bear a lower ratio to gross 
earnings than on the North-Western Railway, which has to bear the heavy cost 
of curbing and controlling the Punjab rivers, or on the narrow-gauge 
Rajpootana Railway. 

13. The working expenses of any railway may be separated into (a) the 

lureBtW ol traffic re- charges, adm'mistmtion supervision, 

q-Qired to pay 4 per cent- station staff, &c., which are constant and do not vary 
guarantee. ' traffic ; these expenses for a line such as 

that proposed may be taken at ft2,000 per mile per annum, or R2l,00,000 on 
the 1,050 miles ; this amount added to interest at 4 per cent on capital outlay, 
B33,60,000, makes a total of R54,00,000 for interest and fixed charges to be 
derived from the earnings of passenger and goods traffic, excluding ruuning 
charges (5), which constitute the balance of working expenses. These latter 
charges consist of train staff, fuel, material, wages, &c., which vary directly 
with the traffic, and include all empty running ; they amount, on the average 
of all the railways in India, to B4-8 per 1,000 passenger miles, and to R12 
per 1,000 freight ton miles. 

14. On aU the railways throughout India the net profits from coaching or 
passenger traffic average one-third of the total net receipts, hut a large part of 
the proposed line runs through a very sparsely populated district, where for 
mauy years the earnings from passenger traffic would be small. It will 
therefore be safe to assume that instead of one-third, one-fourth only of the 
net profits, that is one-fourth of R33,60,000, or R8,40,000, will be derived from 
coaching traffic. The balance, E26, 20,000, must therefore be derived from 
goods traffic. 

16. With respect to rates and fares, the average passenger fares may be 
assumed at the low rate of 2^ pie per mile, or R12 per 1,000 passenger miles, 
of which R7-8 will be net profit and non-fluctuating charges, and R4-8 the 
running charges. 

16. At the average goods rates in force on the Bombay, Baroda and Central 
India and Rajpootana- Malwa Railways in 1886, viz., 6*94 pies per ton mile, the 
saving of 163 miles from Delhi to Karachi, as compared with Bombay, would 
represent 3| annas a maund, or R6 = 8^. 6d, a ton, and this advantage would 
he proportionately greater on the higher class staples, piece goods, metals, cotton, 
oil, &c. It is probable that such a saving, combined with the advantages of 
uniformity of gauge and Karachi as the port of shipment, would suffice to secure 
the traffic. It may, however, he necessary to adopt rates which will not give a 
higher average than 6 pies per ton mile. At this rate the average gross 
earnings per 1,000 ton miles would be R31j-; deducting from this the running 
charges, R12, the balance, R19J, represents the net profit and non-fluctuating 
charges. 
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17. With these premises the following will he the statement of traffic and 
expenses to pay 4 per cent, ou the estimated capital outlajr of ££8,40,00,001) 


Length of Railway 

• 

Miles 1,050 

Total cost per mile (including Stock) complete . 

• 

R 

80,000 

Total Capital Outlay 

• 

» 

8,40,00,000 

Net Profits (Interest 4 per cent, per annum) 

• 

95 

33,60,000 

Non-fluctuating charges, R 2,000 per mile per annum . 

99 

21,00,000 

Total of Interest and non-fluctuating charges 

• 

99 

54,00,000 

Coaching and Passenger Traffic average 

fare 



per mile 


Pie. 

H 

Net Profit and non-fluctuating charges per 1,000 

pas- 



senger miles 


R 

7/8 

Running charge per 1,000 passenger miles 


99 

4/8 

Gross earnings „ „ „ . . 


99 

12 

Total net profit ESS, 60, 000 X i , 



8,40,000 

Proportionate share of non-fluctuating charges , 


99 

5,25,000 

Sum of net profit and non-fluctuating charges 


99 

13,65,000 

Running charges E13,65,000 X f | 


99 

9,10,000 

Gross passenger earnings 


99 

22,75,000 

Total passenger miles R22, 75, 000 -f- 2i 


99 

18,72,00,000 

Goods Traffic average rate per ton mile 


Pie. 

6 

Net profit and non-fluctuating charges per 1,000 

1 ton 



miles 


R 

m 

Running charges per 1,000 freight ton miles 


99 

12 

Gross earnings per 1,000 freight ton miles • 


99 


Total net profits from goods R33, 60,000 X f 


99 

25,20,000 

Proportionate share of non-fluctuating charges . 


99 

15,75,000 

Sum of net profit and non-fluctuating charges 


99 

40,95,000 

Running charges on goods E40,95,000 X:j^ 


99 ’ 

25,52,727 

Gross earnings from goods . . . . 

. 

99 

66,47,727 

Total goods ton miles 

, 

99 

21,27,27,264 


WouKiNG Expenses and Gross Receipts to produce 4 per cent, on Ca- 


pital Outlay. 

Non-fluctnating charges R 21,00,000 

Running charges, Passengers g lo OOO 

M „ Goods ” 25^2^000 

Total Workittg Expenses ~^_62,000 

Net Profit (4 per cent, on R8,40,00,000) - . . „ 33*00 000 

Gross Receipts 89,22,000 


Ratio of Working Expenses to Gross Receipts 62 per cent. 

18. The average ratio of working expenses to receipts on all the Railways 
in India in 1886 was 47 per cent. ; the higher proportion arrived at in the 
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foregoing calculation is partly due to the low scale of rates and fares assumed ; 
but on a new railway not subject to damage by floods and storms it is pro- 
bable that the working expenses would be less than 62 per cent, of the receipts. 
With the same gross earnings, but with expenses at 52 per cent., the line 
would pay over 5 per cent, on the capital outlay. 

19. Gross earnings of R89,22,000 ou 1,050 miles are at the rate of R163 
per mile per week, the average receipts per mile per week of the No ith- Western 
Railway, in 1886, were R262, and of the Rajpootaiia-Malwa Railway R228. 
In considering these figui'es the great falling off of the wheat trade, owing to 
failure of crops in the Punjab, must be borne in mind. The average receipts 
per mile per week of the Noxth-Western Railway in 1885 were R298, and of 
the Rajpootana-Malwa Railway, R224. 


Comparative Table of Goods and Passenger Mileage^ 


Noitli-Western Railway • ,1 
Bajpootana-Malwa Railway . 

Miles open, 
1886. 

Freight ton 
miles in 
1886. 

Per mile of 
Railway, 

Passenger 
miles m 
1886. 

Per mile of 
Railway. 

1,786 

1.476 

484,332,584 | 
332,726,631 

271,183 

225,677 

556,646,049 

415,456,232 

306,073 

281,664 

Proposed Line .... 

1,060 

212,727,264 

202,697 

187,200,000 

178.285 


20. The above table shows that with working expenses assumed at a ratio 
to gross receipts far above the average, and with very low rates and fares, the 
ton mileage and passenger mileage require to earn 4 per cent, on the capital 
ontlay of the proposed railway are very much less than the traffic of the North- 
Western Railway and the Rajpootana-Malwa Railway in a very unfavourable 
year, and it must be remembered that the Rajpootana-Malwa Railway is not 
even a railway terminating at a port. It is thus evident that the proposed 
railway will certainly pay its way if it secures only a very moderate share of 
the traffic, and that in years of favourable traffic it must pay very high divi- 
dends. 

21. Or taking the passenger and goods mileage it shows that if we secure 
a passenger traffic equal to one-third of the passenger miles of the North- 
Western system, and a goods traffic equal to four-ninths of that obtained on 
the same line, we shall earn sufficient to pay 4 per cent, on the capital outlay, 
and this calculation is based ou the very low average fares and rates of 2i 
pies per passenger nxile, and 6 pies per goods ton mile, while the Nortli- West- 
ern received during 1886 2*53 pies per passenger mile, and 6 45 pies per goods 
ton mile. We have also taken the large percentage of 62 as the proportion of 
working expenses to gross earnings, as compared with 52*71, the proportion in 
1886 on the North-Western, and 60*71 that on the Rajpootana Railway. 

22. We trust the foregoing will show the value and importance of the 
Railway to India, and that it is likely to pay easily 4 per cent, on the con- 
struction cost, apart from the very great indirect benefits it will provide, and we 
solicit the concession of similar terms to those recently granted to the Bengal- 
Nagpur Railway Company. 

23. We would point out that expenditure on railways aids materially the 
well-being of the country, not only by the vast indirect benefits they confer, 
but also iu a pecuniary point of view, the railways of India, taken as a whole', 
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having returned interest at the following rates on the total cost of their con- 
struction : — 

In 1886 . , . . , , , , . 6* 9 per cent. 

In 1885 5*84 „ 

In 1884 6-27 „ 

In 1883 6-91 „ 

which may he taken as affording facie evidence that a railway connect- 
ing the centre of India with the port nearest to Europe by the shortest route to 
the sea-board, that can he constructed for the moderate rate of K80,000 per 
mile is likely to a good investment for money raised at 3^ or 4 per cent. 

24. Should the Secretary of State, however, be at the present time disin- 
clined to grant a guarantee for the whole system, we would ask that it may he 
favourably looked on as one that would be of great benefit to the country, 
both commercially and politically, and as a whole to be worked up to as soon 
as the finances permit of a guarantee being given for the whole, and, in the 
meantime, we would ask that the IJmballa-Kalka section (which, we believe, 
the Government of India is most anxious to have constructed as soon as possible) 
may be conceded to us, and that we may be favoured with a guarantee of 
per cent., plus one-half of surplus profits on the amount, £300,000, of its anti- 
cipated cost. 


No. 473, dated 27th March 1888. 

Prom— Sir John E. Gorst, 

To— Sir Bradford Lesdib, 

I am directed by the Secretary of State for India in Council to acknowledge 
receipt of a letter, dated 3rd March 1888, signed by yourself, General W. S. Tre- 
vor and General F. S, Stanton, advocating the formation of a Company, on 
Bengal-Nagpur Railway Company’s terms, to construct and work a line of rail- 
way between Delhi and Karachi, with branches to Rohri and Bahawulpur, 

In reply I am desired to inform you that a copy of your letter will be trans- 
mitted to the Government of India for their information and report ; but I am 
to add that his Lordship in Council cannot hold out the hope that the financial 
aid from Government which forms an important feature of your proposals will 
be conceded. 

With reference to the last paragraph of your letter, respecting a railway 
between Umballa and Kalka, I am directed to say that this project is already 
receiving the consideration of the Secretary of State and the Government of 
India in connection with proposals from other parties. 


No. 106 (Railway), dated 17th September 1888. 

From— The Government of India, 

To— The Secretary of State for India. 

We have the honour to acknowledge the receipt of your Lordship’s Railway 
Despatch No, 32, dated 29th March 1888, relaiing to a project for a line of rail- 
way from Kotri, on the river Indus, through Jeysulmere and Bickanir to 
Delhi, with one branch from Hyderabad (Sind) to Rohri, and another branch 
from Bickanir to Bahawulpur, 

2. In reply, we have to state that we have arranged for a reconnaissance to 
be made, during the ensuing working season, of the country traversed by the 
proposed line, as well as to have statistics oolloeted of the traffic which may be 
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expected on this route. We have also issued orders for an alternative reconnais- 
sance for a railway from Hyderabad to Pachpadra vid Umarkot, and have per- 
mitted an examination to be made if time permits for an alignment from Hyde- 
rabad md Umarkot, Balmir, Nagaur and Didwana, and thence through some 
point north of Ulwur to Aligarh, 

3, We will report the result of these investigations as soon as they are com- 
pleted. 
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6— Delhi-XJmballa-Zalka Bailway. 


Ro. 11 (Railway), dated 27tli January 1887. 

From— The Secretary of State for India, 
To— The Government of India. 


I forward herewith a proposal hy the Directors of the Bombay, Baroda and 
Central India Railway Company for constructing a railway from some point 
on the Rajpootana line, north of Ajmere^?ia Samhhar, to Karnal, Umballa, and 
.Loiters from Eaaway Com- ^alka, ivith branches to Delhi and Zaitbal* The 
pany of the 1st and 10th scheme at first proposed hy the promoters was a line 
December 1886. starting from near Rewari on the Rewari-Eerozepore 

Railway, but it has since been extended in the way indicated, partly with the 
view of avoiding the necessity of doubling hereafter that portion of the Rajpoo- 
tana system which lies between Delhi and Ajmere, and paifily for the purpose 
of providing greater facilities for the development of the Sambhar Lake salt 
manufacture. 


2. I observe by the correspondence which forms the appendix to Mr. Wood s 
letter of 1st December 1886 that the question of effecting a communicatiou 
between Delhi and Karnal by means of a light railway has already been under 
the consideration of the Punjab Government, in consequence of proposals made 
hy Mr. Branton and others, and that the matter has been referred to your 
Government. If these proposals for the line between Delhi and Karnal have 
not resulted in your adopting views which may preclude such a course, I would 
invite your cousideratiou of the larger undertaking now suggested. 

3. I request that you will furnish me with your opinion on the merits of the 
scheme generally, and as to whether the route proposed, either for the longer 
or the shorter line, is that which you would approve, both on political and com- 
mercial grounds and from an engineering point of view ; whether, moreover, 
you consider that the condition of the traffic on the line between Ajmere and 
Delhi is such as to justify the conclusion that further accommodation will soon 
he required in the shape of an additional line of rails if relief is not provided 
by a separate railway, and, if so, whether any requisite relief may best be 
afforded in the manner proposed, or whether any other system of additional 
lines might be preferable. 

4. Your Excellency will observe that the Directors of the Bombay, Baroda 
and Central India Railway Company expect to be able to bring ont the scheme 
without any direct aid from Government by enlisting the support of their share- 
holders. It is scarcely necessary for me to lemark that any well devised scheme 
for the formation of branch or feeder lines, which would serve the requirements 
of districts unprovided with railway communication and would increase the 
traffic of existing lines, is deserving of most careful consideration, provided that 
other circumstances are favourable and a guarantee from the State is not re- 
quired, and I see no objection to fair and reasonable arrangements being made 
for working the new lines through the agency of an existing Company^ But 
you will perceive that in this case the proposals include the concession of a 
woiidng agreement with the Bombay, Baroda and Central India Railway Com- 
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pany on terms which would apparently confer considerable advanlagcs upon the 
new line at the expense of the Rajpootana-Malwa system, and therefore of the 
State, to which that railway belongs, and which now receives four-fifths of the 
profits after five per cent, has been paid on the capital. It is for your Gov- 
ernment to consider whether these terms are not in excess of what may be con- 
sidered reasonable, and, if you decide in the affirmative, to state what you would 
be prepared to recommend in place thereof. The proposed terms will be found 
in the appendix to Mr. Wood’s letter of 1st December 1886, in the memorandum 
of “ modifications and additions” which it is proposed shall he introduced into 
a similar contract to that with the Bengal and North-Western Railway Com- 
pany, the terms of which the promoters propose to take as the basis of an 
agreement. 

5. Among the “ additions” will also be found one which would give the new 
Company the prior right to extend, on the same terms, its undertaking by any 
lines that can be worked in conjunction with the Bombay, Baroda and Central 
India and Rajpootana-Malwa Railways I shall be glad to receive your opinion 
on this point. 

6. In paragraph 6 of their letter of 1st December 1886, the promoters offer, 
as an alternative to the Bengal and North-Western terms, the same coftditiou 
for working the new line by the Bombay, Baroda and Central India Railway 
Company as those upon which the Cawnpore-Achnera Railway is worked for 
the Government. 

7. Assuming that it will he necessary to make some ari-angement with the 
new Company for working the line in question previously to the scheme being 
placed before the public, I request that I may be favoured with your views 
upon the several proposals and upon the various conditions embodied in them. 
In any case, it would be clearly right to provide that the Secretary of State 
should have the power to purchase, on reasonable terms, such lines as those 
now projected when the present agreement with the Bombay, Baroda and 
Central India Railway Company for working the Rajpootana-Malwa Railway 
terminates. 


Dated the 1st December 1886. 

From— T, W. Woon, Esq., 

To — ^The TJnder-Secretary of State for India. 

I am instructed to enquire, on behalf of the gentlemen named in the margin, 
whether the Secretary of State for India would be 
prepared to grant to a Company to be formed the 
same general conditions as have been allowed to the 
Bengal and North-Western Railway Company for the 
construction of a Metre Gauge Railway from a Sta- 
tion ou the Rewari-Ferozepore Railway, near Rewari 
md Rohtuk, Karnal and TJmballa to Kalka, with 
branches to Delhi and Kaithnl. 

2. The terms granted to the Bengal and North-Western Railway Company 
will require some modifications that experience has shown to be desirable, and 
others that will be needed to meet the contingency of the termination of the 
agreement between Government and the Bombay, Baroda and Central India 


Majoi General J, S. Trevor, 
R.B. 

Lieutenant-General 0. H, 
Dickens, U.A. 

Major-General B. H. Eeat- 
inge, V.C. 

Mr. J. MitcheU. 

Mr. D. T. Robertson. 

Mr. S. J. Wilde. 

All of wbom are Directors 
of the Bombay, Baroda and 
Central India Railway Com- 
pany. 
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Railway Company for the working of the Rajputana-Malwa Railway, and of 
the lease by the last-named Company of their own line. These modifications 
will not affect the general intention that the Railway proposed is to be worked 
without any direct guarantee of interest, and with only a free grant of land 
from Government, hut this last is not essential. The nature of these modifica- 
tions is indicated in Appendix A to this letter It may be desirable, with a 
view to save needless expense, that the Company to be formed should have a 
right to the conjoint free use of any large bridges on the Grand Trunk Road 
between Karnal and Umballa that can be adapted for the transit of their Roll- 
ing Stock, the Company undertaking their maintenance and paying all cost of 
adaptation — Government retaining existing tolls, if any. 

3. The proposed line is shown on the accompanying map. It will, including 
branches, be about 250 miles in length, and as, if bridges on the Grand Trunk 
Road can be utilised, there are no obstacles of any moment to be overcome, 
except the bridge over the Gugger River, it can probably be built and equipped 
up to the same standard as the Rewari-Ferozepore Railway for less than 
a million sterling, of which £300,000 might hereafter be raised on Deben- 
tures. 

4. It is hoped that, if the scheme can he brought out under reasonably favour- 
able conditions and under the auspices of the Proprietors of the Bombay, 
Baroda and Cential India Railway Company, with an understanding that the 
line will he managed and worked by that Company, after completion, under 
agreement, on the general basis of the Bengal and North-Western Railway 
Contract, modified as mentioned in the appended memorandum, the money 
needed will be subscribed by the public, and it is believed, from the population 
and fertility of the districts to be traversed, that the line will be a financial 
success. In any case, its construction is certain to lead to a large increase in 
the earnings of the Rajputana-Malwa and Bombay, Baroda and Central India 
Railways, and may perhaps also, when complete, improve those of the East 
Indian Railway. 

5. If the Secretary of State does not deem it desirable to accept a scheme of 
the scope sketched out in the papers attached to this letter, which is drawn on 
the main lines of the Rajputana-Malwa Working Agreement, the gentlemen on 
whose behalf I write will be ready to accept from the Rajputana-Malwa Railway 
Administration in their entirety (with the addition of the parts in the present 
proposal, marked A to N, not printed in italics,) the terms on which the Cawn- 
pore-Achnera Railway is worked for Government by the Bombay, Baroda and 
Central India Railway Company, interest on paid-up Capital being disbursed 
from Capital during construction, and the line taken over by the Bombay, 
Baroda and Central India Railway Company in sections as completed, the new 
Company standing in other respects in the place of the Government of the 
North-Western Provinces, who receive 4 per cent, per annum on their invested 
Capital, irrespective of the earnings of the Cawnpore-Achnera Railway, and 
four-fifths of all surplus over that rate. 

6. I append copies of papers (see Appendix B) on the subject of a light rail- 
way from Delhi to Karnal, as to which Mr. Bruuton, M.LC.E., has been in 
correspondence with the Punjab Government. 

7. A deputation will attend at the India Office, if desired, to enter into 
further explanations. 

8. An early answer is solicited. 


2n 
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APPENDIX A. 

Memo, of Modifications ^ro^osed in the provisions of the Bengal and Norths 
Western Railway Ooniract^ and additional clauses necessary, hut not in-- 
elusive of changes of dales and verbal alterations. 


Reference 

letter 

{See far a 6). 

Bengal and North-Western Rail- 
way Contract, 

Modidcations. 

A 

Section 6 

Surveys 

The charge to the Company for previous Surveys 
to be limited to tbe cost of such Surveys as the 
Company consider to be of use to them, and such 
cost m no case to exceed RtOO per mile of the 
length of the section of the line for which the 
Surveys are taken. 

B 

» 7 

Land • , 

The Company to paj for the land if desired— i 
to reimburse Government all sums they disburse 
in its acquisition. 


« 9 

Telegraphe , , 

The Company only to carry free euch telegraph m- 
ploySe and materials as are required on its own line 
or the JRqjfutanorMalwa and Bombay, Baroda and 
Central Indna Lines 

0 

» 14 

Eqnipment • 

The Company to provide in proportion to traffic the 
same equipment a*Toqmrc.i f.»r siimilnr quanti- 
ties of traffic on ihc liajpuiuua-Mul'va R.ulw.»>. 


„ 26 

Tost Office , . 

The work done to he paid for hy mutual agreement, 
but at a rate not exceeding the ordinary rate for 
parcel service settled at fhe last jRinlivay Confer* 
ence, and ordinary class fares for employes. 


.. 27 

Taymentfor Sfe&iaL 
Service. 

To be paid for at ordinary rates. 


« 39 

FartiCipaiion in 

JPrqfiia. 

After completion of the construction of the line 
throughout {when the charge of interest to Capital 
will cease) all net wofits, after payment of BeheUf 
ture interest, to belong exoluswely to the owning 
Company, until %ts Shareholders have received 6 per 
cent, per annum from the date of such compleiAon on 
th&/r paid’Up Capital. The surplus over that 
amount to he thereafter divided in the priyomdions of 
fourfffhs to the owning Compamy, and one fifth to 
the Majputana-Malwa Railway as a credit to the 
Revenue Account of the latter. 

D 

„ 46 

All Establishment 
charges to be 
debited to Reve- 
nue after entire 
Opening- 

To be modified so as not to force Establishment 
engaged on construction to be paid out of Bev- 
nue on discharge Maintenance for twelve 
months after entire opening to be also debited 
to Capital. 


46 

Audit Charges 

Novornment to pay their own Audit Establish- 
ment. 

F 

„ 66 

Termination of Com 
tract. 

• Tbe Company to have the right to call on Govern- 
ment to take over the Railway, at the time of the 
termination Hiher of the Agreement with the 
Bombay, Baroda and Central India Railway 
Company for working the Rajputana-Malwa 
Railway, or of the last-named Company’s lease of 
its own line, at a price equal to (a) twenty-five 
times the average yearly net dividends paid to 
the Shareholders for the previous two years, jpZms 
( i) Thcco'-i of ilic land as shown on the Cfom- 
pany's books: Government also to assume all 
responsibility for the Debenture debt and interest 
thereon at the date of transfer. 

Q 

„ 62 

i Arbitrators , 

To be tbe Company’s Consulting Engineer and 
that of Government in London. 
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I hope, however, that my movement in the matter will meet with the ap- 
proval of the Board. The district traversed is very thickly populated and full 
of produce, and the construction of the line would, iu my opiniou, benefit the 
Eajputana-Malwa Railway considerably. 


No. 117 (Railway), dated 24tli June 1887. 

Prom— The Government of India, 

To — ^The Secretary of State for India. 

We have the honour to acknowledge the receipt of Your Lordship’s Railway 
Despatch No. 11 of the 27th January 1887, inviting an expression of your 
opiniou as to the merits of a scheme submitted by the Directmvs of the Bombay, 
Baroda and Central India Railway Company, for the construction of a line of 
railway, on the metre gauge, from some point on the Rajputana-Malwa Railway 
line, north of Ajmere, vid Samhhar, to Karnal, Umhalla, and Kalka, with 
branches to Delhi and Kaithal. 

2. We are of opinion that the proposal is open to objection on the ground 
that it is virtually a request for permission to duplicate the existing means of 
communication between Kishenghur and Umbalk by a new administration, 
whose interests would, to a large extent, be antagonistic to those of the existing 
lines, mz., the Rajputana-Malwa and the North-Western Railways ; and that in 
the event of the shareholders being disappointed in their anticipations of trafiSc, 
we should lay ourselves open to considerable pressure by the Company to grant 
a guarantee, or purchase the undertaking outright. 

3. A request of the above nature, we have little doubt, would at no distant 
date follow the sanction to the scheme, inasmuch as in the competition for 
through traffic between Delhi and TJraballa, the North-Western Railway would 
very naturally monopolize such traffic, leaving to the new Railway Company 
merely the local traffic to work, which in our opinion would never be sufficient 
to prove remunerative. 

4. Moreover, such a line, if made at all, should, we consider, be on the 
standard and not on the metre gauge as proposed, because of the inconvenience 
that would necessarily he experienced in having two railways of different 
gauges in the same district, viz,, on that portion of the projected line lying 
between Delhi and Umballa, to say nothing of the question of the conversion to 
the 6' 6'' gauge of the existing Rajputana-Malwa Railway, as an alternative, 
cheaper and more desirable than doubling, being at present under consideration. 

6. There are still further objections to the scheme, such as the probable 
costliness of the line and its liability to frequent damage by floods in the 
northern portion, between Thanesswar and Umballa, iu consequence of the 
heavy drainages to be crossed. 

6. With regard to Mr, Brunton’s proposal for a light railway from Delhi to 
Karnal, referred to in paragraph 6 of the letter, dated 1st December 1886, from 
the Board of Directors of the Bombay, Baroda and Central India Railway Com- 
pany, which forms one of the accompaniments to Your Lordship’s despatch un- 
der reply, we beg to append, for Your Lordship’s information, copy of our 
Proceedings, R.C., October 1886, Nos. 361-37 4A., on the subject, from which it 
will be perceived that the scheme was negatived. 

7. We would take this opportunity of reporting, for Your Lordship’s infor- 
mation, that we have recently received from Messrs. Sanderson and Company, 
Solicitors, Calcutta, certain proposals on behalf of a syndicate formed to con- 
struct and work a line of Railway from Delhi to Thanesswar with capital to be 
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raised, partly in the London and partly in the local market, and would merely 
add that we consider this scheme to be open to most of the objections which 
render the proposal of the Bombay, Baroda and Central India Railway Com- 
pany above referred to inadvisable, (1) that such a line does not seem to 
be really needed, or likely to prove remunerative ; (2) that it will compete with 
the existing N'orth-Western Railway; and (3) that its extension northwards 
would prove costly and precarious. 

In addition to the above, however, the contemplated arrangement for working 
the line by the agency of the East Indian Railway would tend to produce 
results similar to those anticipated from the transfer to that Company of the 
Delhi-Saharunpur Section of the North-Western Railway, which is deprecated 
in our Railway Despatch No. 107 of 3rd June 1887. 

8. The views of the Punjab Government on both the proposals dealt with in 
this Despatch will be learned from their two letters appended. In their opinion 
that the Thaness war traffic could be best served by a branch from the Noith- 
Western Railway we entirely concur. As to the probable efEects of the agency 
of the East Indian Railway in this quarter we may refer to their letter No. 
2774 of 29th April, which was forwarded with our Despatch No. 10 7Railway, 
dated the 3rd instant. 


No. 2129, dated 28th March 18S7. 

From— B. E. Olivbb, Esq., MJ.C.B., ITnder-Secretary to Govt., Punjabj 
Public Works Dept., 

To — ^The Secretary to the Government of India, Public Works Department* 

In reply to Public Works Department No. 243 R.O., dated lOtb instant, for- 
warding, for an expression of opinion by His Honour the Lieutenant-Governor, 
Despatch from the Secretary of State, relative to a proposal by the Directors of 
the Bombay, Baroda and Central India Railway Company to construct a Rail- 
way from Kishengurh to Kalka with branches to Delhi and Kaithal, I am direct- 
ed to convey the following remarks. 

2. The line would not, in the opinion of His Honour, appear suitable so far 
as the interests of this province are concerned. The most important Railway 
extensions that could at present be undertaken in this Province would appear to 
be those tending to afford the export trade the . shortest route to the seaboard. 
For the bulk of this the natural outlet is undoubtedly Karachi. In fact, broad- 
ly speaking, it may be said that this is the case for most of the grain tracks 
north-west of a line drawn through Saharanpur and Rohtak. South of that 
the usual outlet would doubtless be Bombay, but to so align the Railways that 
the export grain north of it should be compelled to take the Bombay route 
would he to impose a perpetual additional impost. 

3. Prom some of the best grain centres south of the Sutlej, Karachi is 
about the same distance as Ahmedabad, while the latter is 280 miles from 
Bombay. 

4. A broad gauge line will shortly he constructed from Patiala to Bhatinda, 
and as already urged on the Government of India, in this office No. 2807, dated 
19th May 1886, its extension to Bahawalpur would appear to be the most use- 
ful Railway undertaking that could he carried out in the Province at present. 
By such a line down the valley of the Sutlej, the distance from Umballa to 
Karachi would be nearly 100 miles shorter than the present proposal would 
bring Umballa to Bombay. 

5. Further, it would appear to Sir C. Aitchison highly undesirable, for 
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reasons both military and commercial, to carry out through lines of the kind on 
any hut the standard gauge. 

6. As regards the proposal for constructing a Railway between Delhi, Pani- 
pat, and Karnal, referred to in your No. 249 B.C., dated the 12th idem, I am 
directed to observe that it is doubtful if the present traffic would justify any- 
thing beyond a cheaply -constructed feeder line. 

7. Such feeder lines might with advantage be constructed on the standard 
gauge with rails withdrawn from the main line, but in regard to this a subse- 
quent communication will be submitted to the Government of India. 


No. 770 , dated Simla, the 13th June 1887. 

Prom— Colonel J. P. Steel, B.B., Officiating Secretary to Government, 
Punjah, Public Works Dept., 

To— The Secretary to the Government of India, Public Works Department. 

With reference to the letter from the Public Works Department, No. 386 

R.C., dated the 21st April 1887, I am 
desired to forward herewith, for the 
information of the Government of 
India, a copy of the papers noted in 
the margin, relating to the projected 
line of railway between Delhi and Thanesswai*, and to state that, so far as His 
Honour the Lieutenant-Governor is able to judge from the returns before him, 
a line laid with old rails, on the plan proposed in this office No. 2129, dated the 
28th March 1887, would he the most likely to answer, and such a line could be 
most conveniently worked in connection with the North-Western Railway. 


Prom Pinaudal Commissioner, Pnnjab, 
No. 6033, dated 13t1i Jane 1884, and its en- 
closures. Printed Proceedings, Public Works 
Department, Punjab, Eailway A, March. 1887, 
Nos. 1-36. 


No, 107 (Railway), dated 3xd June 1887, 

Prom— The Government of India, 

To — ^The Secretary of State for India. 

In the Railway Despatch of Your Lordship’s predecessor, No. 42, dated the 
6th May 1886, our opinion was asked on a proposal made by the East Indian 
Railway Board to take charge ^)f and work the section of line between Ghazia- 
bad and Saharanpur which now forms part of our North-Western Railway. 

2. In this despatch Lord Kimberley pointed out that it seemed very probable 
that the general convenience of the community would be furthered by some 
change in the point up to which the East Indian Railway then worked the line ; 
hut desired to receive our opinion on the subject, not only with reference to the 
interests of the local traffic, hut also to those of the export trade, adding that it 
is very important to maintain the complete freedom of the latter from all artifi- 
cial hindrances arising from possible conflicts of rival Railway Administrations 
His Lordship further pointed out that the position of the Oudh and Rohilkhand 
Railway in relation to this matter would require consideration, and that, if 
possible, any arrangement that might he come to should be such as would 
continue to be suitable were any change to be made in the agency for working 
that Railway. 

3. The possibility of such an arrangement in the future was mentioned in 
paragraph 7 of our Railway Despatch No. 141 of the 5th September 1884, and 
when considering the arrangements for the future working of the North-Western 
Railway, the matter was further discussed. The information then before us 
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was, however, insufficient to permit of any decision being come to on the qnes* 
tion, and we decided to postpone its consideration until we had the experience of 
a year’s working of the new system. Our Director General of Railways was 
therefore instructed, in December 1885, to obtain, from the Manager of the 
Noith-Western Railway, and submit, a report on the question. 

4 We have now to lay before Your Lordship a copy of this report, together 
with the opinions of the Governments of the North-Western Provinces and 
Oudh and the Punjab to whom we referred the same for consideration. (En- 
closures 1, 2 , and 3 to this Despatch.) 

5. The Government of the North-Western Provinces and Oudh are opposed 
to the suggested transfer, and base their objection, first, on the necessity for 
absolute freedom for the local trade of the rich district traversed by that parti- 
cular section of railway, which they believe would be impaired by its transfer 
into the power of one or other of the great competing lines to Calcutta or 
Bombay ; and secondly, on the inexpediency of permitting the whole export 
trade of the richest portion of the Province to be overruled by one powerful 
Company, controlling all the outlets of its main arterial line. 

6. The Government of the Punjab consider that, so far as the interests of the 
Province are concerned, it would be very undesirable to interpolate a length of 
foreign line in the through route from the Punjab to Bombay which would he 
the practicable effect of making over the Ghaziahad-Saharanpur section to the 
East Indian Railway Company ; and that there do not appear to be any compen- 
sating advantages. 

7. The Director of our North-Western Railway, while dealing also with the 
question of the effect of the proposed transfer on local and export traffic, gives 
under heading XI of his report strong reasons against the proposed transfer, 
as a matter of convenience for traffic working, and explains that neither on 
economical nor administrative grounds is the transfer desirable. 

8. We have carefully considered the views set forth in the above communi- 
cations which Your Lordship will no doubt peruse in detail, and for the reasons 
explained in them and briefly summarised in the foregoing paragraphs, we have 
come to a conclusion adverse to the proposed transfer, which, in our opinion, 
neither the public convenience nor the interests of the local or export traffic 
demand. 

9. The question of the effect of the transfer on the Gudh and Rohilkhand 
Railway is dealt with in the letter from the Government of the North-Western 
Provinces and Oudh, and it seems unnecessary to say more on the matter than 
that it is undesirable that that system should have all its main outlets con. 
trolled by any one Company. 


No. 143 D. G By., dated 28th January 1887. 

Prom— Colonel L. Conwat-Goedok, Manager, North-Western Railway, 

To — ^The Director General of Railways. 

As desired in your letters Nos. 061T. and 421 T., dated respectively the Blst 
December 1885, and the 14th June 1886, I have the honour to submit the 
following report upon the questions raised in the enclosure to your letter, with 
regard to the proposal for making over to the East Indian Railway the section 
of line between Saharanpnr and Ghaziabad. 
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II. The points in the correspondence specially noted for consideration are 

as follows 

(a) Whether Saharanpur, or some other station nearer Lahore, is the 

In Government of India letter No. 668 B.T, ** shed whence traffic 
of June 9th, 1886. flows to Kurrachee on the 

one side, and to Calcutta and Bombay on the other, 

(b) The proportion in which the traffic is divided between Bombay and 

Kurrachee. 

(c) The probable effect of interposing the East Indian Railway between 

the North-Western Railway orOudh and Rohilkhand Railway, and 
the Bombay, Baroda and Central India Railway. 

(d ) The approximate gross and net traffic earnings of the section of line 

in question. 

(c) The effect of the proposed transfer on the general convenience of the 

In Secretary of State’s No. 42 By., dated community. 

6tli May 1886. 

(/) Its effect upon the export trade of India. 

{g) Its effect upon the future position of the Oudh and Rohilkhand 
Railway system. 

(^) The effect, from a traffic point of view, of eliminating Ghaziabad as 

In Government of India No. 1184 B. T., frontier transfer Station, 
dated 23rd December 1885. and making Saharanpur 

the great focussing centre and frontier station of the North- 
Western Railway, East Indian Railway, and Oudh and Rohilkhand 
Railway systems. 

III. The questions raised in A, J5, JS and F are so interwoven that I shall 
deal with them under one head ; the points raised in C and O are also almost 
identical and will he similarly dealt with. 

lY, One important issue has not been referred to in the correspondence, 
and this I shall venture to include, viz * — 

{i) The effect of the proposed transfer upon the internal and interpro- 
vincial trade of the Punjab, of the North-Western Provinces and of 
Sind. 

Y . A statement giving the information called for under paragraph D is 
enclosed, and although based upon the average working expenses of the whole 
line, which owing to its favourable situation is far in excess of the actual 
working expenses of the section, shows that the annual net income during the 
past three years of the section of Railway in question has been about 
R8, 60,053. 

YI. Two additional statements are also enclosed, showing that the stations 
between Saharanpur and Delhi inclusive, during the past five half-years, re* 
ceived and despatched on an average in each half-year 620,363 passengers and 
3,139,845 maunds of goods, representing about B29,00,000 per annum of the 
poss income of the North-Western Railway. Of this total traffic, the follow- 
ing very small quantities alone were booked to and from foreign Railways 

Passengers, Cfoods. 

No. Mds. 

To and from East Indian Railway . , . 31,254 504,154 

„ Bombay, Baroda and Central India 

Railway 1,672 981,335 

it Oudh and Rohilkhand Railway . 10,226 60,069 

The East Indian Railway proportion of the bookings were only 5 per cent, of 
the passengers, and less than 17 per cent, of the goods traffic. 
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The statements also show that on an average 916,292 maunds of goods and 
29,569 passengers, booked to and from stations on the other sections of the 
North-Western Bailway and on foreign lines, passed completely over the 
Saharanpur-Ghaziabad section ; a considerable portion of this traffic was booked 
to and from the Bombay, Baroda and Central India Bailway, and would have 
been seriously affected had the Saharanpur and Delhi section been in tbe hands 
of a competing line. Again, a large portion of the traffic via Ghaziabad went 
to station s on tbe Oudh and Bohilkhand Bail way in the North-West Provinces; 
consequently, the traffic vid Ghaziabad, in future periods, will he considerably 
affected hy the unrestricted development of the Ondh and Bohilkhand Kailway 
route by Saharanpur. 

VII. With these remarks I will proceed to deal seriatim with the several 
points raised. 

VIII. With regard to heads A, B, E and F — the Traffic Shed—* 

(1) Geographically, the natural shed of the export traffic is at or near Saha- 


ranpur, the respective distances of this place from the sea-board being as 
follows : — 

Miles. 

Bombay vid Delhi . 1,000 

„ „ Indian Midland (when completed) • . . 1,05(5 

Howrah „ East Indian Bailway 1,040 

„ „ Oudh and Bohilkhand Eailway (when Benares 

bridge is completed) ....... 1,014 

Knrrachee 1,058 


hut, as a matter of fact, traffic is booked between Bombay and Howrah and 
Ludhiana, which is 121 miles north of the geographical shed, and between 
KuiTachee and Delhi, which is 111 miles south of it, and a keen competition is 
maintained for the produce of the area lying between these two limits. 

(2) It is in every way extremely desirable to put an end to this competition, 
and this I consider to be quite possible, in a manner that would be equally 
advantageous to the merchant and the carrier, as explained in my letter No. 
142 D. G. By., dated 27th January 1887, an extract from which is appended 
for ready reference. 

(3) Although interested to a great extent in the local traffic, the North-West- 
ern Railway is very little interested in the export traffic of the Saharanpur-Ghazia- 
had section, as it is perfectly immaterial to that line whether traffic is booked 
vid Ghaziabad or Saharanpur to Howrah, or vid Delhi to Bombay The rates to 
those places are less than the rate to Kurrachee, and that port can consequently 
he made use of only under special circumstances, such as completion of time 
bargains, &c. 

(9) The North-Western Bailway now acts, and ought to continue to act, as 
an independent and impartial arbiter between the competing lines ; and this 
arrangement is, without doubt, far more likely to be beneficial to trade than 
handing over the debatable ground to the mercies of either of the competitors 
for its traffic. 

IX. With regard to heads A^ E, E, and E-*JPro 2 >ortion ofsea-doard trade 
passing in each direction — 

(1) The statement already referred to in paragraph VI hereof will show 
that the export traffic of the Saharanpur-Ghaziabad section, although large, is 
very much smaller than the value of its internal trade ; also that the value of 
its exports to the Bombay, Baroda and Central India Eailway is much greater 
than the value of the exports to the East Indian BaUway. 
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(2) But the figures quoted in the statement referred to include all bookings 
to foreign Railways, both to the sea-board and to intermediate foreign stations. 

(3) If the traffic by foreign Railways to inland markets be eliminated, and 
the bookings to the sea-board alone stated, they will stand as follows, as extract- 
ed from the statistical tables of this Railway for the 1st half of 1886 ; — 

Fcbssmgers, Goods, 

No. Mds. 

To and from Calcutta 1,741 60,764 

„ Bombay 305 261,075 

„ Kurrachee 100 28,938 

Ho doubt the grain traffic in the half-year ending June 1886 was slack ; but 
even if these figures he trebled, the proportion of expoi't traffic to the inter- 
provincial traffic would remain in the proportion of 30 to 70. 

(4) The bulk of the inter-provincial trade is with stations on the North- 
Western Railway, and consists of traffic in food and articles of every day re- 
quirements ; there is also an exceptionally good passenger traffic with stations 
on the North-Western Railway in the Punjab Province : and it would be unwise 
to make over this traffic to any other Administration, mo^e especially when the 
interest of that Administration would uudoubtedly be to unduly favour the 
export trade, which would travel over 1,000 miles of its line, rather than to en- 
courage the internal trade, which would run over a very small mileage. 

(5) The general convenience of the export merchants, and of the local 
traders, as well as of the travelling public, will be more considered by a Rail- 
way that has no inducement to favour any particular class of traffic or route, 
than by a Railway whose main interests are known to be the diversion of the 
present stream of traffic from Bombay to Calcutta. 

X With regard to heads 0 and G — JEffeot of the transfer on the Oudh 
and RohiUchand and Bombay^ Baroda and Central India Railways — 

The main points afiecting the Oudh and Rohilkhand, and Bombay, Baroda 
and Central India Railways are as follow ; — 

(L) Ghandausi is 77 miles nearer to Saharanpur by the Oudh and Rohil- 
khand Railway line than it is by way of Aligarh. 

(2) Lucknow is nearer to Saharanpur by the direct route than by the other 
two routes, the distances being vid Ghaziabad and Aligarh, 414, vid Ghaziabad 
and Cawnpore, 402, and vid Oudh and Rohilkhand Railway direct, 337. 

(3) Roorki (for Hurdwar) is almost equi-distant from Tooudla (for Agra) by 
either Ghaziabad or Chandausi, the distances being 235 and 234 miles respectively. 

(4) Roorki is nearer to Lucknow by the direct route than by way of Aligarh, 
the distances being vid Aligarh, 436, and vid Oudh and Rohilkhand Railway 
direct, 315 miles. 

(5) Cawnpore is almost equi-distant from Roorki either by Ghaziabad or 
Lucknow, the distances being as follows : — 

Miles. 

Prom Roorki vid Ghaziabad and Saharanpur ..... 878 
Ditto vid Lucknow, by Oudh and Rohilkhand Railway . . 361 

(6) Benares will he nearer to Saharanpur by the direct route than vid Gha- 
ziahad, the distances being 539 and 577 respectively, while the distance from 
Benares to Roorki will be. East Indian Railway 699, and Oudh and Rohilkhand 
Railway 627. 

(7) It has already been stated that a very large portion of the traffic be- 
tween the North-Western Railway and East Indian Railway is for inland 
markets ; these markets include Chandausi, Roorki, Cawnpore, Agra, Lucknow^ 
and Benares. 



OTHER RAILWAY PROJECTS. 


629 


(8) There will consequently be a keen competition between the Oudh and 
Rohilkhand Railway and the East Indian Railway for the goods traffic of the 
Saharanpur-Ghaziabad section line to these points, as well as for the North- 
Western Railway traffic originating north of Saharanpur, which will either pass 
over the Saharanpur-Ghaziabad section for transit viSt, Ghaziabad and the East 
Indian Railway, or be diverted at Saharanpur for transit m6, the Oudh and Rohil- 
khand Railway. There will also be keen competition for the pilgrimage traffic 
to Hurdwar from and to all the large towns. 

(9) Another important point is that there is a considerable passenger traffic 
between the Saharanpur- Delhi section, and stations on the East Indian Railway 
and Oudh and Rohilkhand Railway, that is capable of being diverted in either 
direction. This consideration also applies to the traffic between this line and 
the Saharanpnr-Chandausi section of the Oudh and Rohilkhand Railway. For 
instance, Muzaffarnaarar, which is one of the most important stations on the 
line, 36 miles below Saharanpur, can book to Chandausi or beyond by either 
route on equal terms ; but all traffic from Muzaffamagar to stations short of 
Chandausi, or from stations between Mnzaffarnagar and Saharanpur, to the 
Oudh and Rohilkhand Railway would, if not interfered with, invariably go by 
the shoite route Saharanpur. 

(10) Again, a traffic has sprung up since the opening of the Oudh and Rohil- 
kband Railway between Meerut and Delhi on the North-Western Railway and 
the stations beyond Roorki on the Oudh and Rohilkhand Railway. The equi- 
distant points by either route to and from those stations are as follows ; — 

Prom Meerut to 33 miles north of Chandausi, or say Mnghalpnr. 

Prom Delhi to 59 miles ditto ditto, or say Dhampnr. 

All this traffic would be considerably affected by the transfer of the Saharanpur- 
Ghaziabad section to the East Indian Railway. 

(11) The Oudh and Rohilkhand Railway has for years past been blocked at 
all points by the East Indian Railway, and it would not appear advisable to 
close its only connection with a disinterested Railway almost as soon as it has 
been opened. 

(12) A considerable traffic in salt and European imports may he anticipated 
from the Bombay, Baroda and Central India Railway md Delhi to stations on 
the Chandausi section of the Oudh and Rohilkhand Railway near Roorki; 
which it would be in the interest of both the East Indian Railway and Oudh 
and Rohilkhand Railway to bring Agra, although it is the longer route and 
deprives the Bombay, Baroda and Central India Railway of considerable lead. 

(13) I do not think it advisable, either in the interest of the Bombay, Baroda 
and Central India Railway, or of the general community, to give the East Indian 
Railway the power of deranging the foreign traffic passing over the Saharanpur- 
Ghaziabad section. 

XI. With regard to head H — ISffect of making Saka/x^an^wr the general 
junction — 

I do not anticipate any benefit from eliminating Ghaziabad as a frontier 
station, and making Saharanpur a great focussing centre for the following 
reasons : — 

(1) The transfer work between the East Indian Railway and the North- 
Western Railway must be done somewhere, and if the proposed change did not 
affect the amount of goods transferred, it would be practically immaterial where 
the work was carried on. 

(2) But, as a matter of fact, the proposed change would largely increase the 
amount of work to he done. The hulk of the export traffic is to the Bombay? 
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Baroda and Central India Railway M DelH ; and there is a very large traffic 
from Ludhiana, Amritsar, Kheora, Pindi, and other stations on the North- 
Western Railway north of Saharanpur, to Delhi, Meerut, and Muzaffarnagar ; so 
that the transfer work of the North-Western Railway so far from being reduced 
by the proposal, will be increased, as the present very large local traffic would 
at once be converted into foreign traffic. 

(4) All 3rd class passengers vid Delhi to stations on the Bombay, Baroda 
and Central India Railways will have to change both at Saharanpur and at 
Delhi, two changes instead of one as at present. 

(6) The Bombay, Baroda Railway will be severed from direct communication 
with the North-Western Railway, and its traffic will require to be accounted 
for, first to the East Indian Railway at Delhi and then to the North-Western 
Railway at Saharanpur; instead of being handed over direct to the North- 
Western Railway at Delhi as at present. 

(7) The North-Western Railway will lose touch of many of its most import- 
ant eontributive stations. 

(8) It is questionable whether focussing at large centres is not counter- 
balanced by the disadvantages attendant upon doing a large amount of work in 
a limited time and area, the focussing of trains having cei*tainly been found 
most disadvantageous and expensive at Lahore An enormous amount of woik 
has to be got through in a few hours, a system which necessitates the mainte- 
nance of a large staff who remain idle for the rest of the day. 

(9) It will necessitate the entire rebuilding of the Saharanpur station, to- 
gether with the relaying of the whole yard, including the removal of the engine- 
sheds. The North-Western Railway staff and woj‘king arrangements at Saha- 
ranpur are designed for working 100 miles in either direction, and if on e-half 
of the work is taken away a large capital outlay will be rendered unproductive. 

The East Indian Railway have already surplus accommodation at Ghazia- 
bad, and more of this would be rendered useless if the amount of work done at 
Ghaziahad he still more reduced. 

(10) From a military point of view Ghaziahad and Delhi are more suitable 
for transfer stations than Saharanpur. 

(11) The North-Western Railway will he more than ever at the mercy of 
the East Indian Railway with regard to its coal supply from Bengal. 

(12) The section proposed to be ceded is one of the most productive sections 
of the line, and contributes very largely to the general revenues. It is a most 
advantageously situated section with regard to fuel, aud consequently is most 
economically worked. 

(13) It considerably influences the statistics o£ working the entire line many 
sections of which barely pay working expenses. It is the healthiest and cheap- 
est part of the line, and the prospect of transfer to the Saharanpur section 
is at present looked forward to by the men as a means of recruiting their health, 
after a long residence in such unpopular and expensive stations as Sihi, Birokh, 
and other stations in the scorching deserts of Mooltan and Sind. 

(14) The passenger traffic of this section is as important as its goods traffic, 
and in both of them the North-Western Railway has by far the greatest 
interest. 

(16) The section in question is within easy distance of the North-Western 
Railway Head-quarters at Lahore, and would without doubt receive more super- 
vision from the Chief Officers oE that Railway than could possibly be the case if 
it were added to on the extreme end of a line of nearly 1,100 miles in length. 

(16) The line usually earns more than five per cent, on its capital outlay 
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and it would probably be thought inexpedient in the present state of the finances 
of India to make over a portion of this surplus to the shareholders of the East 
Indian Railway Company. As Manager of the North-Western Railway, I 
should naturally deprecate the Railway being shorn of its most productive sec- 
tion. 

(17) Reduced earnings mean a reduction in the advantages offered by the 
Provident Fund to a large and constantly increasing non-pensionable staff, and 
the consequent unpopularity and increased expense of working the non-paying 
sections. All this has a depressing influence upon the staff, who will naturally 
feel that they are attached to a stiategical military railway which can never be 
expected to pay. 

XII. With regard to head upon the trade of the Punjab and 

j^ndy and upon the interprovincial trade with the Norih-Wesi Provinces — 

(1) The whole object of the proposal is obviously to allow the East Indian 
Railway to claim the advantage of their cheap coal, to advance further into the 
Punjab (to Jullundur, Ludhiana, Patiala, and other stations) and to draw traffic 
from its natural overlet, Kurrachee, and introduce it to Calcutta. 

(2) To obtain a footing there can be no doubt that the East Indian Railway 
win offer rates to the trade of the Punjab, which will force the North-Western 
Railway and the Bombay, Baroda and Centi al India Railway to make similar 
reductions to the common loss both of the railways and of the Government. 

(3) The trade of Kurrachee will thus be seriously crippled, and the impulse 
which is now given to agriculture in the Punjab and Sind by the advantages 
offered by the port of Kurrachee will be checked, for the expenses of working 
the port will be increased as the export trade falls of ; and unless there is suffi- 
cient export traffic to attract steamers to the poit, the traffic which is now be- 
ginning to flow inwards through Kurrachee, will also he destroyed. 

(4) Lessening the amount of trade from Kurrachee will generally tend to 
throw back the by no means hopeless aspiration of the Punjab, that it will ere 
long be three days nearer Europe than at present. 

(o) The object of the Government in the extension of railway communica- 
tion is undoubtedly to increase the prosperity of the districts through which 
railways pass ; the change now proposed will possibly be an advantage to an 
already rich English Company, but will, I think, be detrimental to the provincial 
trade of the North-Western Provinces, of the Punjab and of Sind, 

(6.) The Punjab Trade Reports show that the average weight of the total 
Rail-borne trade of the Province during the three years ending 1885-86 was — 

Imports 8,594,000 Maunds. 

Exports 20,467,000 do. 

Total . . 29,061 000 do. 


And that these quantities were principally made up of trade between the follow- 
ing Provinces : — 


* 

Imports. 

Exports. 

Total. 

Bengal and Howrah . 

. 13,78,000 

8,37,000 

22,15,0Q0 

North-W est and Oudh . 

. 34,36,000 

37,66,000 

72,02,000 

Bombay . . . 

. 8,47,000 

29,68,000 

38,15,000 

Kurrachee and Sind . 

. 25,81,000 

1,22,51,000 

1,48,32,000 


82,42,000 

1,98,22,000 

2,80,64,000 
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With the exception of Kurrachee and Sind, the most important trade of the 
Punjab is with 'the North-West Provinces and Oudh ; the weight of ^ the im- 
ports and exports of that section amounting to 25 per cent, of the total trade 
of the Punjab and consisting principally of rice, grain, sugar, salt and other 
ocal staples. 

(7) On the other hand, the trade with Bengal amounts to barely 8 per cent, 
of the total Punjab trade ; the amount is insignificant, and even of this, one 
quarter is coal for Eailway purposes, and of the remainder a large proportion 
stops at Delhi. It will also be seen if the imports and exports be taken separ- 
ately, that the export traffic to Bengal is comparatively unimportant, compared 
with that of Bombay, Kurrachee, or the North-West Provinces; and to hand 
over the working of the railway, which is one of the main in-lets of their food 
supplies, and one of the main out-lets of their export trade to the charge of a 
railway company which has the very least interest in the development and main- 
tenance of such traffic, would be manifestly detrimental to the interests of the 
Punjab, the North-West Provinces and Oudh, as well as to those of Bombay and 
Eajputana. 

XIII. In conclusion, I would venture to hope that I have proved that it 
would be inexpedient to transfer this piece of line to the East Indian Eailway 
on the following grounds : — 

It is undesirable in the interests — 

Of the Bombay, Baroda and Central India Railway ; as it would inter- 
polate, between them and the traffic of the North-Western Prov- 
inces, a rival railway which, judging by all past experience of 
its policy and practice, would efiectually strangle all trade with 
Bombay. 

„ „ Districts served by the Oudh and Rohilkhand Railway between 
Saharanpur and Chandausi ; because there would be a constant 
effoit on the part of the East Indian Railway to divert traffic by 
the longer route in order to serve its own purposes. 

„ „ Export trade ; because the whole object of the proposal is to 
divert trade from Bombay and Kurrachee, the ports neaiest to 
Euiope, to Calcutta, the port furthest away from Europe, and 
all this unhealthy interference with direct routes is prejudi- 
cial. 

„ „ Inter-provincial trade, because the hulk of the Punjab trade is 
with the North-Western Provinces and not with Bengal, and the 
proposal would involve all this trade being dealt with by two 
railways instead of one, which would cause increased delay, in- 
creased rates, and increased expenditure. 

„ „ General travelling community, because there would be a greater 
number of changes for 3rd class passengers than at present. 

j» North-Western Railway, because it would materially increase the 
amount of the through-booking accounts. 

And finally, because there is not, as far as I can see, a single compensating 
advantage to induce Government iio make a handsome present of one-fifth of the 
surplus profits of the only payitig portion of the North-Western Railway to the 
shareholders of an English Company— a present which would practically come 
out of the pockets of the Indian tax-payer. 
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Enclosures ITos. 2 and 8 to Railway Despatch. No. 107 of 1887. 

No. 717 W.E., dated 21st March 1887. 

From— Colonel A. M. Lang, B.E., Secretary to the Government of the 
North-Western Provinces and Oudh, P nblic Worhs Department, 
To— The Secretary to the Government of India, Public Works Department, 

I am directed to acknowledge the receipt of your letter No. 224 R.T., dated 
5th instant, forwarding, for the opinion of His Honour the Lieutenant-Governor, 
copies of correspondence having reference to a proposal to make over the work- 
ing of the Ghaziabad-Saharanpur Section of the North-Western Eailway to the 
East Indian Eailway Company. 

2. I am to say that in considering this question His Honour has again 
referred (as suggested in your letter under reply) to Government of Indian 
Public Works Department Confidential letter No. 670 E.C., dated 22nd June 
1885, a letter to which he proposes, within a short time, to submit a separate 
reply. In the meantime the contingency of the Oudh and Eohilkhand Eail- 
way being provincialized as a State Eailway, gives this Local Government a 
more direct interest in a question which affects very materially, as Colonel 
Conway-Gordon has shown, the position and prospects of the Oudh and Eohil- 
khand Eailway ; but otherwise the arguments against the East Indian Eailway 
proposals have the same force whether the Oudh and Eohilkhand Eailway is 
purchased or not by Government. These arguments have been very fully and 
clearly stated by Colonel Conway-Gordon, in whose views His Honour entirely 
concurs, attaching special importance to the 11th point noted in paragraph X 
of his letter which stated briefly the strongest argument against the proposals of 
the East Indian Railway Company. 

3. Colonel Conway-Gordon has discussed the question in all its bearings 
from his own point of view as Manager of the North-Western Railway; but this 
Government is interested in the question chiefly in respect to — 

(a) the interests of the trade of the Districts traversed or intimately 
served by the section of line under consideration ; and 
(5) the effect which the proposed transfer would have on one of the main 
railway arteries of these Provinces, the Oudh and Eohilkhand 
Eailway ; 

and each of these aspects of the question will be considered. 

4. (a) The section of line in question traverses an important, rich, part of 
these Provinces, and is in touch with other adjacent districts whose trade is now 
conveniently served by it, and is free to seek its natural outlets without undue 
restrictions. At the southern end of the line it has free choice of outlets to the 
Doab or Rajputana, to the port of Calcutta by the East Indian Xiailway, or to 
that of Bombay by the Rajputana-Malwa system : while to the North, the 
Punjab or the port of Kurrachee are open to it. This is due to the fact that 
the North-Western Eailway is in this matter a neutral and disinterested 
Agency, or at any rate in no position to impose a bias on the trade in any parti- 
cular direction. This state of things, which is beneficial to the general public 
and to the trade of the country above this section of railway, would be altered 
if the line fell into the hands of an Agency which cannot be disinterested, and 
whose interests lie in retaining the traffic on its own line by diverting the 
course as much as possible in the direction of Calcutta : and d priori reasoning 
as well all experience of the practice and policy of the East Indian Eailway, 
renders it certain that rates, <&c., will be so arranged as to give the traffic a 
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decided bias Calcutta- wards. If for this reason only this Government would be 
adverse to the proposed measure, and would prefer to leave the trade, as at 
present, free to use the best trade routes without restrictions. It is impossible 
to suppose that this freedom, so important to the interest of the public at large, 
can be secured if the control of this section is transferred into the power of one 
or other of the great competing lines to Calcutta and Bombay. 

5. (b) Again regarding the proposal from the point of view of the interests 
of the Oudh and Uohilkhand Railway which is essentially a “Noith- Western 
Provinces and Oudh “ Railway — a main arteriel line traversing these provinces 
from one end to the other, and serving materially the trade both local and ex- 
port, it must be remembered that this line has hitherto been under the serious 
disadvantage of its only outlets being controlled by the East Indian Railway, 
which has shown a plain disposition to profit by this situation until latterly the 
expenditure of large sums of money on the Benares Bridge and on its northern 
extension has released the Oudh and Rohilkhand Railway from the difficulty. 
It now oficers a through route from south to north of these 'provinces by a line 
(539 miles shorter and cheaper than the route 577 miles) vid the East Indian 
Railway and Gbaziabad, and it has secured an outlet at Saharanpur free of the 
control of the East Indian Railway. It is therefore now fairly entitled to a 
full share of the through traffic between Bengal and the Punjab by its shorter 
route, and it would be manifestly unfair to allow the East Indian Railway to 
move up northwards and block its new, free northern outlet and to begin again^ 
on fresh ground, a damaging war of competitive rates with the object of driving 
hack and diverting its traffic. From this point of view also, this Government 
would oppose the proposal of the East Indian Railway, and would wish to see 
the Ghaziahad to Saharanpur Section left in its present hands ; and thus intei- 
polate a neutral zone between the East Indian Railway and the Oudh and 
Rohilkhand, as regards their northern termini. 

6. It has been shown, therefoie, that in respect to Provincial interests, the 
present proposal of the East Indian Railway cannot receive His Honours sup- 
port, as it is opposed to the policy which this Government should seek to secure 
in regard to its railways. The North-Western Provinces and Oudh are now 
covered with a net-work of railways which serve well its local internal trade, 
and which for export trade are in touch with numerous other systems ollering a 
choice of outlets to the ports. It should be the object of this Government so to 
adjust the main railway lines in this large and productive tract, that the trade 
should be free to choose among various outlets and diverse routes, and that no 
one of the great trunk systems which rest on the sea, and either touch this tract 
of country or push their terminal branches well into one area, shall secure mono- 
polies or impose restrictions for its own benefit on the free development of com- 
merce. 

7. Apart, however, from the Provincial aspect of the question, I am to add 
that the summary given in the 15tb paragraph of Colonel Conway-Gordon’s 
letter expresses conclusions with which the Lieutenant-Governor altogether 
concurs. 


No. 2774, dated 29th April 1887* 

From— ColonelJ. P. Steel, R.E., Officiating Secretary to the Government 
of the Punjab, Public Works Department, 

To— The Secretary to the Government of India, Public Works Department, 
I am directed to acknowledge the receipt of your letter No. 348 R.T., dated 
the 6th April 1887, forwarding, for the opinion of the Lieutenant-Governor, 
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copies of certain correspondence relative to a proposal to make over tlie working 
of the Ghaziabad-Saharanpur Section of the Horth-Western Railway to the 
East Indian Railway Company. 

2. In reply, I am directed to say that His Honour concurs generally with 
Colonel Conway-Gordon’s opinions expressed in his letter No- 14ii D.G.R., dated 
28th January 1887, to the Director General of Railways ; and while fully agree- 
ing with the force of the objections raised by Colonel Conway-Gordon, considers 
that, so far as the interests of this Province are concerned, there do not appear to 
be any compensating advantages in making over the section of the line referred 
to, to the management of the East Indian Railway Company-' Moreover, it 
would, in Mr. Lyall’s opinion, be very undesirable to intx’oduce a length of 
what would be foreign line, into the through route between Lahore, Delhi and 
Bombay-Baroda system. 

3. For these reasons His Honour, I am to say, very strongly deprecates the 
canying into effect of any such proposal. 


No. 106, dated 20th October 1887. 

Prom— The Secretary of State for India, 

To— The Government of India. 

• Your Excellency’s Railway letter, No. 117, dated the 24th June 1887, sets 
forth certain objections which are entertained by your Government to the con- 
struction, by private agency, of a line of railway from a point on the Rajputana- 
Malwa line near Ajmere, vid Sambhar, to Karnal, TJmballa, and Kalka, with 
branches to Delhi and Kaithal. 

2. Besides minor objections to the scheme, such as the gauge to be adopted 
and the probable costliness of the line, with liability to damage from flooding, 
you urge that the construction of such a I'ailway would be antagonistic to the 
interests of the existing Rajputana-Malwa and North-Western systems of rail- 
ways, and that, further, in the event of the share holders being disappointed in 
the results of traffic,] Government would he subject to considerable pressure to 
grant a guarantee, or purchase the undertaking outright. 

3. With reference to these remarks, I would point out that both by public 
utterances and official communications, by the Secretary of State and otherwise, 
in this country and in India, the advantages of attracting private enterprise, 
without direct pecuniary aid from Government, to assist in the construction of 
Indian railways, have been much dwelt on, and by such means investors have 
undoubtedly been invited to direct their attention to India as a field for such 
enterprise. Any "bond fide proposal, therefore, made in response to this appeal 
calls for the most favourable consideration from Government. I may add that> 
in the present condition of the Indian railway system, it must inevitably follow 
that almost every new line in the better peopled districts will lead to competition 
with some already existing line, but this canuot be regarded as a sufficient jus- 
tification for standing in the way of opening new means of communication, and 
I should greatly deprecate interfering with reasonable projects for constructing 
new lines of railway without State aid, unless upon very strong grounds. 

4. I have, therefore, decided that it would not be justifiable to refuse to nogo- 

* Dated 20tli A^ugust 1887. respect to this scheme, and have accordingly 

addressed a letter,* copy of which is forwarded here- 
with for Your Excellency’s information, to Mr. T. W. Wood, expressing a willing- 
ness on my part to consider any proposals made for the construction of the line 

2o 
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on the basis of the terms embodied in the Bengal and North-Western Railway 
Company’s contract. 

5. In the event of negotiations with this set of promoters falling through, 
1 shall be prepared to consider the proposals made by Mr. Duff-Bruce for a 
somewhat similar scheme, and in pursuance of this intention I have caused a 
communication, copy of which is enclosed, to be addressed to him in reply to 
his letter to this Office on the same subject, dated the 27th August last, also 
enclosed. 


No. 1376 P. W., dated 20th August 1887. 

Prom— Sir John E. Gorst, Under-Secretary of State for India, 

To— T. W. Wood, Esq. 

With reference to the correspondence noted in the margin, I am directed by 
Letters from Mr T w Secretary of State for India in Council to 

Wood, dated 1 st and 10th inform you that after communication with the Gov- 
Letter to Mr. T. W. Wood, ernment of India he has decided that negociations 

dated 3rd February 1887. between the Government and the promoters of a 

line of Railway from some point on the Rajputana line north of Ajraere, vi& 
Sambhar to Karnal, Umballa, and Kalka, with branches to Delhi and 
Kaithal, can only he proceeded with on the basis of the terms embodied in the 
Bengal and North-Western Railway Company’s contract. Viscount Cross 
would, therefore, be glad to learn whether you and those acting with you in 
thia matter are prepared to continue negociations on such a basis. 


Dated 27th August 1887. 

Prom— Wm. Duff Bruof, Esq., 

To— The Under-Secretary of State for India. 

I am directed to acknowledge receipt of your letter. No. 1284 P. W. of the 
16th July, in which you inform me that a somewhat similar project to that 
submitted with my letter of the 28th June had been put forward by the 
Directors of the Bombay, Baroda and Central India Railway, You also state 
that that proposal had been submitted to the Government of India and that, 
until a reply had been received to the reference, and the views of the Govern- 
ment of India on our proposal were known, the Secretary of State would be 
unable to come to a decision on the matter. 

2. Since the receipt of your letter, we have received from our solicitors iu 
Calcutta a copy of the reply of the Government of India to our application for 
permission to construct the proposed line. I annex a copy of the letter in 
which we are informed that the Government of India is not disposed to favour 
the scheme. No reason is given for this decision, and we are at a loss to 
understand on what grounds our application fails to commend itself to the 
Government of India. 

3. If the proposal put forward by the Bombay and Baroda Company is 
considered more favourable on the ground that that Company proposes at once 
to connect Delhi with Umballa by a direct line, I am directed to intimate that 
the Company formed for the purpose of constructing the line to Thauesswar, 
iu the Karual district, will he prepared to extend the line to Umballa instead 
of stopping at Thauesswar. 

4. The proposal to confine the operation of the Company, in the first 
instance, to a branch line to Thauesswar (which is on tbe direct line to Umballa) 
was made under the impression that a through line to Umballa, which is already 
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connected witii Delhi by a State Railway, would not have the support of the 
Government of India. The recent break on the North-Western Railway 
between Saharanpur and Umballa has shown the necessity for an alternative 
loute, and, if the objection taken to our scheme is based on the fact that the 
proposed line was to stop at Thanesswar for the present, the Company will 
undertake to carry it through to Umballa on the terms already submitted. 

6. Should the objection of the Government of India be on other grounds 
than those above stated, I am desired to assure you that the gentlemen promot- 
ing this Company will be prepared to meet the views and wishes of the Secretary 
of State and the Government of India in every way compatible with the efficient 
carrying and working out of the proposed line. 

6. In your reply to the memorial of the Associated Chambers of Commerce 
it is stated, that while “ the efforts of Government, either direct or through 
Guaranteed Companies, are necessarily restricted by financial considerations and 
by the obligation to avoid any step which might lead to additional taxation, the 
field of private enterprise is unlimited, and I am desired to state that Tiscount 
Cross is most willing to offer all reasonable facilities in his power, on the part of 
the Government of India, to the free exercise of such an agency.*’ The line 
from Delhi to Umballa is one which can be carried out by private enterprise. It 
has every prospect of being financially successful, audit is therefore one which can 
be brought before the public on its own merits and without any support in the 
shape of a Government guarantee. That a line into the Karnal district is 
urgently required is well known, and we have already received most encouraging 
ofEers of support from the principal bankers and zemindars in the Delhi and 
Karnal districts. 

7. The Board of Agency of the East Indian Railway recognizes the advan- 
tages of the proposed line and the value it would be to them as a feeder, and 
have intimated their willingness to enter into an agreement to work it, and all 
that is asked for from Government is permission to construct the line on laud to 
be provided by Government, and the sanction and assistance of the Secretary of 
State ill the settlement of the terms of the working agreement. 


No. 700 E.C., dated 16th July 1887. 

From — The Government of India, 

To— Messrs. Sandebson & Co. 

I am directed to acknowledge the receipt of your letter No. 1427 of the 9th 
February 1887, and subsequent reminders, making certain proposals on behalf 
of a syndicate for the construction of a line of railway from Delhi to Thaness- 
war. 

2. In reply, I am to inform you that, after full consideration, the Govern- 
ment of India is not disposed to favour the scheme. 


No. 1694 P. W., dated 14th October 1887. 

From— Horace Walpole, Esq., Under-Secretary of State for India, 
To— Wm. Dxtpp-Bbuce, Esq, 

I am directed to acknowledge receipt of your letter, dated 27th August 1887, 
in respect to the proposed construction by private agency of a line of railway 
between Delhi and Umballa. 

With reference to this proposal and to the remarks made in your letter, I 
am directed to inform you that the proposals referred to in Sir J. Gorst's letter 

2o2 
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of the 16th July to your address are still under the consideration of the Secre- 
taiy of State, and that a further communication will be made to you on the 
subject at an eaily date. 


No. 148 (Railway), dated 15th December 1887. 
From— The Secretary of State for India, 

To — The Government of India. 


* ** Negotiations aro still in progress for 
construction of railway between Delhi, Um- 
balla, and Ivalka. Promoteis ask what gauge 
required by <-?overnnient.” 

t Letteis from Mr J. T. Wood, of 14th 
October and 14th November 1887. 


1887. 


On the 6th December I addressed to you the telegram quoted in the 

marj^in,* regarding the proposed rail- 
way from Delhi to Uniballa and 
Kalha, and I now forward copy of the 
correspondencet which has passed with 
the parties with whom I am negotia- 
ting. 

2. I also forward an application! which has been made by Mr. Duff- Bruce, 

on behalf of other promoters of the 
V * DufP-Bruce, of 26thOcto- same scheme, by whom I am informed 

mCY iSo/f 6XlClOSHP68« 

Letters, ditto, of 17th and 28th November that it was submitted to your Govern- 
ment in February last. My answer 
was necessarily to the effect that others were in the field. 

3. I learn from the Indian papers that you have passed a Resolution invit- 
ing parties in India to undertahe the construction and working of the line be- 
tween Umballa, Kalka, and Simla, on terms similar to those on which 'the 
Bengal and North-Western Railway Company was established, supplemented by 
favourable working arrangements with the North-Western State Railway. As 
you will have learned by my Railway Despatch, No. 106, of 20th October 3887, 
and by my telegram above mentioned, that a railway which included this sec- 
tion was .the subject of negotiations in this country, I presume that you have 
not come to any arrangements in respect to it ; but I shall be glad to know 
whether any offers were made in answer to your published notice, 

4. The lines above mentioned are likewise included in another scheme which 
has also been proposed for a railway direct from Karachi to Delhi and Umballa, 
But in this case a guarantee is sought, and for this reason alone, if for no other, 
it would be impossible to entertain the proposal at the present time. 


Enclosure ISTo. 1. 


Dated 14th October 1887. 

From— T. W. Wood, Esq., London, E.C., 
To— The Under-Secretary of State for India. 


In continuation of my letters of the 29th August and 14th September, T am 
Major-GeneralJ. S. Trevor, BOW desired by the gentlemen {mde margin) on 
whose behalf I am acting to state that they have 
taken advantage of the presence in England of Major 
Bisset, the Agent of the Bombay, Baroda, and 
Central India Railway Company, to confer with him 
on the railway scheme which the Secretary of State, 
in his letter. No. P. W. 1376, of the 20th August, has expressed his readiness 
to allow them to form a Company to ca^ry out on the same terms as the Bengal 
and North-Western Railway Company have carried out their system. 

2. The scheme, as indicated on the plan attached, consists of a line of 
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railway to extend tlie Raj putana-Malwa Railway from a point near Rewari to 
Umballa and Kalka, through Paniput and Kurnaul, with branches to Delhi 
and Kaithal, and a further line from near Rewari in a south-westerly direction 
to the Raj putana-Malwa Railway, near Sambhar Salt Lake— a length, in alb 
of about 400 miles. 

3. From the information obtained from Major Bisset, the promoters of the 
scheme are satisfied that there is every reason to believe it will prove remunera- 
tive if carried out with economy; but prior to putting it before the public it is 
desirable, in order to ensure success, that more detailed information should be 
obtained of probable capital cost and probable traffic receipts. 

This information Major Bisset has undertaken to collect and send home at 
the earliest practicable date. 

4. In the meanwhile it seems expedient to settle two points, mz, 

(1) Whether the entire scheme should be carried out on the metre 

gauge, or whether a broad gauge track alone should he laid 
between Delhi and Paniput, and a mixed tract on from that point 
to Kalka. 

(2) Whether the promoters can look forward to obtaining from the 

Guaranteed Companies, to which the lines of the proposed scheme 
will form most valuable feeders, the assistance usually, if not 
invariably, given by owners of large trunk lines in England and 
America to undertakings that serve to develope and increase their 
traffic. 

5. A glance at a map of India will show how important, in a military sense, 
as well as in convenience to the travelling public, it will he to have both broad 
and metre gauge railway communication at Umhalla and Kalka; but the 
establishment of such communication will involve considerable additional expense, 
probably not less than 300, 000^, beyond that required for a metre gauge alone, 
exclusive of moveable equipment, and this additional expense could only be 
incurred with prudence on a clear understanding with the two Guaranteed 
Companies with whose systems it would be connected as to future working 
arrangements. 

6. These arrangements, the promoters are of opinion, whether the proposed 
lines are made exclusively on the metre gauge or are partially adapted for 
broad gauge stock, should be based on the common English practice, that trunk 
line owners find all the moveable equipment free of charge, and work and 
manage branch lines on the basis of working their traffic at a fixed percentage, 
or for the same percentage of gross receipts that they work and manage their 
own undert akings, either' with or without a guarantee from the trunk line of a 
minimum return on the capital of the branch, according to the requirements 
of the case in regard to the raising of that capital, I am to add that beyond 
the capital cost due to provision of additional rolling stock, an arrangement 
of this kind can always be made in such a manner as not to involve any 
appreciable charge on the resources of the trunk line, while the additional 
trafSe brought by judiciously projected branches to a trunk line never fails to 
add to its net revenue. The promoters, who are also the Directors of the 
Bombay, Baroda and Central India Railway, can speak from practical ex- 
perience gained in the working of the Cawnpore-Achnera Railway by the 
Eajputana-Malwa Railway, that the incorporation with the last-named railway 
of a line that did not earn more than one-third of its average mileage receipts 
has been productive of advantage, and has been no source of loss to the 
Rajputana-Malwa Railway. 
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7. If the Secretary of State is willing to accede, in the exercise of his control, 
to the lessees of the trunk lines providing moveable equipment free of charge 
and giving such other assistance in working as is usual in English practice, and 
is possible without direct loss to themselves, the promoters on the other hand 
. « , , will be willing to accede to a clause being* put in the 

North- Western Railway Con- Contract between the becretary oi State and the 

Company to be formed, which will give the Secretary 
of State the right to demand, whenever the Company shall have paid for two 
consecutive years 7 i per cent, to its shareholders, a reduction in the rates for 
the carriage of salt, coal and food grains carried in full wagon loads, and of 
third class passengers, to the lowest rates for corresponding distances that may 
then he in force on any of the three railway systems with which the undertaking 
of the new Company will he in contact, viz., the East Indian Railway, the 
North-Webtern State Railway, and the Rajputana-Malwa Railway. 


Enclosure !N'o. 2. 

Dated 14th November 1887. 

From— T. W. Wood, Esq., London, B. 0., 

To— The Under-Secretary of State for India. 

With reference to my letter, dated 14th October last, I have the honour to 
forward to you, for the information of the Secretary of State, the following 
extract from a telegram, dated 11 th instant, received from Major Bisset, : — 

** India Gazette advertises XJmhalla-Kalka Railway for construction by 
substantial private Compaliy, upon Tarkeshwar terms. Have submitted copy 
Wood's letter showing this included in concession 5 " 

and I am desired by the gentlemen on whose behalf I have hitherto addressed 
you to request that, as the advertisement mentioned in the telegram, as to 
construction by a substantial private Company of the length of railway from 
TJmhalla to Kalka, relates to a part of the project which has been laid before 
him by me on their behalf, and is now under negotiation, the Secretary of State 
will take such steps as he deems advisable to prevent interference with these 
negotiations from outside parties. 


Enclosure No, 3. 

Dated 26th October 1887. 

From— 'W m. Dui'y Bbuob, Esq., * 

To— The Under-Seoretary of State for India. 

I am desired to acknowledge receipt of your letter, No. P. W. 1694, dated 
14th October 1887, intimating that the proposals made by the Bombay and 
Baroda Railway Company are still under the consideration of the Secretary of 
State, and it is gathered from this communication that, except in the event of 
their offer to construct the proposed line being negatived, our proposal will not 
be considered. 

2. In reply, I am desired to submit, for tho consideration of the Secretary of 
State, that the terms on which we have offered to construct the line and bring 
out the Company on the London market, without any guarantee from Govern- 
ment, are practically a new departure in the construction of railways in India, 
and, if successful in this instance, would in all probability lead to the construc- 
tion of many branch lines by private enterprise* 
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3. In my letter of the 28th June last, I stated the terms on which the East 
Indian Railway would be prepared to work the proposed line when completed ; 
and, in Messrs. Sanderson & Co/s letter, dated the 29th March (a copy of which 
accompanied the letter above referred to), it was shown that, at the present rate 
of working expenses on the East Indian Railway, this arrangement would result 
in 54*75 per cent, of the gross receipts going to the East Indian Railway and 
45*25 per cent, to the Owning Company. 

4. The terms proposed are, however, somewhat complicated, and, as the 
actual amount to be paid by the Owning Company has to be calculated on the 
working expenses of the undertaking of the East Indian Railway (including the 
branches and proposed line),'* it follows that it might vary from year to year. 

5. It would simplify the settlement of accounts very materially, without 
making any great difference in the result, if the system now usually adopted in 
England could be applied in this case. Here it is the almost universal practice 
for the main trunk lines to work branch lines at 50 per cent, of the gross 
earnings, 60 per cent, to the Owning Company, and 60 per cent, to the 
Working Company. 

6. A similar arrangement, if sanctioned for India, would simplify agree- 
ments between main and branch lines, and help materially in developing the 
construction of feeders to the great trunk railways. As matters stand at pre- 
sent, it is very difficult to get any money for railways in India without a 
Government guarantee. But if it were laid down as a general rule that feeder 
lines would be worked by the maiu lines for 60 per cent, of the gross earnings, 
it would, if the traffic were such as to justify the construction of a line at all 
(and of this Government and the main line authorities should satisfy themselves 
before sanctioning the scheme), be practically equivalent to a guarantee that 
some dividend would be paid to the shareholders, without Government being in 
any way liable for a fixed rate of interest. 

7. It would be impossible for Government to guarantee every branch line 
that it may he considered desirable to construct, but it is manifestly to the 
interest of Government, both directly and indirectly, to promote in every way 
they can the construction of feeders to the trunk lines which they do 
guarantee. 

8 . The system of providing such feeders in the manner now proposed has 
been tried on the Tarkessur branch line in Bengal with marked success, but no 
line to be worked on this system has as yet been brought out in the London 
market. If it is to continue, it is evident that the first scheme put forward 
must he a success, and yield dividends which will tempt capitalists to invest in 
such railways. The railway from Delhi into the Kurnaul District is in every 
respect suitable as a pioneer line ; it passes through a well-cultivated and popu- 
lous country, and is therefore a line which is well-adapted to make the experi- 
ment on, as it should yield a gross revenue which will ensure to shareholders a 
handsome return on their money. 

9. The system now proposed for working branch lines, as already pointed 
out, practically amounts to a guarantee, but without any rate being fixed or 
any liability attaching to Government. But it has also this advantage iu its 
favour,— the dividends the shareholders will receive will be regulated by the 
rate of interest which a moiety of the gross receipts can pay on the capital 
invested, and they will therefore have a direct interest in keeping down the 
original cost, and limiting the capital on which dividends have to be paid. Un- 
der the fixed guarantee system it matters little to the shareholders what the line 



5i2 


OTHEB KA.ILWAT PBOJECTS, 


10. I annex extracts from tlie working agreements of the South-Western 
and Bridgewater lines, and the Metropolitan District and Ho unslow Jines, 

Enclosure 1 in No. 3. 

Articles of Agreement made the 6th day of December 1882 between the 
Bridgewater Railway Company (hereinafter called the “ Owning Company”) 
and the London and South-Western Railway Company (hereinafter called the 
« Working Company ”). 

Clause 7, The gross amount of all the tolls, fares, rates, and charges from 
time to time payable in respect of the railway and the traffic thereon, and 
received by the Working Company, shall be divided between aud belong to the 
Wo Companies in the following proportions : — 

The Working Company shall retain out of such gross amount the 
Government duty from time to time payable, and such sum or sums as shall be 
equal to 50 per centum of such gross amount in any half-year after the deduc-' 
tion therefrom of the Government duty. 

Second , — The Owning Company shall have the balance of sucb gross 
amount which shall be paid half-yearly to and belong to them each half-year 
ending, as the case may he, on the 30th day of June and the 31st day of 
December. 

Enclosure 2 iu No. 3. 

An Agreement made the 3rd day of June 1880 between the Metropolitan Dis-‘ 
trict Railway Company (hereinafter called “ the District Company”) and 
the Hounslow and Ealing Railway Company (hereinafter called *‘the 
Promoters ”). 

Clause 8, Out of the gross receipts to be derived from the traffic on the 
railway or any part thereof the District Company shall, after the deduction of 
passenger duty, retain 60 per centum of such gross receipts, which* said 60 per 
centum shall be iu full satisfaction and remuneration for the working, manag- 
ing, and fully and efficiently maintaining, renewing, and upholding of the rail- 
way, aud for the performance by the District Company of every other obligation 
undertaken by them under this Agreement with reference to the railway. 

Clause 9. The residue of such gross receipts shall belong to the Hounslow 
Company, aud shall be paid over to that Company by the District Company half- 
yearly, on the 30th day of June and the 30th day of December respectively, or 
within six weeks after the expiration of the half-year in which the money shall 
have been earned. 


Enclosure No. 4. 

Dated 17th November 1887. 

From— W m. Dufx Bbtjcb, Esq., 

To— The Under-Secretary of State for India. 

In the “Times" of Monday the 12th instant, the following telegram ap- 
peared : — 

The Government has at last pronounced a decision on the question of the 
proposed railway from Umballa to Kalka and Simla. It is not proposed to 
construct the line as a State Railway, or to offer any guarantee or subsidy to 
private enterprise.. But if any substantial private Company is disposed to em- 
bark in the undertakingi the Government will permit the construction on terms 
similar to those granted to the Tarkessur Railway Company or to the Bengal 
and North-Western Company.” 
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WitH reference to this announcement, I am desired to state that, in the 
event of the Secretary of State granting the concessions asked for in my letters 
of the 28th June and 27th August last, for the construction of a line from 
Delhi to Umhalla, and approving the terms for working the same proposed in 
my letter of the 26th October, the Company I represent would be. prepared to 
extend the line from Umballa to Kalka. 

As regards the working terms proposed, I am desired to point out that in 
1886 the working expenses on all the railways in India amounted to only 47*58 
of the gross receipts, while, on the East Indian Railway, they were as low as 
34*71 per cent. 

The following figures taken from the Administration Report on the Rail- 
ways in India for 1886-87 show that the working expenses are decreasing year 
by year 



1884. 

1885. 

1886. 


B 

B 

B 

Gross Heceipts 

Working Expenses 

Percentage of Working Expenses on Gross Eeeeipts . 

16,97,63,256 

8,06,26,463 

60*6 

17,88,06,185 
8,77.01.962 
49 04 

18,58,41,170 

8,84,22,951 

4763 


The proposal to work branch lines at 50 per cent, of the gross earnings 
would not therefore involve any additional expense to the State or main lines, 
while, should the average working expenses continue to decrease, it would be- 
come a source , of profit ; a simple agreement on these terms would greatly 
facilitate the construction of branch lines, and, as it would not involve any 
additional expenditure to the State, I am desired to express a hope that the 
Secretary of State will give his consent to the proposal. 




Enclosure No. 5. 


Dated the 28th November 1888. 

From— W m. Dim* Bbtjcb, Esq. 

To — ^The XTnder-Seoretary of State for India. 

We have asked for this interview for the pui'pose of submitting to Four 
Lordship a proposal for the construction of a railway in India by private en- 
terprise. 

2. The Government has from time to time expressed itself as desirous to 
extend railways in India, so far as its finances will permit, without adding to 
the taxation of the country, and its willingness to offer all reasonable facilities 
in its power for the construction of railways through private agency. 

3. We have already submitted a scheme to Government for a railway from 
Delhi to TJmhalla, for the construction of which we have good reason to be- 
lieve we can raise private capital without any guarantee of interest, provided 
the concessions we have applied for are granted. 

4. The concessions asked for are 

(a) That all land shown to the satisfaction of Government to be neces- 
sary for the construction of the railway, with stations and other 
accommodation, shall be provided free of cost. 
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(5) That Grovernment will accord its assent to an arrangement with the 
East Indian Railway Company, under which the proposed line 
will he worked by the East Indian Railway Company on the 
following terms, mz * : — 

(1) The proposed line to he worked by and as part of the 

“undertaking ” of the East Indian Railway. 

(2) A separate acconnt of the gross earnings of the proposed 

line to be kept, such gross earnings being divided be- 
tween the East Indian Railway and the Owning Company, 
in the proportion of 50 per cent, to the Working Com- 
pany and 60 per cent, to the Owning Company. 

6. The Board of Agency of the East Indian Railway Company has expressed 
its approval of the proposal, and has intimated that, subject to your Lordship's 
sanctiou, it will be prepared to work the line on what are known as Tarkessur 
terms, which at the current year's rate of working expenses on that railway 
would he about 60 per cent, of the gross earnings, or practically the terms 
which we ask. 

6. We understand that a somewhat similar proposal has been put forward 
by the Directors of the Bombay and Baroda Company, the new line in this 
case to be worked by either the Bombay and Baroda Company or the North- 
Western Railway Company, but neither of these lines are in as good a position 
to work the proposed branch as the East Indian Railway. On the North- 
Western Railway the working expenses last year were 627 per cent, of the 
gross earnings, and on the Bombay-Baroda 4112 ; while on the East Indian 
the working expenses were only 34 71, and this year will be below 31 per cent. 

7. The proposed branch line would, therefore, be more economically worked 
by the East Indian Railway than by either of the other Companies, and it is 
under such circumstances better, both in the interest of the State and share- 
holders, that this line should be worked by that Company. 

8. If worked by the Bombay-Baroda Company the line would have to be on 
the metre gauge, audit is not desirable that a line connecting Delhi and Um- 
balla, and which might he required as the main line of communication between 
the North-West Frontier and all stations to the south of Delhi, should be on a 
different gauge from the main trunk lines. 

9. On the other hand, if constructed on the broad gauge and worked by the 
North-Western Railway Company on Tarkessur terms, the Owning Company 
would only receive about 33 per cent, of the gross earnings, against about 60 
per cent, if worked by the East Indian Railway Company. 

10. The Government of India has issued a notification offering Tarkessur 
terms, worked by tbe North-Western Railway Company, for the construction of 
a line from TJmhalla to Kalka. We doubt whether it would be possible to 
raise the capital on such conditions, but if we obtain the concessions asked for, 
and the line to Umballa is worked by the East Indian Railway Company, we 
would he prepared to extend it to Kalka on the same terms. 

11. The conditions on which we have offered to construct the line and bring 
out the Company on the London market without any guarantee from Govern- 
ment are a new departure in the construction of railways in India, and, if suc- 
cessful in this instance, would, in all probability, lead to the construction of 
many branch lines by private enterprise. 

12. We submit the proposal for Your Lordship’s favourable consideration, 
and will be glad to give any further explanation which Your Lordship may 
require. 
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No. 22 (Railway), dated 21sfc February 1888. 

From— The Government of India, 

To— The Secretary of State for India. 

We have the honour to acknowledge the receipt of Your Lordship’s Rail- 
way Despatches No. 106, dated 20th October 1887, and No. 148, dated 15th 
December 1887, regarding the negotiations entered into by Your Lordship 
with the promoters of a projected line of Railway which, starting from some 
point on the Rajputana Railway north of Ajmir, is to proceed vid Sambhur to 
Karnal, Umballa and Kalka, with branches to Delhi and Kaithal. 

In the first-named of these Despatches, Your Lordship states that, in the 
event of negotiations with this set of promoters falling through, the proposals 
made by Mr. Duff Bruce, in a letter of 27th August 1887, for a somewhat 
similar scheme will be taken into consideration. With the second of the Des- 
patches named, further correspondence with both sets of promoters is for- 
warded. 

2. The principle involved in Despatch No. 106 is so important, that we 
think it necessary to lay before Your Lordship, at the cost of some recapitula- 
tion of past events, the view which we take of it. 

3. In a previous Despatch* Yonr Lordship had asked for an expression 

of onr opinion on the merits of the first-named Rail- 
27 th^aniary^i 887 ,^^* project generally, and particularly on the follow- 

ing points : — 

i— Whether the route proposed is that which Government would ap- 

prove on political, commercial, and engineering grounds ; 

ii — Whether further relief to the Rajputana Railway, between Ajmir and 

Delhi, is necessary in any shape ; 

iii— If so, whether any other system of additional lines would he prefer- 

able to this one ; 

and, in paragraphs 4 to 7 of the same Despatch, Your Lordship observed that 
while any well-devised scheme for the formation of branch or feeder lines would 
deserve the most careful consideration if “ they would increase the traffic of ex- 
isting lines” besides fulfilling other considerations, yet the present proposal 
contained terms which would be disadvantageous to the Rajputaiia-Malwa sys- 
tem, and, therefore, to the finances of the State ; and you asked us to examine 
these proposals and, if necessary, to substitute alternative recommendations. 

4. In our Railway letter No. 117, dated 24th June 1887, we replied that we 
were decidedly opposed to the project. Our answer as to the first point was 
that we considered that the proposed line was not desirable on commercial 
grounds, because the traffic, for which it would provide an alternative means of 
communication between Kishengurh and Umballa, was not greater than could 
be carried by the existing system ; and the interests of the new scheme would, 
therefore, be directly antagonistic to those of the Rajputana Railway system 
and of the North-Western Railway. 

We objected to it on engineering grounds, because of the liability of the 
line to damage from floods. 

With regard to the second point, at the time our Railway letter No. 117 
was written, the capacity of the Rajputana Railway was still under consider- 
ation. But since then, in our Despatch No. 202 Railway, dated 31st October 
1887, we have explained that we do not think any present measures are neces- 
sary to increase its carrying capacity. 
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Oar reply as to the third point was necessarily that we had no scheme of 
additional lines to advocate. We anticipated that the result of carrying out a 
project, so likely to be unremunerative, would probably be that pressure would, 
at some later time, be laid on the Government to gxiarantee, or to purchase, the 
line. 

In fine, inasmuch as our reply struck at the root of the proposal and object- 
ed to the entire scheme referred for our consideration, we did not think it 
necessary to discuss in any detail the terms on which the concession might be 
given. 

But we stated that, in any case, if the railway was to be constructed at all, 
it should be on the standard 5 ' 6'' gauge. 

5. The effect of Your Lordship’s Despatch of 20th October is to put aside 
the points referred for our consideration in the Despatch of 27th January, as 
well as the conclusions we submitted with regard to those points. The ques- 
tion of accepting, or not accepting, the proposal, is made to rest solely on the 
desirability of attracting private enterprise without a guarantee. With regard 
to the question of competition, Your Lordship writes : *‘in the present condi- 
tion of the Indian Eailway system, it must inevitably follow that almost every 
new line in the better peopled districts will lead to competition with some al- 
ready existing line, but this cannot be regarded as a sufiGlcient justification for 
standing in the way of opening new means of communication.” 

6. We have received with regret the intimation that Your Lordship has over- 
ruled our objections, and has decided that the principle of the proposed rail- 
way must be conceded. We 'should feel less regret if any attempt had been 
made to show that there is a reasonable prospect of such a development of 
traffic as to employ the new line without any detriment to the existing systems 
with which it will compete. But Your Lordship apparently accepts our argu- 
ments on this head, and yet holds that the competition of a new line with one 
already existing is no “ snffieient justification for standing in the way of open- 
ing it.” We hardly suppose that it is intended to lay down so broad a proposi- 
tion as that, in the opinion of Her Majesty’s Government, the construction of 
any railway is to be allowed any where in India, however much it may injure 
the railway receipts of Government, if only the offer is made to construct it 
without a guarantee. It would, however, be convenient if some general rule as 
to the extent of prospective injury by competition which should, or should not, 
be fatal to a new project, were laid down for our guidance in accepting or re- 
jecting snch projects in future. 

We are strongly impressed with the evil of constructing competitive lines 
so long as other parts of the country are unprovided with any means of com- 
munication whatever ; and we think that, in this respect, the care taken by the 
Government of France to avoid unnecessarily competing lines, is an example to 
be followed. In that country, we believe that the different Companies have 
districts allotted to them, within which they exclusively supply railway com- 
munication. 

7. In case Your Lordship should overrule the objections which we have felt 
it our duty to place on record, and continue the negotiations which have been 
initiated with the promoters of either of these schemes, we consider it necessary 
now to make further remarks on the details of those schemes, 

8. First, with regard to the terms proposed hy the Bomhay-Baroda Com- 
pany, in Appendix A of the letter forwarded with Your Lordship’s Despatch, 
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No. 11 Railway, of 27tli January 1887, we tMnk it necessary to take exception 
to some of tliese terms ; — 

(1) — The objectionable character of the condition lettered F is pointed 

out in the following extract from a letter from the Director of 
the North-Western Eailway, No. 252 D. G. R., dated 22nd April 
1887:— 

6. Attention should be given to the proposed modification in theB engaland North- 
Western Eailway contract lettered F, which obliges Government to take over the 
line on a basis of the net dividends of only two years. If the modification be accept- 
ed, there will be even more advantage to the Company to refrain from all repairs 
and renewals for the last two years, and to hand over to Government a depreciated 
line at a higher cost becaase depreciated, as there was in the case of the Eastern 
Bengal Kailway Company ; and Government is well aware of what took place in that 
case. 

We would deprecate strongly any reduction of the period (five years), the 
dividends during which were adopted in the Bengal and North-Western Eail- 
way contract as the basis of the calculation of the purchase price. 

(2) — The prior right to make all extensions, conferred by M., would be, 

in our opinion, a dangerous monopoly to confer on any Com- 
pany and might be highly detrimental to the interests of the 
State and of the country. 

( 3 ) — With regard to the danse on participation in profits, we suggest 

that the shareholders should be content with. 4 per cent., and that 
the surplus over this should be divided between the Owning Com- 
pany and the Rajpntana-Malwa Eailway in the manner proposed. 
This procedure follows the arrangement made with the Bombay, 
Baroda and Central India Railway Company for working the 
Cawnpore-Achnera Eailway. 

(4) '— Under J., the Eajpntana-Malwa line the working Company) 

would receive no lemnneration for working the new Eailway 
until the shareholders have received their 5 (or 4) per cent* 
We suggest that 5 per cent, on the gross receipts should in the 
first place be set aside as remuneration to the working line, be- 
fore interest is paid on capital. 

(6) — The clause about the Kalka-Simla Tonga Service would have to he 

examined by the Post Office Department before its terms can he 
finally settled. 

(0) — The conditions lettered H {a) and L (h), and possibly other clauses* 
will require careful consideration before any contract is finally 
entered into. The last named condition is not very clearly 
worded ; but in the present state of the negoti^itions we have not 
thought it necessary to go into a minute examination of these 
details. 

(7) — The Secretary of State should be empowered to fix the proportion of 

capital which should be raised by debentures, and the maximum 
rate of interest to be paid upon them. No provision appears to 
have been contemplated in the draft submitted to meet these 
points ; and in the absence of such a provision it might pay the 
Company, even at a considerable loss of share capital, to relin- 
quish the undertaking under clause F, as the Debentures thereby 
become Government liabilities. 

(8) — Lastly, should Your Lordship eventually decide to adopt any of the 

schemes now under discussion, we would urge that with the view 
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of preventing improper competition between tlie new line and 
others, whether State, guaranteed, or private, the acceptance by 
the Company of the principles, and maximum and minimum 
rates, laid down in our Public Works Resolution No. 1446 R.T., 
dated 12th December 1987, copies of which were sent to Your 
Lordship with our Despatch No. 4 R., dated 10th January 1888, 
may be insisted on, and a clause to this effect inserted in the 
contract. 

9. Next as to the question of gauge. We think it is quite clear that the 
line from Kalka to XJmhalla, by which troops are to be brought down from the 
hills and forwarded to their destination by the North-Western Railway, must 
be on the same gauge as that Railway, i.e., the broad gauge, Also that the 
communication between Delhi and Umhalla vid Kavnal should be on. the broad 
gauge, not only for the reason mentioned in paragraph 4 of our Despatch 
No. 117 Ry. of June 24, 1887, but also because it may prove a useful alterna- 
tive line for through traffic, and for military requirements in the event of the 
North-Western line vid Saharanpur being breached by floods as has frequently 
been the case. But the proposed extension from Paniimt to near Ajmir might 
be on the metre gauge, as it would join on to and feed the metre gauge line of 
the Rajpntana-Malwa system. 

10. The Bombay-Baroda Company’s original proposal was apparently to con- 
struct the whole of the extension on the metre gauge ; but from the correspond- 
ence forwarded with Despatch No. 148 it appears that they are now I'eady, 
under certain conditions, to meet the views of Government so far as to have a 
mixed gauge from Delhi to Kalka, with a metre-gauge line from Paniput to 
near Ajmir, and to Kaithal. 

This modification seems to us to go too far. A broad gauge line would 
suffice to carry all the traffic that is likely to offer itself between Kalka to Delhi, 
and the addition of a mixed gauge would only load the scheme with unnecessary 
expenditure. 

11. This being so, it remains to consider bow, if tbe Bombay-Baroda Com- 
pany agree to construct a broad, gauge line between Delhi and Kalka, they 
would arrange for its working. Their scheme appears to be dependent on the 
making of suitable arrangements for borrowing rolling-stock from the East Indian 
Railway, or the North-Western Railway, or both. But as both of these would 
be competing lines, the one aiming at carrying the traffic from the Delhi-Um- 
balla District to Calcutta and the other to Karachi, while the Bombay-Baroda 
Company’s object is to carry it to Bombay, we think tbe probability of effecting 
amicable arrangements between Companies having such opposed interests, to be 
highly problematical. 

12. These remarks lead us to the consideration of the rival project which is 
now before Your Lordship, promoted by Mr. Dufl* Bruce and others. This pio- 
ject has, in our opiuion, much more to commend it than that of the Bombay- 
Baroda Company. It confines itself to the construction of a line between 
Delhi and Kalka, part of which (that from Delhi vid Karnal to XJmballa) we 
consider to be useful, and part (from Umballa to Kalka) indispensable : it pro- 
poses to make it on the broad gauge ; it requires no guarantee ; and it is based 
on arrangements with the Bast Indian Railway Company in regard to a work- 
ing agreement, the terms of which, so far as they can be gathered from the 
correspondence, appear to us to be very suitable and likely to be popular in tbe 
money market. 

On these grounds we are of opinion that of the two schemes put forward, 
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that proposed by Mr. Duff Bruce is preferable< and should be accepted rather 
than the other. But at the same time we may suggest that a solution of the ques- 
tion, still more advantageous to the State, would be arrived at if the line from 
Kalka to Delhi were made by the capitalists whom Mr. Duff Bruce represents, 
and worked by the North-Western Railway on the same terms as those proposed 
by the East Indian Railway, i.e.t that the shareholders should receive 60 per 
cent, of gross receipts. lu this way the competition and iiiconvenien^?e would 
be avoided, which will probably ensue if two rival administrations work the 
same District, 

13. As to priority of application, we would merely remark that up to the 
present time the promoters of the Eajputana Railway scheme have not, so far 
as we are aware, put forward any proposal for a broad gauge line, without the 
addition of a metre gauge, between Ralka and Delhi, but on this point Your 
I^ordship will be in a better position than we are, to judge of the relative claims 
of the two sets of promoters. 

14. In reply to the enquiry made in paragraph 3 of Your Lordship s Des- 
patch of 15th December, we have to report that until after this Despatch had 
been sent to Press no offer had been made in answer to our published Resolu- 
tion inviting applications for the construction and working of a line between 
XJmballa, Kalka and Simla. We have since, however, on the 16th February, 
received an offer for constructing the section between Dmballa and Kalka. 
This is now under consideration, and. will be communicated to Your Lordship in 
due course. 


Telegram dated 6th Jxme 1888.1 

From— The Secretary of State, 

To— The Tioeroy. 

Delhi-Amballa-Kalka Railway. Working agreement with East Indian Rail- 
way considered preferable to that proposed with North-Western Railway which 
does not commend itself to me. I propose accordingly to negotiate with East 
Indian Railway Company. 


No. 70 (Railway), dated 16th June 1888. 

From— The Government of India, 

To — The Secretary of State for India. 


With reference to Your Lordship's telegram, dated the 5th June, and to our 
■Yonr telegram ini the Public Woris telegram, dated the 9th June 1888, 


Depaitmcnt, dated 6th June last, Delhi- 
Kalkii IJiu'w.-i}. We see grave objections to 
working agreement with Jfiast Indian Kailway 
Company, on account of competition at Um- 
balla, see our Railway Despatch No. 107 of 
3rd June I887, and telegram of 4th June last, 
about worknig Oudh and Rohilkhand Railway, 
W 0 ai lach so much importance to this, that 
we should prefer the abandonment of the 


quoted in the margin, we desire to invite 
Yonr Lordship's attention to our Rail- 
way Despatch No. 22, dated the 21st 
February 1888, in which, when discus- 
sing the projected railway between Delhi 
and Umballa, we recommended that the 
working of the line should be entrusted 
to the North-Western Railway, in order to avoid “ the competition and incon- 
venience which will probably ensue if two rival administrations work the same 
district." 


project to working agreement with East 
Indian R ' 


1 Railway Company.’ 


2, We are still strongly of opinion that this would be the best course. Wo 
consider that the North-Western Railway could work this section of line, with- 
out any loss to that administration, at 50 per cent, of the gross receipts. For 
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tLe reasons set fortk in our Railway Hespatcli No. 107, dated 3rd June 1887, 
we consider it inexpedient to allow tlie East Indian Railway Company access to 
Umballa, 'because such a course would tend to encourage undue competition for 
traffic, and would add to the power which is ^already in the hands of that 
Company. 

3. In our Despatch^ regarding the future of the Oudh and Rohilkhand Rail- 
• No. 61 Eaiimy, dated ^»y> dwelt, at some length, upon the incon- 

8tUJaaei888. vonience which would attend the transfer of that 

Undertaking to the East Indian Railway Company. We venture to hope that 
the recommendations which we have there made will have duo weight with Your 
Lordship, and that the whole o£ the railway system in the districts of Saharun- 
pur and Umballa may be, for the present, reserved in the hands of Government 
and that the finances of India may he saved from the effects of a ruinous Rail- 
way competition which will, without doubt, ensue if the line from Umballa to 
Delhi is handed over to a private Company. 

4 We would add that ranch of the advantage which we expect from the 
sanction just received from Your Lordship for working the Oudh and Rohil- 
khand Railway as a State line, will be lost if the system worked by the East 
Indian Railway Company is extended to Umballa. 


No. 67 (Railway), dated 21st June 1888. 

From— The Secretary of State for India, 

To— The Government of India. 

The telegrams noted in the margin* have passed between Your Excellency 


♦ Telegram io Yicerog^ Sith April 188S, 

•*DelM-Kalka Eailway., Before openinff 
negotiations with promoters of standard 
gantre line, please furnish evidence to show 
that 60 per cent, of gross rocoipts will cover 
working and maintenance, in view of special 
danger from floods between Karnal and 
TTmhalla,** 

Telegram from Tieeroy, 1st May 1888. 

“Tour telegram of 24th April. Dclhi-Kalka 
Railway. East Indian Railway piopo*,ed 
working and maintenance at 60 per cent, 
gross receipts. I assume that as much can 
be accomplished by North-Western Railway 
with profit. Working and maintenance of 
branch lines always less than mam line, and 
profit accrues to main line from traffic of 
branch.’* 

Telegram io Yieeroy, fme 1888. 

•* Delhi-Umballa-Kalka Railway. A work- 
ing agreement with East Indian Railway 
considered preferable to that proposed with 
North-Western Railway, which does not 
commend itself to me. Propose accordingly 
to negotiate with East Indian Railway Com- 
pany.” 

Telegromfrcm Viceroy ^ Qth June 1888. 

“Your telegram in Public Works Depart- 
ment, 5th J une 1888. Delhi-Ealka Railway, 
We see grave objections to working agree- 
ment with East Indian Railway Company on 
account of competition at Umballa. See our 
Railway Despatch, No. 107, of 3rd June 1887, 
and telegram of 4ith June last, about work- 
in g Oudh and Rohilkhand Railway. Wo attach 
so much importance to this, that wc should 
prefer the abandonment of the project to 
working agreemont with East Xudiaa Rail- 
way Company.’* 


and myself on the subject of the Dclhi- 
Uraballa-Kalka Railway. 

2. I regret that before the receipt of 
the last telegratn, in which objection is 
expressed to the lino in q_uo8tion being 
worked by the East Indian Railway 
Company, I had caused communications 
to be made to the promoters of the 
Railway and to the East Indian Rail- 
way Board expressing my readiness to 
sanction an agreement for the manage- 
ment and maintenance of the line at a 
rate not exceeding 50 per cent, of the 
gross receipts. Upon the receipt, how- 
ever, of that telegram, although retain- 
ing the opinion that the arrangemeiit 
was, upon the whole, desirable and 
advantageous, I suspended my final 
judgment on the matter, and reconsi- 
dered the question in Council. 

3. Your chief objection to the arrange- 
ment is, I perceive, founded on the 
ground of competition at Umballa. I 
cannot hut think that any apprehension 
on this score is in a great measure 
groundless, The East Indian Railway 
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is a Stat« line, and is worked by a Company nnder the complete control of 
the Government, and any undue competition may be prevented by proper regu- 
lations and a fair settlement of rates. Care will be taken in any agreement 
with the new Company that provision is made for continuing this control over 
any Company to which the working of the line may be entrusted. But, even 
should the various railway administrations whose lines meet at Delhi compete . 
with each other in striving to promote traffic by their respective routes between 
the North-West Provinces and the several ports of Calcutta, Bombay, and 
Karachi, I do not perceive that the working of the Delhi and Umballa line by 
the East Indian Railway Company places other Railways at a disadvantage in 
a way that would be inconsistent with the public interests. In your letter of 
the 3rd June 1887, to which you refer, your Government objected to the pro- 
posed transfer of the section between Delhi and Saharunpur to the East Indian 
Railway Company, on the ground that “ neither the public convenience nor the 
interests of the local or expoi*t traffic** demanded it. The importance of 
keeping the Oudh and Rohilkhand Railway under a separate administration# 
and its main outlets free from the control of any one agency, was also one 
of the objects you had in view. Changes have taken place since this was 
written, and, by deciding to place the Oudh and Rohilkhand Railway fora time 
under State management, your Government will, on the one side, command the 
direct traffic from XJmhalla, via Saharunpur and Benares to Calcutta, and, on 
the other, vid, Lahore and the Indus Valley, to Karachi . 

4. The East Indiai^ Railway Board hare, as you will see from their enclosed 

reply* to the letter addressed to them, 

♦ Dated 16th Joae 1888. offered to manage and maintain the 

railway at 48 per cent, of the gross 
earuings, and they can afford to do so, having regard to the economical way in 
which their own system is worked. Any profits that may be realized from the 
arrangement will be divided in the proportion of four-fifths to the Government 
aud one-fifth to the Company, so that, from a pecuniary point of view, the 
Government will probably profit more than if the management were given over 
to the IJorth-Western Railway administration, 

5. Under all the circumstances of the case, and being very desirous of 
encouraging the promotion of railways through private enterprise, I felt that 
the proposals which had been made to the East Indian Railway Company and 
to the promoters of the Delhi-Kalka Railway could not he withdrawn. I was 
aware, also, that your Government attached considerable importance to the 
early construction of at least one section of the line. I trust, therefore, that 
you will agree with me, that the arrangement with which I have thought it 
necessary to proceed is one that is free from the objections to which you 
considered it was open. 


ENCLOSURE. 


No. 80, dated 15th June 1888. 

From— A. P, Dunstan, Esq., Secretary, East Indian Railway Company, 

To — ^The Under- Secretary of State for India. 

I am instructed to acknowledge the receipt of Sir John E. Gorst’s letter of 
the 18th June, stating with reference to his letter of the 6th instant, on the 
subject of the proposed railway from Delhi to Umballa and Kalka, that he is 
directed by the Secretary of State for India in Council to iufoim the Board that 

2p 
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in conseq[iieTice of a telegram received from the Viceroy within the last few days. 
Viscount Cross is unable to proceed with any negotiations for the working of 
the proposed new line until the views of the Government of India shall have 
received further consideration. 

In reply, I am instructed to say that the Board had previously fully consi- 
dered the subject, and had agreed to the draft of a letter to the Secretary of 
State in the following terms : — 

“ I am instructed hy the Board of Directors to acknowledge the I'eceipt of Sir 
John E. Gorst’s letter, No. ^26 P. W. of the 6th instant, with reference to the 
working of the proposed line from Delhi to Kalka, and to state, in reply, that 
the Board will be prepared to work the proposed line upon the terms of 48 per 
cent, of its gross receipts. In putting forward these terms the Board rely upon, 

( 1 ) the duration of the agreement being for the term of the present contract. ; 

( 2 ) the line being constructed to the satisfaction of the Company, the standard 
of the line being such that it may be worked with the stock of this Company so 
as not to require special or undue maintenance ; ( 3 ) the Company not being 
responsible in the case of any accident or damage caused by the failure of way or 
works due to defective construction or extraordinary casualty ; ( 4 ) the charge 
for maintenance for twelve months after the opening of the line throughout 
being borne by the new Company.” 


No. 86 (Railway), dated 10th August 1888. 
From—The Government of India, 
To—The Secretary of State for India. 


In continuation of our telegram of the 30th July quoted in the margin, we 
"ToTir telegram la the to Your Lordship’s 


Public Works Department, 
elated 24tli July last. 

If not too late, we should 
prefer abandon Pelhi-XJm- 
balla-Kalka project, and 
construct XJniballa JSIalka 
Section as State Railway 
Remainder not indispens- 
able.” 


notice that although Your Lordship, in yoxtr telegram 
of the 6th June, informed us that you proposed ne- 
gotiating with the East Indian Railway Company 
as to the working of the projected Delhi-Umballa- 
Kalka Railway, and apparently invited an expression 
of our opinion as to the advisability of taking this 
course, Tour Lordship informs us in your Railway Despatch No. 67, dated 21st 
June, that before the receipt of our telegram despatched only four days later, 
strongly objecting to the proposed arrangements, your Lordship had already 
communicated to the East Indian Railway Board your readiness to sanction an 


agreement for the management and the maintenance of the line, 

2. "We regard the decision arrived at hy Your Lordship as likely to he so 
disadvantageous to the fiananoes of this country that we should prefer, as 
stated in our telegram of the 30th July, the alternative of abandoning the pro- 
ject altogether ; constructing the line between Umhalla and Kalka, the only 
section we deem of any pressing importance, as a State Railway. 

3. The extension of the East Indian Railway to Umhalla will enable that 
Company to exercise too great an influence on the rate of grain and seeds to the 
sea-board, and will in all probability revive the whole question of competitive 
rates to Bombay and Calcutta, which was settled with so much difiiculty in the 
year 1883. The working of the Umhalla-Delhi line by the Company will in, 
evitahly induce a war of rates between the East Indian Railway and the com- 
peting State lines ; and whatever the .outcome of this competition may be, there 
can be no question that it will result in a considerable reduction, in the railway 
revenue of Government. 
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4. T1 e workinsf of this section by the East Indian Railway will not conduce 
to economy ; for it may safely be predicted that the railway on which any 
traffic orij^inates will despatch such traffic by its own route. Thus, the East 
Indian Railway will despatch all traffic from Calcutta and other stations on its 
line to stations above Umballa vi6, Delhi and Thanessar ; while the North- 
Western Railway will as surely book all traffic for stations on the East Indian 
Railway below Mo^ul Sarai by the Oudh and Rohilkhand Railway vid Saha- 
ranpur and Mogul Sarai ; the result being that each line will have to haul its 
wagons back empty, and the number of trains required to carry the traffic will 
be unnecessarily increased. 

5. We gather that Your Lordship’s objection to the working of the line by 
the North-Western Railway lies in the belief that it would be impossible for 
that Railway to work the Delhi-Umballa-Kalka line at 48 per cent, of the gross 
earnings. Un this point we would invite Tour Lordship’s attention to the fact 
that in the first half of 1886 the whole of the North-Western Railway, tra- 
versing as it does a large tract of comparatively barren country, was worked at 
a percentage of 49 per cent. ; and although the working expenses of the line 
have recently risen in consequence of the falling-off in traffic receipts, and the 
opening of new and at present unproductive sections the traffic on which is yet 
undeveloped, we have no doubt that the North-Western Railway could work 
the line from Delhi to Kalka at a profit at any percentage which the East 
Indian Railway C mpany might be willing to accept. 

6. In the present state of our finances, and with the comparatively limited 
funds at our disposal to develop the material resources of India, we deem it of 
the last importance to avoid the construction of purely competitive lines of 
railway ; and we are of opinion that such competition cannot be avoided if rival 
railway administrations aie allowed to work nearly parallel lines between the 
same two points. We therefore desire to place on record our strong objections 
to the proposed Delhi-Umballa-Kalka Railway being worked by the East 
Indian Railway Company, and generally to any arrangements under which that 
Railway Company would be permitted to work a railway in direct competitiou 
with another lino already open. 


Telegram No. 78 R. 0., dated 24th August 1888. 

From— The Viceroy, 

To — The Secretary of State. 

Your telegram in the Public Works Department, dated 15th August 1888. 
Delhi-Kalka Railway. A despatch has been pqsted by Mail of 10th August 
1888 recording our strong objections to proposal for working by East Indian 
Railway. If too late for withdrawal, we strongly recommend that working 
agreement should be at any rate limited to five years or less if possible. 


No. 105 (Railway), dated 30th August 1888. 

From— The Secretary of State for India, 
To — ^The Government of India. 


* Telegram to Viceroy ^ AixteA 
24th, J'uly 1888, 


“ Tours, 17tli. Negotiations 
gone too far to recede. Con- 
tract will be carefully con- 
sidered/* 


Your Excellency will have learnt by my telegrams 
marginally quoted* that the arrangements with the 
promoters of the Delhi, Umhalla, and Kalka Rail- 
way had proceeded too far for Government to wiih- 

2p 2 
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TeUgtam to Vicerojf^ dateS draw from the negotiations, as STiggested by yonr 

••Tou^^ITtWuiy. messages of the mh and 30th July 1888. 

ArrangementB with promo- 2. I tnuch regret that, in this matter, I should 
^^ilway ^^praSleaHy^'^com^ have found myself unable to act in accordance with 
Ktd the views of Your Excellency's Government. 

3. When the first of your messages was received the terms to be embodied 
in a contract bad already been definitely arrived at with both the promoters and 
the East Indian Eailway Company, and the contract itself was in courbe of 
preparation, so that any withdrawal at snch a time would certainly have laid 
Government opeu to a claim for compensation. I had therefore no choice but 
to allow the matter to proceed. 

4. While fully recognizing the weight to be attached to the opinions of Your 
Excellency's Government, I could not avoid coming to the conclusion that it 
would not be justifiable to put a stop to an undertaking, for which the necessary 
funds were to be found by the public without any direct financial State aid, on 
the ground that I was unable to approve tbe agency by which you wished it to 
be worked, while at the same time another agency, which appeared to me likely 
to perform the work with efficiency and economy, was available. With regard 
to the apprehensions which you express lest there should be a want of sufficient 
control over the rates to be charged by the East Indian Railway Company, I 
may point out that the same control which is now exercised by the State over 
that Company's line, and which, I am advised, is found to he sufficient for all 
practical purposes, will continue to he exercised in respect of the working of the 
new line, and that care will of course he taken to insert an “ undue preference 
clause in the contract. 

5. It appeared to me, therefore, that, due regard being had to tbe general 
interests of tbe country, it was impossible for me to refuse my consent to tb^ 
arrangement as now finally settled. Your Excellency's Government shall in 
due course be furnished with copies of ail correspondence leading up to the con- 
tract, together with copies of the contract itself. 


No. 114 (Railway), dated 18th October 1888. 

From— The Secretary of State for India, 

To— The Government of India. 

I have had under my consideration in Council your letter No. 86 Railway, 
dated the 10th August, recording your objections to the arrangement which has 
been made for working the proposed Delhi- Amballa-Kalka Railway by the East 
Indian Railway. 

2. Having already, in my despatches and telegrams noted in the margin, 
explained briefly tb e ground s upon which that arrange- 
considered to be desirable, and informed 
®®Toli^lT 24 th April, *00 *0 recede from it, I should 

deemed it necessary again to address Your 
Excellency on the subject, if the ohjeclions now ad- 
vanced had not been made to rest principally on financial considerations. You 
regard the decision which has been arrived at as likely to be “ so disadvan- 
tageous to the finances of the country ” that you would prefer “ the alternative 
of abandoning the project altogether ; constructing the line between Amballa 
and Kalka, the only section " you deem “ of pressing importance as a State 
Railway," 
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5, These views aie so mueh at variance with the conclusions at which I 
have arrived, that it becomes incumbent on me to explain more fully the grounds 
of tli6 di£Eeren<;e. 

4. I must, in the first place, again remind Your Excellency that the line in 
question will he made without any guarantee from Government, and without 
any further assistance from the State than the grant of land and that involved 
in the security of its working charges being limited to 60 per cent, of its gross 
receipts. A railway, valuable alike for commercial and strategical purposes 
will thus be constructed through districts at present destitute of such a com- 
munication, on terms which are in accordance with the expressed wishes of 
successive Governments, and of my own declared opinion, that every reasonable 
encouragement should be given to attract private enterprise to works of public 
utility in India. Having decided, with your concurrence, that the line was 
desirable, and that it should be committed to the proposed Company, it would 
have been quite inconsistent with this policy and a great discouragement to 
fui*ther enterprises of the same kind if the project had been abandoned be- 
cause the agency of one neighbouring railway administration to work the line 
had been selected instead of another. 

6. I do not think that I am misconstruing the views of yonr Government 
on the subject when I understand your chief, if not your only, reason for ♦sug- 
gesting such a course to be, that the working of the line should have been com- 
mitted to the North-West Railway Administration and not to the Bast Indian 
Railway Company. I have already, in my Despatch No. 105 Railway, of the 
30th August last, referred to the opinions expressed by your Government on 
this point, but, as it furnishes the cause of your apprehension that there will 
be a considerable reduction in the railway revenue of the Government, I am 
desirous of explaining more fully than I have hitherto done why I have come 
to the conclusion that the arrangement in question will be free from the dis- 
advantages you anticipate, 

6. It is contended in your letter that ^Hhe extension of the East Indian 
Railway to Amhalla,” i.e., the working of the new line from Delhi to Amballa 
by the Company, will enable it ** to exercise too great an influence on the rate 
of grain and seeds to the seaboard,” and will revive the question of competi- 
tive rates to Bombay and Calcutta which was settled in 1883 ; that it ** will 
inevitably induce a war of rates between the East Indian and the competing 
State lines,” and that this competition will result in a considerable Deduction in 
the railway revenue of Government. It is natural that your Government 
should view with jealousy any arrangement which, in your opinion, could pro- 
duce these effects, but I am unable to perceive how they can be brought about 
by the course which has been decided on. 

7. It seems to me that any undue influence which could be exercised by a 
Company or Administration in regard to rates would be checked by the rules 
which you have laid down for the regulation of rates and the conduct of traffic. 
In giving your sanction to a scale of charges between a maximum and a mini- 
mum, the object was to keep competition within proper limits, and at the same 
time to leave the Companies free to meet unavoidable competition in a legiti- 
mate way. I understand that the charges on the Bombay and Baroda and the 
Rajputana-Malwa Railways have not reached the minimum which has been 
fixed, and that their rates are 30 per cent, in excess of those on the East 
Indian Railway from Delhi to Calcutta. Under these circumstances, the ques- 
ionof competitive rates cannot be regarded as settled, for it is not improbable 
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that those on the Bombay line "will eventually he lowered. It would appenr hy, 

their letter of the 6th July last* 


* Letter to Mr. T. W. Wood, of 11th January 1888, 
Ditto from ditto, of 20th January 1888. 

Ditto to ditto, of 29th February 1888. 

Ditto from ditto, of 22i)d March 1888. 

Ditto to ditto, of 25th April 1888. 

Ditto from ditto, of 11th May 1888. 

Ditto to ditto, of 6th June 1888. 

Ditto from ditto, of 6th July 1888. 

Ditto to ditto, of 26th July 1888. 


be stimulated, and tralSic would ii 


herewith forwarded with corre-* 
• spondence,* that the Directors of 
the Bombay and Baroda Itailway 
Company quite expect that con- 
tingency. When it happens, the 
public would benefit, trade would 
), the result being an augmented re- 


venue. But whether this be so or not, tlie condition of things would not be 


changed by the substitution of the North-West for the Bast Indian agency to 
work the Delhi- Amballa line. The case would no doubt have been different if 


the scheme of the Bombay and Baroda Railway Company had been sanctioned, 
for they would then have been placed in a stronger position than they are now 


to compete with the lines to Calcutta. 

8. So far as competition between Calcutta and Bombay is concerned, the 
rates will thus be regulated and governed, and I do not understand why there 
should be ‘*a war of rates*’ which you contemplate “ between the East Indian 


and the competing State lines,*’ by which I presume are meant the Oude and 
Eohilkhund and the North-West Railways. But, should any such hostile spirit 
arise, it again would be checked by the existence of minimum rates and by tbe 
provisions which have been made against undue preference. 


9, As regards the argument in the 4th paragraph of your letter, to tho effect 
that traffic started ou one particular line will be taken by its own route, and 
that, therefore, the working of the Delhi and Amballa Railway by the East 
Indian will not conduce to economy, because each of the competitive lines will 
have to haul its wagons back empty, it must be borne in mind that tbe con- 
signor has full power, where one or more lines are concerned, to elect by which 
route his merchandise shall be sent, and the passenger to choose the lines by 
which he shall travel, and that, in the absence of an equality of charges or a 
break of gauge, the shorter distance and the lower charge will surely in the end 
determine the matter. 1 gather from your remarks that it has been arranged 
either that the Oude and Rohilkhand Railway system will be extended beyond 
Amballa to Lahore, or that it will he woi’ked in connexion with the North-West 


Railway for the long traffic to and from Calcutta. Empty wagons which have 
to he returned from places south of Benares or north of Amballa will naturally 
be sent to the lines to which they belong, but I fail to see why the working of 
the Delhi-Amhalla line by the East Indian Railway Company should increase 
any waste produced by the disproportion of up and down traffic between 
Amballa and Calcutta, and I cannot think that either management will he so 
ill-advised as wantonly to provoke the unnecessary haulage of empty vehicles. 

10. With reference to tbe observations contained in pbagraph 6 of your 
letter regarding the relative cost of working the North-West and the East 
Indian Railways, I would remark that whatever may be the capacity of the 
North-West to work at a cheap rate, and this has not yet been established, it 
cannot be doubted, especially after your statements with regard to the Patna- 
Gya Branch, that the East Indian are able, with their larger traffic and better 
opportunities of obtaining cheap fuel, to carry on the traffic of the new line at 
a much lower rate. The profits will consequently be larger ; and as two out of 
the fifty p^ cent, charged for working go directly to the Government, as well 
as our-nrths of the remainder, the results will be more advantageous to the 
State iu a pecuniary sense. 
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11. But, in considering the question of railway extension, the chief object to 
he kept in view is the general benefit of the country. In attempting to attain 
it interests will sometimes necessarily clash, hut this, as I observed in my Rail- 
way Despatch No. 106, of the 20tih. October 1887, “ cannot be regarded as a 
sufficient justification for standing in the way of opening new means of com- 
munication.” In the concluding paragraph of your letter under reply, you 
express a strong opinion on the importance of avoiding the construction of 
“ purely competitive lines of railway and of allowing rival railway administra- 
tions to work nearly parallel lines between the same two points.” I am not 
sure of the exact meaning which you attach to the expression “ purely competi- 
tive,” but I willingly acknowledge that lines projected for the simple object of 
drawing the traffic from an existing line, without serving any new district or 
fulfilling any further purpose, would be an unwise waste of money, and should 
not be sanctioned, I cannot, however, regard the Delhi- Amballa-Kalka scheme 
as in this category. This is a line which is intended to open up a new district, 
both very populous, highly cultivated, and productive, and which will, more- 
over, form a valuable alternative communication between important places; 
and it would have been unreasonable, because a State line happened to exist 
many miles away from it and on the other side of a broad river, if approval to 
its construction had been refused to those who were ready to raise the capital, 
and to make it. As to its being worked by a rival administration, you will 
have gathered from my remarks that I do not share your apprehensions of the 
effects which this arrangement will produce. On the contrary, 1 am, after far- 
ther consideration, confirmed in the opinion that with the checks against 
unreasonable competition and undue preference already provided, better results 
may be expected and more extended advantages secured than if one administra- 
tion had the monopoly of management over both lines. 

12* In your telegram of the 15th August, you recommend that the working 
agreement should be limited to five years, or even less, if possible. But such a 
limit would not have afforded a sufficient inducement to subscribers, and any 
attempt to reduce the original terms which had been agreed to would have had 
the effect of shaking confidence in the hondjides of the Government. 

13. It seems unnecessary to pursue this discussion further. I have now mad© 
your Government fully acquainted with the grounds upon which I felt it 
necessary to adhere to my decision in this matter, and I trust and believe that 
the results will be such as to remove your apprehensions and to give general 
satisfaction. 


No. 2595 P. W , dated 11th January 188R. 

From J. A. GoniiST, Esq., XJnder-Seoretary of State for India, 

To—T. W. Wood, Esq. 

With reference to your letters, dated 14th October and 14th November 1887, 
in respect to the formation of a Company to construct a line of railway from a 
point near Rewari to Umballa and Ralka, through Paniput and Rurnal, with 
branches to Delhi and Raithal, I am desired now to state, for the information 
of yourself and^ those acting with you, that the Government of India is of opi- 
nion that this railway, if constructed, should be on the 6 ft. 6 in. gauge. That 

Government, moreover, is in favour of the line starting from some point near 
Ajmere. 

In view of this expression of the opinion of the Government of India Yis- 
count Cross, before adopting any decision on the points in question, would he 
glad to receive fi-om the promoters of the projected lines of railway any further 
observations they may desire to offer. 
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Dated 20t]i Janaary 1888. 

From— T. W. Wood, Esq., 

To— The Under-Secretary of State for India. 

I have the honour to acknowledge the receipt of Mr, Godley's letter, P. , 
W, No. 2595, dated 11th instant, which I have laid before the promoters of 
the proposed Company, who learn from it that the Government of India is of 
opinion that the projected railway shoxdd be on the 6 ft. 6 in. gauge, and 
that it should start from some point- near Ajmere. 

2. I am now desired to inform you that the adoption of the "broad gauge for 
the scheme throughout would injure its remunerative character, and make it 
less suitable for unaided private enterprise. 

3. A railway to he built without Government support can only be made at* 
tractive to private investors by the capital cost being kept low, and by securing 
cheap management through working arrangements with other neighbouring 
lines. These essential features would be lost by the adoption of the broad gauge 
for the complete scheme. 

4. The promoters have adopted a mixed track for part of the line, althongh 
it involves an additional capital outlay of about 260,000?., in the hope that the 
East Indian Railway Company would work the broad gauge on exceptionally 
favourable terms. If disappointed in this hope, the projected line would have 
if built, to be on the metre gauge ; but even on that gauge it could not be 
carried out with profit to investors unless cordially and liberally aided by the 
Bajputana-Malwa Railway, whose propnetois and lessees would derive great 
pecuniary benefit from its construction. Of course this aid could not be given by 
the Rajputana-Malwa Railway to the same extent if the two railways were on 
different gardes. 

5. If, however, the Secretary of State is of cpinion, for Imperial reasons, 
that the gauge adopted for the entire scheme should be the standard 5 ft. 
6 in. gauge, I am desired to say that the promoters will be prepared to take 
steps to form a Company to carry out the Secretary of State’s wishes on receiv- 
ing his assurance that the capital necessary will he guaranteed by him on 
Southern Mahratta Railway terms, 


No. 176 P. W,, dated 2Sth February 1888. 

From— J. A, Godlut, Esq,, Under-Seoxetary of State for India, 

To— T, W. Wood, Esq. 

I am directed to acknowledge the receipt of your letter dated 20th January 
1888, in respect to the conditions on which you and those acting with you are 
prepared to proceed with the formation of a Company to construct and work a 
line of railway between Ajmere, Umballa, and Kalka, M Delhi. 

The promoters of the Company state that they are unable to meet the views 
of the Government of India in respect to the adoption of the broad gauge, 
except on Southern Mahratta Railway ” terms. 

In reply, 1 am desired to inform you that the Secretary of State must 
adhere to the terms on which, by Sir J. Gorst’s letter of t)>e 20th August 1887, 
he expressed his readiness to proceed with negotiations for the scheme in ques- 
tion, but that if a guarantee in any shape is required he must consider the nego- 
tiations at an end. 
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Pated 22nd Marcli 1888. 

From— T. W. Wood, Esq., 

To— The Under-Secretary of State for India. 

Since the receipt of your letter No. P. W. 176, of the 29th ultimo, 
on the subject of the proposed railway to he built on the terms granted, to the 
Bengal and North-Western Railway, from the Rajputana-Malwa Railway at 
Phalera and Delhi to Kalka, with a branch from Karnal to Kaithul, the gentle- 
men on whose behalf I am writing have been in communication with several pro- 
minent capitalists in the city of London, and have been advised by them that it is 
not possible, while the future prospects of the Bengal and North-Western Railway 
Company are still in doubt, and while the capital of that Company has not been 
absorbed by the investing public, to issue, with a reasonable prospect of success, 
any new undertaking that would require the immediate subscription of more 
than 500,000^. capital. 

2, The gentlemen for whom I am acting have therefore decided, in the first 
'instance, to confine the enterprise they ask pei mission to carry out to a railway 
on the ineti’e gauge fiom the Rajputana-Malwa Railway, near Delhi, to Kalkaat 
the foot of the Himalayas on the Simla Road, runing through Sonepat, Fanipat, 
Kama], and Uraballa, leaving to a more favourable season the further extension 
of the enterprise by branches to Phalera from Panipat and from Karnal to 
Kaithul. Full leports (copies of which are enclosed, marked A) have been 
obtained from India of the probable cost and probable receipts to be expected 
from the railway first projected, and the infonnation gathered from these re- 
ports in connection with the line as now limited, as well as other information in 
the possession of the gentlemen acting in this matter, having been put together 
in a memorandum (cop}' attached, marked B), has been placed before the capi- 
talists previously consulted, and 1 am now desired to state, for the information 
of the Secretary of State, that the gentlemen on whose behalf I am wnting can 
proceed at once, with a full assurance of success, to form a Company with a 
share capital of 400,000i., and with a debenture or preference share capital of 
100,000^^., to build a railway from Delhi to Ealka on the metre gauge. 

3. With a view to an early settlement ot the contract that will have to be 
entered into with the Secretary of State, I am directed to enclose for his consi- 
deration a copy of the Bengal and North-Western Railway contract, with altera- 
tions suggested in red ink, and to give an explanation of the reasons that induce 
the promoters to suggest those alterations. 

Section 3, — Construction of Railway, 

It is understood that the Government of India have expressed a desire that 
the railway from Delhi to Kalka should be made on the broad gauge. There is 
not the smallest reason to believe that the trafl&c on this line will ever attain 
dimensions that cannot he carried with economy, safety, and despatch on a 
metre-gauge road. Commercially, therefore, the expenditure of money in build- 
ing a road more costly than is needed ior the conduct of business satisfactorily 
is unjustifiable. 

There are indisputably and palpably important military advantages in con- 
necting Umhalla with the metre-gauge system of railways in Rajpntana, now 
extending without break for close on 1,700 miles, and linking together the 
troops stationed at Mhow, Neemuch, Nusseerabad, Ahmedabad, Deesa, Agra, 
Delhi, Cawnpur, and soon perhaps Lucknow, besides the Gun Carriage Factory 
at Fahteghnr and the Arsenal at Ferozepore^ Some of these cantonments and 
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the Gun Carriage Factory are only accessible through metre-gauge lines. As, 
however, a broad-gauge track may also he deemed by the military authorities 
in India to be desirable, it is proposed to leave it open to the Secretary of State 
to lay down broad gauge permanent way at the shortest possible notice, by 
making the earth and masonry works suitable for both tracks. 

Section 4 . — Notification of Route of Railicay, 

In consideration of the expense, about 30,000^. (earthwork £1,1 d, 000, 
masonry work £3,32,000 — £4,46,000), that will be entailed on the Company by 
adapting their line for broad gauge, it is hoped the Secretary of State will con- 
cede to it the right to use the trunk road biidges and earthworks when tins can 
conveniently be done. As it is intended to fence the railway throughout, there 
will he no danger to the public, and every care will bo taken that the road traf&o 
is not interfered with. There is a large bridge over the Markanda river, 
between Umballa and Rarnal. This is reported to be strong enough for rail- 
way purposes, and if it, as well as one or two others, can be utilized, a saving 
may he effected in the cost of the railway nearly sufficient to cover the oxiia 
expense to which the Company will be put in endeavouring to meet the wishes 
of the military authorities. Keeping the railway alongside, as far as possible, 
the public road, will save Government some expense in the purchase of land. 

Section 6, — As to the Existing Surveys, 

It is proposed to limit the demand of Government for the reimbursomont of 
cost of past surveys to expenditure since the beginning of 18B6. Some limits 
is necessary, otherwise charges may be brought forward for innumerable sur- 
veys between Kalka and Umballa that are of no use to the Company. 

Section 14, — Equipment with Rolling Stock. 

The need of keeping the capital to he asked for from the public as low as 
possible makes it expedient that the new line should he worked and equipped 
through the agency of another Railway administration. 

The bombay, Baroda and Central India Railway Company, who will derive 
considerable benefit from the new line, are willing and ready, as lessees of the 
Bajputana-Malwa Railway, subject to the sanction of the Secretary of State, to 
undertake this business, receiving in return 5 per cent, of the gross earnings of 
the new line- for the provision of the stock, besides the same percentage of those 
earnings for working it as they may expend in working the whole Kajputana- 
Malwa Railway system, including the new line, which will practically become a 
component part of that system. All such receipts by the Bombay, Baroda, and 
Central India Railway Company will of course, be credited to the Rejputana- 
Malwa Railway. The percentage for working will have to ho calculated, ex- 
clusive of some general charges to be agreed on, such as London and Indian 
Agency expenses, and exclusive also for a short period of maintenance charges, 
which, it is proposed, shall, for a year after completion of the entire system, be 
dehitable to Capital. It is hoped that the Secretary of State will permit the 
Bombay, Baroda and Central India Railway Company thus to give the help 
they are ready to ‘render, a help which is almost invariably accorded to branch 
lines in England by trunk railways, without charge for provision of rolling 
stock, a favour not solicited for the new line. 

Sections 16, 17, and 18, 

The alterations here only follow what is indicated in the preceding para- 
graph. 
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Section 25 — Maximum Bates and Fares* 

The rates and fares between Umballa and Delhi will be, in all probability, 
the same as rule on the Eajputana-Malwa Railway, and they will be practically 
regulated by the competition with the 1^‘orth- Western State Railway for 
through traffic between those stations. But between Kalka and Umballa the 
conditions are different. There are stiff gradients, and the line is identical in 
its characteristics with the Rohilkhund and Eumaon Railway, where special 
maximum rates and fares were prescribed in the contract. These special 
maximum rates and fares it is desired to take power to levy on the Kalka-Um- 
balla section, and in the proposals put before the public in regard to this section 
in the Gazette of India^ it was admitted by Government that special high fares 
might be levied for its use. 

New Clause 37. — Extension to FTialera and Kaithul. 

All that is desired is that the new Company may retain power for a limited 
period after it has finished its main undertaking to construct these two exten- 
sions. 

As it may be contended that the portion of the Phalera branch between 
Phalera and Rewari could be worked in a manner detrimental to the Rajputana- 
Malwa Railway, no objection will be raised to the Capital expenditure on that 
section being treated as part of the Rajputana-Malwa Railway capital, and to 
the dividend on it being limitea to the same rate as the dividend earned in the 
half-year on the Rajputana-Malwa Railway. Of course such dividend would be 
not subject to rebate for provision of rolling stock, and Government would 
take all the gross earnings on the section as part of the Rajputana-Malwa 
Railway receipts. 

New Section 38. — Cart and Carriage Service between KalJca and Simla, 

Government, through the agency of the Post Office, now carry goods and 
passengers from Umballa to Simla. The service between Kalka and Umballa 
will naturally terminate on the opening of the railway, and it is proposed that 
the Company may take over the remainder of the service on payment to Gov- 
ernment, at a valuation, for the plant now used for it. Such a service, it is 
.obvious, falls more within the functions of a trading Company than of an 
Imperial Govenament. 

Section 39. — Fartievpation of Secretary of State in profits. 

The alterations only bring this section into accord with the revised condi- 
tions of the Bengal and North-Western Railway contract. 

Section 45, — Statistics and Audit. 

It is proposed to carry, till the new line has been completed throughout 
for a year, the whole maintenance charges to Capital, and also to give the 
Company the same period in which to reduce their construction staff. This 
was partially conceded in the case of the Bengal and North-Western Railway, 
and a little more is asked on this new line because it is proposed to open the 
line as fast as it can be passed by the Government Inspector, with a view to get 
revenue, hut this will entail exceptionally heavy maintenance charges at first, 
and it is only fair that these should be debited to Capital, as hut for the rapid 
opening they would have to he met from that source. 

The change about the period for which staff may be retained chargeable to 
Capital is explained hIso by w;hat is above stated. 
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Section 57. ^Termination of the Contract^ and Matters consequent thereon.. 

The change here made is with the object of giving the proprietors of the 
line twentj-five years* clear purchase in oney if Government elect to take over 
the railway. The Secretary of State for India is, it is understood, desiious to 
encourage the construction of railways by private enterprise in India, but the 
stipulation which it is suggested the Secretary of State may forego practically 
amounts to a foreclosure clause in the case of a prosperous undertaking. For 
instance, if the new railway should be pay ing on an average 10 per cent, to its 
proprietors, the Secretary of State would, without the change proposed, be able 
to take it over in 1916 at twenty— not twenty-five— years* purchase, however 
hardly it might hear on the shareholders, who, while not neglecting their own 
interests, will have employed their money and abili ties in a maimer tending 
essentially to promote the national prosp erity. It would seem only just and 
fair that they should be treated on the most liberal principles, and not be 
subjected to a heavy fine, which u ndertakings not paying 6 per cent, would 
escape. 

4. There is only one other point left for me to notice. The working agree- 
.ment in respect of the Rajputana-Malwa Railway will terminate in 1900, and 
it would be desirable if the Secretary of State would give an undertaking that 
he would give assistance in carrying on the traffic of the new railway till he 
elected to purchase in the same way as if the agreement with the Bombay, 
Baroda and Central India Railway Company had remained in force. 

6. Such of the proposed alterations and additions to the Bengal and North- 
Western Railway Contract as may be accepted by the Secretary of State will, it 
is presumed, he put in proper legal form by bis law advisers. 


No. 755 P. W., dated 25th April 1888. 

From— Sib J. B. Gorst, XJiider-Secretary of State for India, 

^ To— T. W. Wood, Esq. 

I have received and laid before the Secretary of State for India* in Council 
your letter dated 22nd March 1888, stating that the promoters of the Delhi- 
XJmballa and Kalka Railway scheme are prepared to proceed at once with the 
formation of a Company to construct the line on the metre gauge. 

In reply, I am instructed to inform you that the Government of India, 
having recently repeated their strongly expressed opinion in favour of the 5 ft. 
6 in. gauge for the railway in question, Lord Cross is unable to entertain the 
proposals which yon have submitted. 


Dated 11th May 1888. 

From— T. W, Wood, Esq., 

To— The TJnder-Seoretary of State for India. 

I have the honour to acknowledge the receipt of Sir John Gor8t*s letter, 
P. W. No. 755, dated 25th ultimo, intimating that, in consequence of the 
Government of India having repeated their strongly expressed opinion that the 
line from Delhi to Kalka should be on tbe broad guage, tbe Secretary of State 
is unable to accept the proposals of the gentlemen on behalf of whom I am 
acting to construct that line onrthe metre gauge. 



OTHER RAILWAY PROJECTS 


663 


2- These gentlemen now desire me to point out that their proposals were in 
accordance with “ the basis of the terms embodied in the Bengal and ITorth- 
Western Company’s Contract” for the construction of a metre-gauge railway, 
and it was on those terms, without referring to a ch ange of gauge, that Sir 
John Gorst, in his letter, P, W. No. 176, of 29ih Eebruary last, expressed “ the 
readiness of the Secretary of State to proceed with negotiations.” The alter- 
ations suggested in the terms in my letter of 22nd March were distinctly stated, 
in its concluding paragraph, to he open to acceptance or rejection by the 
Secretary of State at his discretion. 

3, The Secretaiy of State need scaicoly be reminded that the successful 
•launching of projects of this kind depends on the prospect of profitable returns^ 
but there is at present no instance of striking success in any Indian Railway 
constructed by private enterprise without a guarantee from the State. A low 
mileage capital cost is, therefore, an essential condition for an unguaranteed 
line, and the prospects of such profitable returns as will render Indian Railway 
enterprises of this character attractive to English investors become increasingly 
doubtful the further this condition is departed from. Beating this requirement 
steadily in view, the gentlemen whom 1 represent, having secured a promise of 
the funds needed for a metre-gauge railway from leading financial firms of 
London, having made every arrangement for the immediate prosecution of the 
works, and feeling encouraged by the explicit declaration made by Sir John 
Gorst in his letter to the Barrow Chamber of Commerce, copy of which ig 
attached, that Lord Cross was willing to offer all reasonable facilities for the 
free exercise of the agency of private enterprise,” awaited, with confidence, the 
final reply of the Secretary of State to their proposals. They are disappointed 
to find from that reply that the Government pf India demand, probably for 
military defensive purposes, considerable additions to the capital outlay contem- 
plated, yielding no commensurate profit, and that the Secretaiy of State has, 
consequently, felt himself bound to decline to permit them to organize a Com-^ 
panyto construct a railway involving no liability on the finances of India, 
meeting on a continuous gauge all possible commercial requirements, serving a 
densely populated aud fruitful agricultural country now deficient in railway 
facilities, attd likely to prove, with a limited capital and under experienced and 
edonomical management, a success which would do more to promote the invest- 
ment of English capital on unguaranteed railways in India than any argument. 

4. In the event, however, of a railway from Delhi to Kalka being construct- 
ed or worked hereafter through any other agency than that of the State, my 
principals, who are also the Directors of the Bombay Baroda and Central 
India Railway Company, and whose sole motive in offering to incur the person- 
al responsibilities attached to non-guaranteed enterpr ises has been to develop 
the revenue of that Company and of the allied undertaking, the Rajputana- 
Malwa Railway, desire me to express their earnest hope that the interests of 
which they are the guardians will be protected by stringent clauses in any 
contract or working agreement that may be entered into, against the diversion 
of trade from Bombay by rates favouring Calcutta or Karachi, or by any other 
means that would tend to deprive Bombay of its natural mileage advantage in 
the carriage of the goods produced for export in the district to he traversed by 
the new line. They believe that if a railway could be made from Phalera vid 
Rewari to Kurnal, it would help to keep the trade in its present direction, and 
if Government do not deem it advisable to make this line themselves, the gentle- 
men for whom I am acting may take up the matter at a l^ter date, if the Sec- 
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retary of State is prepared to accept the terms already proposed under the head, 
ing “New Clause 37,” in para^jraph 3 of my letter of the 22ud March last. 

6. This concession my principals think they are reasonably entitled to ex- 
pect as some return|for the endeavours they have made to promote the policy of 
carrying out railways in India by private enterprise, in accordance with the re- 
peated declarations in favour of such a policy made by successive Secretaries of 
State in Parliament, and they have only been prevented in this instance from 
bringing matters to a successful issue by what appear to be military and politic- 
al requirements, for all commercial ends are amply met by the proposals I 
have submitted on their behalf. These requirements my principals tried to meet, 
as far as lay in their power, by offering to make the earthworks and bridges of 
the proposed railway adaptable for carrying a broad-gauge road when needed 
by Grovernment. But no public Company, entirely dependent for its dividend 
on its commercial receipts, collected on a line not enjoying a monopoly but in 
active competition with other railways, has a right, with due regard for its 
shareholders, to undertake the full provision for such requirements without a 
corresponding pecuniary equivalent. 


Extract from “ SeramWs Railway (md, Commercial) JournaV* dated 11th June 

18S7. 

India jT Eailwat Extensions. 

Writing to the Barrow-iu-Purness Chamber of Commerce, Sir John E. 
Gorst says s— 

“ Viscount Cross desires me to repeat the assurance already given to the 
Association that he is fully sensible of the value of railways in India, and is de- 
sirous of seeing their extension speedily, but at the same time judiciously, car- 
ried on; but hitherto, as you are Aware, it has been almost invariably necessary 
to accompany their prosecution with a guarantee from the Government of inter- 
est on the capital employed. Railway opeiations in India have thus become in- 
separably connected with the financial arrangements of the Government, which, 
especially when taken with the low rate of exchange now prevailing, entail a 
serious demand upon the resources of the State, and might, if carrfed too far, 
call for fresh taxation, the great objections to which were clearly recognised in 
the Report of the Select Committee on Indian Railways of 1884, of which 
you were a member. The Committee stated their wish most emphatically to 
endorse a declaration of the Government of India that the proposed extension of 
railways should not involve additional taxation. Notwithstanding these diffi- 
culties, however, the Government of India have, both directly and through 
Companies, undertaken within the last five years several extensive railway works, 
which include frontier lines on the north-west, lines in Burmah, and lines in 
various parts of the country, which, besides serving important political and 
commercial purposes, will assist to mitigate the effects of famine, the aggregate 
cost being about 35,000,000^. While, however, the efforts of Government, 
either direct or through guaranteed Companies, are necessarily restricted by 
financial considerations and by the obligation to avoid any step which might 
lead to additional taxation, the field of private enterprise is unlimited, and I 
am desired to state that Viscount Cross is most willing to offer all reasonable 
facilities in his power on the part of the Government of India to the free exer- 
cise of such an agency, and will be happy to receive any suggestions from the 
Association of Chambers of Commerce of the United Kingdom in view to the 
application of the principle.” 
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ITo. lOOlP. W., dated 6th June 1888. 

Prom— SiE J. E. Gobst, Under-Secretary of State for India, 

To— -T. W. Wood, Esq. 

I am directed hy the Secretary of State for India in Council to acknowledge 
the receipt of your letter of the 11th ultimo, relative to the proposed railway 
from Delhi to Umballa and Kalka, and to acquaint you, in reply-, that negotia- 
tions are proceeding with promoters of a Company for making the line in ques- 
tion on the gauge considered by the Government of India to be most suitable 
for the objects in view. 

With legard to the hope expressed in paragraph 4 of your letter, that the 
interests of the Bombay, Baroda and Central India Railway and of the Eaj- 
putaua-Malwa Railway may be protected by stringent clauses in any contract 
or working agreement that may be entered into against the diversion of trafSc 
from Bombay, I am to inform you that, beyond the usual control exercised by 
Government in the case of other lines, to prevent undue preference to particular 
persons or interests, the Secretary of State is unable to pledge himself to im- 
pose conditions of the nature referred to. 

With reference to the suggested line from Phalera Rewari to Kurnal, 
Viscount Gross will be prepared to consult the Government of India on any 
proposals which the Directors of the Bombay, Batoda and Central India Rail- 
way Company may wish to make on the subject. 


No. 875, dated 6th July 1888, 

Prom— T. W. Wood, Esq., 

To — The Under-Secretary of State for India. 

The Board of Directors of this Company have had under their consideration 
that poifion of Sir John Gorst's letter, No. P. W. 1001, of the 6th June, to my 
address, which states that the Secretary of State is not inclined to insert in 
any contract or working agreement that may be entered into with the promoters 
of a Company to be formed to undertake the construction of a broad-gauge 
railway from Delhi to Kalka clauses specialfy designed to prevent the diversion 
of traffic from Bombay to Calcutta, more stringent than those he has already 
inserted in the contracts of other railways in India lately built by Companies 
with the assistance of Government. 

2. The Board have no doubt that the contract with any new Company will 
Inaian Midland Railway oootain » «lanse ooncerniDg undue preference or ad- 

vantage similar to those referred to in the margin. 
Such a clause would, it is believed, he sufficient to 
guard the interests the Board have at heart, if not 
rendered abortive by an arrangement regulating 
rates on the new line as if it /ovmed part of the system of one connected Com- 
pany, while the other connected lines were treated as foreign. 

3. For instance, the new railway, when built, might be worked by the East 
Indian Railway Company, which Company has no undue preference clause in its 
contract. On that line edible grains and seeds, the principal items of export 
traffic from the district to be traversed by the new line, are charged for short 
distances about three times as much per mile as when carried over a long lead ; 
and if the East Indian Railway Company are permitted to treat the new Hue as 
part of their system, while other railways are treated as foreign, the charge for 
those staples from, say, Kurnal to Delhi, would, in the case of through booking 


Contract, Clause 27. 

Bengal-Nagpur Railway Con- 
tract., Clause 31. 

Mysore Railway Contract, 
Clause 80. 
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to Calcutta, be about one-uintb of a pie per mauud per mile, "wbile, if booked to 
Pombay, it would be one-third, because at Delhi the traffic would p«ass on to a 
foreign line. That, the Board suggest, would be undue adirantage given to the 
Calcutta route to the sea . 

4. My Board, therefore, hope that in the arrangements sanctioned by the 
Secretary of State all the railways in connection with the new line may stand 
on an equal footing as regards through rates to ports of export. 

5. I may add that this Company has already an understanding wuth the 
North-Western State Eailway for regulating rates as respects competition be- 
tween Bombay and Kurracbee. 


Bated 25t]i July 1888. 

From— Sib J. E. Gobst, TTnder-Secretary of State for India, 

To-The Secretary, Bombay, Baroda and Central India Ry, Co. 

I am directed to acknowledge receipt of your letter No. 875, dated 6tb July 
1888, urging again tbe necessity for insertion in the arrangements to be entered 
into with tbe projected Delhi to Kalka Railway of clauses providing against 
the undue diversion of traffic from that line to Bombay. 

In reply to these further representations, which have I'eceived careful consi- 
deration from the Secretary of State in Council, 1 am desired to say that His 
Lordship sees no reason for making any provision of the nature desired by 
your Boaid other than those which have been already indicated by Sir J. Gorst's 
letter of the 6th June 1888 as intended to be inserted in any arrangement for 
construction of the line in question. 
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1.— Oudh. and Eohilkliand Railway —Poreliase by tbe Stats. 


No. 119 (Railway), dated 24t}i June 1887. 

From — Tlie Government of India, 

To“Tlie Secretary of State for India. 

THe first period of twenty years from the date of the contract of the Oudh 
and Eohilkhand Eailway Company (originally called the Indian Branch EaiE 
way Company) will expire on the 2ad August next, and if the notice required 
under clause 21 of the Company’s contract he given at any time between that 
date and the 1st January 1888, the State can acquire possession of the under- 
taking on the 1st July 1888. We desire therefore to lay our views on the 
subject before Your Lordship, as it is desirable that a decision shall be arrived 
at and communicated to the Company as soon after the 2Qd August next as 
practicable. 

2. We submit for Your Lordship’s information a Memorandum prepared by 
the Accountant General, Public Works Department, which enters in detail into 
the financial aspects of the question. 

From paragraphs 13 to 16 of this Memorandum it appears that the pi'chahle 
saving of interest on Capital stock caused by purchasing the line would be 
about £25,000 annually, whilst, as shown in paragraphs 17 to 21, owing to the 
rate of exchange fixed in the contract, the saving would bo much larger so soon 
as the net earnings of the line exceeded 5 per cent, on the Capital, Their pro- 
gress in this direction will be seen from the statement appended. 

As through communication will, by the completion of the bridge over the 
Ganges at Benares, be very shortly establi^ed over this line between Calcutta 
and the Punjab, and the large expenditure which has been incurred on this 
bridge will thus for the first time be productive, we do not think it unreasonable 
to anticipate that the line will before long earn more than 5 per cent., and, 
therefore, that the financial advantage of purchasing will not be limibed to the 
£25,000 annually, referred to in the preceding paragraph, 

8. We are therefore strongly of opinion that, whatever future arrangements 
may he made for its working, the undertaking should be purchased by the 
State. 

4. The method of purchase will have to he settled in England on a considera- 

See otir deepatcl No. 141, market at the time, 

Railway, dated stuseptemlDer but as in the case of the Sindh, Punjab and Delhi 

Eailway we are inclined to favour the raising of a 
loan at 3 or SJ per cent, and paying ofE the shareholders at the average price 
arrived at under the terms of the contract. 

6. The next question for consideration, in the event of the purchase being 
carried out, is that of the future management and working of the undertaking. 

It might, as in the case of the East Indian Eailway, be leased to the same 
Company under new contract, or to another Company, such as the Bengal and 
North-Western Eailway Company, or again, it might be worked under the 
control of the Local Government either as an Imperial State line, or as a Pro- 
vincial line, or, lastly, it might be worked as an Imperial State line under the 
control of our Director General of Railways. 
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6. In onr despatch noted in the margin we have disonssod a proposal made 

No 117 dated 24tli June Bombay, Baioda and Central India Company, 

1887; ' and another made by Messrs. Sanderson & Co., of 

No. 107 E., dated 3rd June Calcutta, for extending existing railways to Umballa 

or its neighbourhood, and in another despatch we 
have considered a proposal for making over to the East Indian Railway Com- 
pany that portion of the ITorth-Western Railway which extends from Ghaziabad 
to Saharanpur. 

We have expressed in those despatches onr disapproval of all the schemes 
discussed ; one main objection to all being that we considered it undesirable to 
allow any private Company to connect with the North-Western Railway in the 
neighbourhood of either Umballa or Saharanpur. 

7. The grounds of this objection were stated at considerable length in our 
despatch No- 107 R., and its enclosures, and it is not therefore necessary to 
recapitulate them here. 

8. Hitherto, owing to the absence of through communication with Calcutta 
vid the Oudh and Rohilkhand Railway, the considerations which have induenced 
our opinion in the cases above mentioned did not exist with regard to that Rail- 
way, but they will have equal force with regard to it as soon as this through 
communication shall have been established, which, as above observed, will bo 
very shortly. 

On this ground, therefore, we think it essential to place the management of 
the line in the bands of Government, and, for a time at least, we should prefer 
that it should he an Imperial State line worked under the orders of the Director 
General of Railways. 

Later on it might perhaps be transferred to the Local Government to bo 
worked either as a Provincial or as an Imperial State line under suitable con- 
ditions. 

9. We append copy of a letter which will show that our views have the con- 
currence of the Government of the North-Western Provinces and Oudh. 

10. Before concluding this despatch we think it desirable to invite attention 
to the many cases of mismanagement and obstructiveness on the part of the 
Company some of which have formed the subject of correspondence with Your 
Lordship and your predecessors in office, and which, in our opinion, afford 
strong grounds for taking the control of the undertaking out of the hands of 
the Company at the earliest possible date. 

11. We would refer especially to the following despatches : — 

No. 69 R., dated 12th May 1884, and No. 127 R., dated 8th August 
1884— On the subject of the slow progress on the Northern Exten- 
sion. 

No. 19 R., dated 3rd February 1886. — Commenting on the views held 
by the Chief Engineer of the Company on the necessity for esti^ 
mates. 

No. 163 R., dated 25th October 1886. — Remarking on the generally 
inefficient management as evidenced by the difficulty of securing 
adequate maintenance of the line, and prompt execution of new 
works. 

No. 190 R., dated 21st December 1886. — On the delay in the construc- 
tion of the Ajodhya Branch, 

No. 196 R., dated 28th ‘December 1886.— Regarding the increased 
cost of the Ganges Bridge, Benares. 
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No. 198 R., dated 28th December 1886.— On the subject o£ the refusal 
of the Company to reduce its lower class fares. 

No, 9 R., dated 18th January 1887. — On the non-submission of revised 
estimate for the Northern Extension. 

This last case called forth very serere comments from the Board of Directors 
as shown in the enclosures of Your Lordship’s Despatch No. 35 R., dated 24th 
March 1887. 

12, In addition to the above, we would note tbe continued resistance 
offered by the Agent in 1884 to the replacing of the admittedly inefScient clip 
joints by proper fish-plates, a resistance which was continued until we had re- 
course to the summary measure of limiting the speed on the line to 15 miles an 
hour pending compliance with our wishes. This case was not specially reported 
by us. 

Other cases of a similar nature might, no doubt, be cited, but we consider 
that the above, which, though in some instances originating with the local 
officers, reflect upon the Company who permitted ineJfficiency to continue for 
prolonged periods, are sufficient to justify the step we recommend of taking over 
the undertaking at the earliest possible date. 


Documents accompanying. 

1. Comparison of net receipts with guaranteed interest. 

2. Memorandum by Lieutenant-Colonel A. J. Filgate, R.E,, Accountant General, 

Public Works Department, on the purchase of the Oudh and Eohilkhand 
Railway hy the State. 

3. Letter from the Government of the North-Western Provinces and Oudh, 

No. 786W.R., dated 5th April 1887. 


Comparison of net Receipts with Guaranteed Interest. 


Half-year ending. 

Net 

Revenue. 

Interest 

charges. 










31st December 1886 





10,20,386 

19,09,692 

\ 

30th June ,, 





17,81,374 

18,98,625 


31st December 1885 





6,18,920 

18,48,340 


30th June , , 





11,76,441 

17.82,252 


31st December 1884 





7,16,815 

17,01,538 


30th June „ 





16,09,331 

16,46,636 


31st December 1883 





11,06,167 

15,67,995 


30th June ,, 





13,67,185 

14,80,000 

\ 

31st December 1882 





6,08,641 

14,80,000 

> 

80th June ,, 





11,40,391 

14,80,000 


31st December 1881 





8,30,066 

14,74,137 


30th June „ 





11,45,633 

14,40,000 


31st December 1880 





7,63,360 

14,19,945 


80th June „ 


• 



11,41,050 

14,00,000 


31st December 1879 


4 



3,84,736 

14,00,000 

J 

30th June „ 


« 



14,33,773 

14,00,000 

s 


Remarks. 


Net Revenue less 
than interest 
charges. 


Surplus R33,773. 


Memorandum hy Lieut.-Oolonel A. J. Eiloate, R.E., Accountant General, 
Public Works Department, on the purchase of the Oudh and Rohilkhand Rail- 
way by the State. 

Under the contract with the Oudh and Rohilkhand Railway Company (then 
called the Indian Branch Railway Company), dated 2nd August 1867, clause 21 
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at any time during the first six calendar months afior the expiration of the 
twentieth year, computed from the date of the contract, or at any lime during 
the first six calendar months after the expiration of any siiccoi‘dii\g tenth year, 
computed from the same date up to and inclusive of the nine hundred and 
ninetieth year, computed as aforesaid, it shall bo lawful for the Secretary of 
State to give notice to the Company in London and Lindcnow of his intention 
to purchase the railway, works, stock, See., and thereupon, at the half-yearly 
day next hut one following such notice, the railway, works, stock, &c., shall 
become the property of the State. Under the above conditions, as the first 
twenty years of the contract will expire on the 1st August 1887, if the Secre- 
tary of State gives the necessary notice that he intends to purchase the railway 
any time before the 31st December 1887, ho can assume possession of the rail- 
way on the 1st July 1888. If notice is given between the 31st Deccinbor 1887 
and the 2nd February 1888, possession can bo taken on the 1st January 188D. 

In this note I will assume that notice is given he Coro the 31st December 
1887. 


In the event of the Secretary of State now purchasing the railway, ho will 
have to pay on the 1st July 1888 a sum equal to the. amount of tho value of all 
the share and capital stock of tho Company, calculated according to tho moan 
market value in London of such stores or stock during tho t/n'ec years immO’- 
diately preceding the ex;piration of ike year during six months after the ex- 
piration of which such notice to purchase shall have been given, Tho Secretary 
of State shall also, in the event of his purchasing tho railway, bo bound to indem- 
nify the Company against all such debts and liabilities as may have been incuiTod 
by or with the sanction of the Secretary of State as shall be then subsisting. 

So far as the purchase is conoornod, this moans that the Secretary of State 
is to purchase outright tho Share and Capital Stock of tho Company, and is to 
assume the direct responsibility for all issues of Debentures and Dohonliire Stock 
issued by the Company in accordance with the terms that such Debentures and 
Debenture Stock may have been issued. 

The words in italics above defining the manner in which the purchase price 
of the Shares aud Capital Stock is to be determined, apparently mean that, if 
notice of intention to purchase the Railway is given between the 2nd of August 
and 31st December 1887, the purchase price of the Share and Capital Stock is 
to be based on the mean market value of the same during tho three years from 
the 2nd August 1884 to the 1st August 1887. 

Under clause 24 of the contract, the Secretary of State has tho option, instead 
of paying the gross sum arrived at as above described, to transfer to the Com- 
pany, on tho day on which such gioss sum is payable, such an amount of £5 
per cent. G-overnment of India Stock redeemable at par, as shall, taking such 
stock at par, amount to the sum which the Secretary of Stute would have had 
to pay if he had chosen to make the payment in cash. 

As it is not likely that Government will avail itself of this option of paying 
for the line hy the issue of £6 per cent, stock, while it can raise money at £3 J 
per cent., this alternative need not be considered. 

The paid-up capital of the Company on the 30th June 1886 was as fol- 
lows 


5 per cent. Capital Stock 
4 per cent. Debenture Stock , 
4 per cent. Debenture Bonds . 
per oent. Debenture Bonds 


. 4,000,000 
. 384,700 

. 1,960,300 
, 2,455,000 


Tota-L 


. 8,800,000 



EAILWAY ADMINISTRATION. 


673 


Tbe estimated capital outlay on this railway up to the end of 1887-88 
amounts to £9,375,000, so the Company will have to raise a further sum of 
about £575,000 to meet the outlay it is likely to incur. 

The Debenture bonds now existing fall due as under : — 


4 per cent. Debentures. 
£ £ 


4th June 1887 

615,300 

1st October 1887 . 

200,000 

1st lyCay 1888 

300,000 

16th May 1888 . 

345,000 

1st June 1S88 

500,000 


^ per cent. ' 


£ 

24tli January 1887 

500,000 

16th May 1887 

155,000 

16th August 1887 

529,000 

1st August 1888 . 

740,000 

1st December 1890 

. . . . . . 500,000 

10th August 1891 

31,000 


1,960,300 


£ 


2,455,000 


The Secretary of State’s estimates for the years 1886-87 and 1887-88 provide 
for the renewal of all the Debentures falling due up to the end of 1887-88, and 
for the raising of a further sum of £500,000 on capital account, doubtless by 
the issue of Debentures. 

The Debenture Stock was issued in the year 1873 and is redeemable at par, 
after the expiration of 25 years from date of issue, on six months* notice being 
given in the London G azette. 

The amount that has immediately to he dealt with in purchasing the Rail- 
way is the £4,000,000 of Capital stock. It is not possible to say at present 
what the purchase price of the stock will be, nor indeed do I know how the 
mean market value is really determined, I put up a statement showing the 
weekly quotations of the stock in the London market from 1st July 1884 to 
date. I think it may roughly be assumed from this statement that the pur- 
chase price will be about £126 per £100 stock. This would make the purchase 
price of the Capital stock £5,040,000. 

The present price of Government of India 3J per cent, sterling stock in the 
London market is 102|. It is very pxmbahle that the majority of the holders 
of the Oudh and Rohilkhand Railway Capital stock would accept payment for 
their stock in Government of India 3i per cent, sterling stock, the amount of stock 
made over in payment being based on the current market price of such stock. 

Ror the purposes of investigating the probable financial effect of purchasing 
the Railway, it may he assumed that the Capital stock can be purchased for 
£5,000,000.» 

The interest on £5,000,000 3 J per cent, stock would amount to £175,000 per 
annum. The guaranteed interest now paid on the £4,000,000 Capital stock of 
the Company, at 5 per cent., amounts to £200,000 per annum. Thus the imme- 
diate result of purchasing the Railway on these conditions would be an annual 
saving of £25,000. 

A further result, however, to be considered in connection with the purchase, 
is the liability that will probably arise at an early date of the Company earning 

* If the line is purchased by the issue of 3| per cent, stock, at 102i, the amount 
of di per cent, stock needed would be about £4,900,000, 
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surplus profits in excess of the guaranteed interest, i£ the present contract is 
allowed to remain in force. 

Under the preseni contract, partly owing to the early opening of the bridge 
over the Ganges at Benares, the recent completion of the Northern Extension, 
and to the development of traffic that may be expected to follow the increased 
facilities afforded, and partly owing to the transactions of this Company being 
brought to account at the exchange of R1 == 2 shillings, the lino may fairly be 
expected at an early date to yield a return to the shareholders in excess o£ the 
guaranteed interest. 

The unfavourable effect of the 2 shillings rate of exchange on the finances 
of the State is so sel£-evident as to need no explanation ; but in considering the 
argument in favour of purchasing the railway it appears desirable to place the 
facts on record. 

The interest on the total probable expenditure of the railway on Capital 
account at the end of 1887-88 will amount to about £400,000 ; to place this 
amount down in London, at 1^. per rupee, the rate of exchange adopted in 
the estimates of this year, will cost the State nearly 65 lakhs of rupees, 

For the purposes, however, of declaring surplus profits, the £400,000 paid 
for guaranteed interest is, under the existing contract, taken as 40 lakhs of 
rupees. As soon as the net earnings of the Railway exceed the guaranteed in- 
terest, one-half of the surplus is paid to the Company. Thus, if under these 
circumstances the net earnings amount to 41 lakhs, the Company would get 
£400,000 interest and | lakh of rupees of surplus profits ; while the State would 
have to pay away 14| lakhs more than it received from the Railway. Similarly, 
if the Company earned 56 lakhs, or just sufficient to pay the cost of placing the 
guaranteed interest in London, the Company would receive 7 | lakhs on account 
of surplus profits, and the State would have [to disburse 7i lakhs in excess of 
the revenue derived from the Railway. In short, the use of the 2 shillings rate 
of exchange will, if the present contract is continued, render necessary large 
payments to the Company on account of surplus profits which will in reality 
not have been earned. 

The result of purchasing the Railway may be approximately stated as 
under 

(i) an immediate saving of at least £25,000 per annum in charges for 

interest ; 

(ii) a prospective saving in the liability to pay surplus profits at no dis- 

tant date ; this may amount to 7i lakhs of rupees per annum and 
possibly to a larger sum. 

With regard to the question of working the Railway after it has been pur- 
chased by the State, while the handiug over of the Railway to the Government, 
North-Western Provinces and Oadb, to be worked as a Provincial Railway at a 
future date may be looked upon as a probable contingency, I do not think that 
any such transfer should ha carried out for some time. 

There ate many matters in connection with the Oudh and RoHlkhand Rail- 
way which could doubtless be improved by better and stronger management. 

The questions relating to through rates and other matters which have led to 
frequent disputes between the managements of the Oudh and Rohilkhand Rail- 
way and the East Indian Railway, respectively, require to be placed on a satis- 
factory footing, and this cannot be effected unless this by no means light task 
be entrusted to some authority possessing a thorough knowledge of railway 
working. 
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After the Oudh and Rohilkhand RaUway has been purchased, it should, in 
my opinion, be worked, so far as foreign traffic is concerned, more for the gen- 
eral benefit of the country at large and the State revenue of Railways as a 
whole, than with reference to the return which this traffic may bring to the 
Home Railway. Rates and fares for foreign traffic should be determined on a 
broad basis, and so far as this can be arranged, each railway concerned of the 
same gauge should get its mileage share of through rates. 

All attempts to establish undue competition between Railways which have 
in reality, the same owner, should be prohibited, as any such competition can 
only result in loss of revenue to the State. There is little doubt that undue 
competition in the way of rates is now being carried out between the Oudh and 
Rohilkhand and Bast Indian Railways ; and but a short time ago, when the 
North-Western Provinces Government were the owners of the Cawnpore- 
Achnera Railway, a somewhat vigorous war of rates was carried on between 
the East Indian Railway and the Cawnpore-Achnera Railway, which led to a 
direct diminution of the State revenue. The North-Western Provinces Govern- 
ment, finding it could not come to terms with the East Indian Railway, com- 
menced negotiations with the Bombay, Baroda and Central India Railway Com- 
pany, which ultimately led to the working of the Cawnpore-Achnera Railway 
being made over to that Company. 

In discussing the proposed agreement with the Bombay, Baroda and Central 
India Railway Company with Major Gracey, who was then the chief railway 
officer of the North-Western Provinces Government, he allowed that the Gov- 
ernment had resorted to the Company simply because they could not work the 
line satisfactorily. If the Government, North-Western Provinces and Oudh, 
so recently failed iu working a short line like the Cawnpore-Achnera Railway 
in a satisfactory manner, I fear there is not much probability of that Govern- 
ment successfully managing the much larger aud more complicated undertaking 
comprised in the Oudh and Rohilkhand Railway system. Under any circum- 
stances it does not appear advisable to make this Railway over to the Provin- 
cial Government until all the arrangements in connection with the Railway 
have been thoroughly established on a satisfactory footing. 

I notice that the Government of the North-Western Provinces has some 
idea of making over the Oudh and Rohilkhand Railway to some other Com- 
pany at no distant date. I do not think that any such proposal should be 
entertained, as the establishm ent of a new Company in the place of one about 
to be disestablished is likely to lead to the perpetuation of the state of affiairs 
which now exists, and which I believe it is now considered desirable to termin- 
ate. Moreover, the establishment of a new Company would probably sweep 
away the greater portion of the benefit which the finances of the State are 
likely to derive from the purchase of the Railway. Government has virtually 
control over the rates and fares on the Rajputana-Malwa Railway and East 
Indian Railway, and on the Oudh and Rohilkhand Railway being purchased 
by the State, it will have similar power over the rates and fares of that line. 

It is a matter for consideration whether the Government of India should 
not take a more active part in exercising its authority over rates and fares than 
it does at present. While it is desirable on the one hand to prevent any undue 
enhancement of charges which are likely to interfere with the development of 
traffic, it is on the other hand essential that special provisions should be adopted 
to ensure that the State finances are not damaged by undue competition. 

If it is decided that the Oudh and Rohilkhand Railway is to be ultimately 
made over to the Government of the North-Western Provinces, in doing this it 
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should be distinctly provided that the Government of India should exercise the 
same control over the rates and fares of the Hail way as it has now the power to 
exercise over the rates and fares in force on the Rajputana-Malwa Railway and 
on the Indian Midland Railway under the contract relating thereto, and further 
that no competition rates should be introduced until duly sauctioned by tlie 
Supreme Government. 

Weehly Quoiaiions of Oudk and RoMlhJiand ^Railway shares from 1st July 

1884 , 


(gUAEAKTEED 6 PER CENT.) 


Date. 



Closing 

price. 

Date. 

Closing 

price. 

27th June 

1884 



126—128 

26th June 

1885 



120—124 

4th July 

a 



99 

3rd July 

33 



99 

nth „ 





10th „ 





18th „ 





17th „ 




118—122 

25th „ 




127—129 

24th „ 




120—124 

1st August 

ft 



99 

31st „ 

99 



121—123 

8th „ 





7th August 




120—122 

15th „ 




39 

14th „ 




93\ 

22ud „ 

)) 



128—130 

21st „ 





29th „ 




28th „ 





6th September 

tf 




4th September 




121—123 

12th „ 

93 



129-131 

11th „ 





19th „ 





IStli „ 





26th 

»3 



93 

25th „ 





8rd October 

93 



39 

2nd October 





loth „ 

}> 




9tli „ 




122—124 

17th „ 

93 



127—129 

16th „ 





24th „ 




127—130 

23rd „ 




>9 

aiBt „ 

3f 



30th 





7th November 




126—128 

6th November 




123—125 

14th 

33 



125—128 

13th „ 




125—127 

2l8t „ 

33 



127—129 

20th 




126—128 

28th , , 




128—130 

27th 





5th December 

93 




4th December 




128—130 

12th 

>3 



^9 

nth 





19th 





18th ,, 





24th 

1& 



9> 

24th 





2nd January 



125—127 

31st 




126—128 

9th „ 

»> 



123—125 

8th January 

1886 




16th „ 

93 



121—123 

loth 





23rd „ 




122—124 

22nd „ 




** 

30th „ 

99 


9 

123-125 

29th „ 




II 

6th February 

t3 

• 


122—124 

5th February 

93 




13th „ 

99 

f 

• 

121—123 

12th „ 

99 




20th „ 

t3 

• 



19th 





27th „ 

39 

• 


120—122 

26th „ 




125—127 

6th March 

93 



118—121 

5th March 




127—129 

13th 

33 

i 


115—120 

12th „ 





20th „ 

39 



99 

19th „ 

33 



129^”l31 

27th „ 

t9 



33 

26th „ 




128—130 

2nd April 

39 

• 


118—122 

2nd April 





10th „ 

99 



115—120 

9th „ 




99 

17th „ 

93 



9> 

16th „ 

99 



99 

24th „ 

93 



114—118 

22nd 




127—129 

30th „ 

99 



112—116 

30th „ 





8th May 

39 

• 


115—120 

7th May 

1* 




15th 

99 



118—122 

14th „ 





22nd t. 

99 



39 

21st „ 




126^128 

29 th , , 

99 


• 


28th „ 





5th Juno 

99 

f 


122^126 

4th June 




99 

12th „ 

99 


f 

123—127 

nth „ 




127—129 

19th ,, 

99 


• 

122—126 

18th „ 

39 



99 
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WeeJcly Quotations of Oudh and ItohilJcJiand JRailway shares from 1st July 

1884 — continued 


Date. 

Closing 

price. 

Date. 

Closing 

price. 

25th June 

1886 



127-129 

6th November 

1886 



126—128 

2iid July 




126—128 

12th „ 

19 




9 th „ 





19th „ 




127—129 

16th „ 

9» 




26th 




128—130 

23rd „ 

9i 




3rd December 





30th „ 

>9 




10th „ 





‘ 6th August 

9i 



33 

17t]i „ 

93 



129—131 

13th „ 

99 



39 

23rd „ 




^39 

20th „ 




39 

31st ,, 




127—128 

27th „ 

39 



33 

7th January 

1887 



126^1274 

3rd September 

99 



33 

14tli 




10th „ 

93 



39 

21st 

93 



39 

17th 

93 



39 

28th 

39 



126—128 

24th ,, 

33 



39 

4th February 

33 



125—127 

1st October 

93 




nth „ 

93 




Sth „ 

39 



39 

18th 





15th 

33 



99 

26th 





22nd ,, 

3> 



99 

4th March 





29 th ,. 

33 



39 

nth „ 






No. 786 W.E., dated 5th. April 1887. 

From.— The Secretary to the Government of the N.-W. Provinces and Oudh, 
Public Works Department, 

To — The Secretary to the Government of India, Public Works Department. 

With reference to the statement made in the 2nd para^iaph of this office 
letter No. 717 W.R., dated 2 let March 1887, I am now directed to submit a 
reply to Government of India, Public Works Department, letter No 670 R 0., 
dated 22nd June 1885, in respect to the future working of the Oudh and Ro- 
hilkhand Railway. 

2. In the letter under reply, it was stated that, as far as it was possible for 
the Government of India to express an opinion so long beforehand, it seemed 
desirable that advantage should be taken of the expiration of the contract with 
the Oudh and Rohilkhand Railway Company in August 1887 to purchase the 
Company’s system, to place it under the control of the Lieutenant-Governor 
and work it possibly under a united management with the Oawnpore-Achnera 
and Lucknow-Sitapur lines. 

3. In this oflBce letter above quoted, His Honour the Lieutenant-Governor 
has already recorded his opinion in favour of neutralizing this line, pointing out 
that it is essentially a North-Western Provinces Railway, a main arterial line 
traversing these Provinces from one end to the other, serving materially the 
trade, both local and export, and offering a through route from south-east to 
north-west, 639 miles in length, shorter and cheaper thati the route (577 miles) 
from Benares by the East Indian Railway and North-Western Railway to Saha* 
ranpur. This line, with the completion of its Northern Extension, has secured a 
northern outlet free from the control of the Eas Indian Railway, and it has 
been shown that it is the policy of this Government to keep the commerce of 
the large and productive tract traversed by this railway system free to develops 
and seek its outlets in any direction, unfettered by mduopoUes or restriction of 
the competing lines which rest on the sea and either touch this tract of country 
or push their terminal branches into our area. It is from this point of view 
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mainly tliat the questiou of the future administration of the Oudh and RohiU 
khand line is regarded by this Government, and the recommendations now sub- 
mitted are for the most part based upon the policy that has been above ex- 
plained. 

4. It seems important therefore to keep this railway for the present inde- 
pendent and unconnected with any of the existinsr Comjjanies whose lines con- 
nect these inland districts with the seaboard. And this can he best effected by 
entrusting its management to the State, as has been done in the case of the 
North-Western Railway system, at any rate for a certain period after the lapse 
of the present Company’s contract. There are various impi'ovenu'uts and re- 
adjustments that can he made in the working arrangements, while the oppor- 
tunity is useful for revising the administration, for ascertaining what are the 
real needs and capabilities of the line, and for deiermining its futni'o extensions 
and its relations with adjoining systems. It would always be within the power 
of the Government to negotiate a fresh contract, and indeed this is a contingen- 
cy which in the Lieutenant-Governor’s opinion should bo borne in mind as 
the probable and proximate settlement of final arrangements for tho railway 
working, 

5. With this object His Honour tke Lieutenant-Governor recommends 
that — 

(a) Notice he given of the intention of Government to purchase the Oudh 
and Rohilkhand Railway, after the expiration of the contract with 
the Company in August 1887. 

(J) Notice be given to the Company that Government proposes to take 
the railway under its own direct management, so that the services 
of the present agency and establishments will not be required, ex-» 
cept perhaps in the cases of a few specially selected officers. 

(c) The system be constituted (at any rate for a time) a Government State 
Railway under Provincial management, with head-quarters at Luck- 
now. 

6. This policy is recommended independently of what may be determined in 
regard to the metre-gauge system lying north of the Oudh and Rohilkhand 
Railway ; and it is not proposed to complicate the present question, which is to 
some degree urgent, by importing into the discussion the subject of the future 
position of the metre-gauge lines that traverse the Northern Districts from 
Bareilly eastward to Gorakhpur. If the Sitapur-Pilibhit line remains a Provin- 
cial Railway, it may be expedient to work it as a feeder loop, controlled by the 
same contract agency at Lucknow. And if a northern system of light lines con- 
tinuous from Katgodam by Pilibhit and Sitapur linked on to the Bengal and 
North-Western and even to the Tirhoot system should hereafter be established, 
this eventually need not materially affect our consideration of the present issue. 
To the suggestion in your letter of the 22nd June 1885 for uniting the manage- 
ment of the Oudh and Rohilkhand line with the Cawnpore-Achnera system, it 
seems now unnecessary to refer. Nor does the Lieutentant-Governor anticipate 
any risk of ruinous competition if tho metre line and the broad-gauge line fall 
under separate charges and interests. 

7. Although the Government cannot enter into possession before the 1st 
July 1888, yet the first term of the contract expires in August 1887, so that 
it is necessary to decide very soon whether the line shall be purchased by the 
Government, and the case is therefore submitted for orders. The arrangements 
for the future administration of the line may be considered at leisure when the 
main question has been settled. 
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No. 61 (RaUway), dated Mh June 1887. 

from — ^The Secretary of State for India, 

To— The Gtoverninent of India. 

Your Excellency is doubtless aware that the first term of the Oudh and 
Rohilkhand Railway Company’s lease will expire on the 2nd August next, 
between which date and the 2nd February 1888 it is optional with the Secretary 
of State to give notice to the Company of his intention to purchase the line 
under the terms of the contract. 

2. It will manifestly be desirable, on financial grounds alone, to exercise 
this option, but having regard to the financial operations now in contemplation, 
the precise manner in which the power shall be exercised must be determined 
hereafter. 

3. The important question as to the arrangements to be made with regard to 
the future administration of the railway remains for consideration ; and before 
coming to any determination on the subject, I shall be glad to be furnished 
with the views of your Government and with any recommendations which you 
may desire to make, both as regards the agency by which the railway should he 
managed, and its continuance, or otherwise, as a separate system, with any 
additions which it may hereafter be deemed expedient to make to it. 

4. I forward herewith copy of a letter’^ from the Directors of the existing 

^ „ Company, offering, on the termination of their con- 

* Dated 9fch May 1887. x x r i • xi, 

tract, to enter into a new agreement lor working the 

railway on such terms as may be deemed advisable. 

5. It is unnecessary for me to point out that, in this matter, time is valuable. 
I therefore request that you will communicate your views to me without 
unnecessary delay. 

No. 65 G., dated 9th May 1887. 

From— Major-General C. 0. Johnston, Managing Director, Oudh and 
Rohilkhand Railway Company, Limited, 

To— The Under-Secretary of State for India. 

As the Oudh and Rohilkhand Railway Company's contract with the Secre- 
tary of State for India will be terminable on the 2nd August next (that date 
completing the first period of twenty years), it is probable that the arrange- 
ments to be made for the future working of the system of lines constructed 
will shortly come under consideration, and I have the honour, therefore, by 
desire of the Board, to offer a few remarks on the position of the Compdny, to 
which the favourable attention of the Secretary of State is solicited. 

2. Under the contract of the 2nd August 1867, the Company were to con- 
struct a main line from Buxar, on the East Indian Railway, to Moradabad, or 
such other point in Rohilkhand as might be determined upon, with branches 
to Benares, Cawnpore, Byramghai, Fyzabad, and to the foot of the hills near 
Nynee Tal, in all about 672 miles. 

It was seen by the Board, from the first that their system would be very 
incomplete if its main line were to terminate at Moradabad, and they pressed 
for an extension of it to form a junction with the then Sindh, Punjab and Delhi 
Railway, now the North-Western Railway. 

3. Eventually, under the contract, dated 6th December 1883, it was arranged 
that the Company’s main line should extend from Mogul Serai, on the East 
Indian Railway, to Saharanpur, on the North-Western Railway (in lieu of a 

23 
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main line from Buxar to Moradabad), with a branch to Hurdwar in addition 
to the branches as under the contract of 2nd August 1867. 

4. Kegardin^ the Northern Extension of the Company's main line from 
Moradabad to Saharanpur to join the North-Western Bail way, the Board, in 
a letter to the Secretary of State, dated 9th October 1872, observed that, unless 
the Grovernment intended to construct the line, they trusted that this Company 
would be considered as having the first claim to it, and as far back as June 
1873, nearly fourteen years ago, they expressed their readiness to undertake 
it as an integral part of their system, with the understanding that the money 
required for its construction was to be considered and treated as a portion of 
the original capital of the Company, 

In August 1881 authority was given to the Company to undertake the con- 
struction of the line on account of the Government of India, but after a 
lengthened correspondence, the Secretary of State, in a letter dated 6th June 
1883, with reference to one from the Board of the 20bh December 1882, suggest- 
ed for consideration whether the readiest and most expedient course would not 
be to treat the line as an integal part of the Company's undertaking in the 
same manner as the Benares Bridge, the difference in this suggestion to that 
made by the Board in 1873 being that the money required for the completion 
of the work, instead of being treated as a portion of the original capital of the 
Company, was to be raised by means of debentures. The Secretary of State's 
letter concluded by observing that the question as to what arrangments should 
be made for the future working of the whole undertaking was to be reserved 
for consideration when the first period of the Company's contract expired. 

6, The Board accepted this suggestion, but desired to attach to that accept- 
ance an understanding that when the first period of the contract expired, any 
arrangement to be made should provide for the future working of the under- 
taking by the present Company. In reply, they were informed that, while Lord 
Kimberley was willing that the Company should complete the line as a part of 
their system, he regretted that it was not in his power to give any pledge as 
to the working of it after the expiry of the first period of the Company's con- 
tract. 

6. At this time so much progress had been made in the construction of the 
works that the Board, under all the circumstances, felt that it only remained for 
them to accept the arrangement proposed for completing the extension lino and 
junction with'the Sindh, Punjab and Delhi system, without any conditions as to 
the future, and unconditional acceptance was communicated to the Secretary of 
Statein their letter of the 20th July 1883. Lord Kimberley's satisfaction at 
the conclusion of the arrangement w^s expressed in a letter of the Slsfc idem, 
and that of the Government of India was communicated to the Board in a letter 
of the 26th October 1883, A supplemental contract was accordingly entered 
into, dated the 6tb December 1883, 

7. The line from Moradabad to Saharanpur, with the exception of the 
permanent bridge across the Ganges at Balawalla (a temporary bridge has been 
constructed at that point, but the permanent bridge is now approaching comple* 
tion), and the H irdwar branch (with the exception of 3 J miles, which were 
opened on the 20th August last) were completed throughout by the end of 
1885, and through communication was established between Benares and Saha-^ 
ranpur on the 1st January 1886. 

8. When the Benares Bridge works and junction with the East Indian 
Eailway at Mogul Serai are completed, and opened for traffic, which it is confi- 
dently expected may be done before the close of this year, the Company will 
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have no unpi’oductive capital ; and, judging from the steadily increasing traffic, 
it may be assumed with confidence that the completed system as a whole will 
soon pay more than the present guaranteed interest of 5 per cent. 

9. By the original contract the Oudh and Rohilkhand system was restricted 
as a through line, and isolated by having no Northern Junction. It was 
limited to serving the North-West Provinces in connection with the East 
Indian Railway, which it was to enter at Buxar, and it was only by subsequent 
arrangements that junctions were made with the East Indian Railway at 
Cawnpore and Allyghur. 

10. The bridge across the Ganges on the Allyghur branch was opened for 
traffia on the 6th June 1874, and that at Cawnpore on the 16th July 1875, 
with the result that a considerable portion of the traffic towards Howrab was 
diverted from the Company’s main line at Chandausi and at Lucknow, instead 
of being carried on to Benares, where there was no junction witb the East 
Indian Railway, making this lower end of the incomplete system very unpro- 
ductive and reducing generally the length of lead on the main line. 

11. The bridging of the Ganges at Benares was not included in the Com- 
pany’s contract, but was provided for under the supplemental contract of the 
5th December 1883. 

12. The Cawnpore branch, as far as the Ganges, was constructed by the 
Indian Branch Railway Company, which was the designation of this Company 
before the contract for the construction of the Oudh and Rohilkhand lines 
under guarantee was entered into, and the Allyghur branch was added at the 
instance of the Government under a supplemental contract, dated the 8th 
April 1869. 

13. This recapitulation will serve to show that during the twenty years 
at the end of which the Government can exercise the first option of pur- 
chase under the contract of 1867» the original incomplete scheme has been 
developed into a perfect system, with four bridges across the Ganges, and without 
a link wanting to make it complete ; and that the final additions incorporat- 
ing it with the great railway systems which run to the north and west and east 
of it have only been conceded when this period was drawing to a close, so that the 
works will be completed as a whole just as the first term of the contract expires. 
Under these circumstances it is hoped that the Government will not now enter 
into possession of a system very different to that originally contracted for, 
without giving a favourable consideration to the Company’s position in view to 
its continuance for a further period often years, as provided for iu the contract, 
or, if this is not considered expedient, the Board hope that the Government will 
make use of this Company’s agency in working the system which they have con- 
structed in accordance with arrangements made from time to time with the 
Government, a new agreement being entered into similar to that made with the 
East Indian Railway Company, or on such other terms as may be deemed 
desirable. 


No. 140 (Railway), dated 15th July 1887. 

From — The Government of India, 

To — The Secretary of State for India. 

Your Lordship’s Railway Despatch No. 61, dated 9th June 1887, asking for 
our views on the subject of the future administration of the Oudh and Rohil- 
khand Railway on the expiry of the first term of the Company’s lease, has been 
in great measure anticipated by our Railway Despatch No. 119, dated 24th 

2 32 
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idem, which gave our general views, and those of the Government of the North- 
Western Provinces and Oudh, on the entire question. 

But the letter from the Board of Directors of the Company which was 
enclosed in your despatch under reply appears to call for a few further remarks 
from us. 

2. The main facts in connection with the arrangements for the construction 
of the Northern Extension are correctly stated in the Board’s letter, and from 
their paragraph 5 it is clear that under these arrangements the Govovninent is 
in no way pledged to leave the working of the Bail way in their hands after the 
expiry of the first term of the contract. 

3. As to the arguments advanced in the last paragraph, we would merely 
observe that the Company has steadily received their guaranteed interest at the 
rate of 5 per cent, on the share capital, and that, should the lino he purchased, 
the premium paid will be about 25 per cent., so that we consider the Company 
will have no just grounds of complaint, whatever course be now decided on. 

4. The Government has paid to the Company up to the end of 1806, on ac- 
count of guaranteed interest, a sum of £4,710,14$, and has therefore been the 
principal sufferer by the delay which has occurred in the comx)lction of the Com- 
pany’s system. 

5. We did not in our late despatch allude specifically to the alternative of 
making over the line or its working to the East Indian Railway Company, 
although in paragraphs 5 to 7 we gave our reasons for objecting to the Oudh 
and Rohilkhand Railway being made over to any Company ; and we therefore 
add a few remarks with reference to this Company in particular, their Board 
being, we have reason to suppose, anxious to take it over. 

6. In the letter from the Government of the North-Western Provincos at^d 
Oudh, which was forwarded with our Despatch No. 119 Railway, an objection 
was raised to allowing any of the competing lines for traffic to the seaboard, 
entering the area traversed by the Oudh and Rohilkhand Railway, and this ob- 
jection would naturally apply to a transfer of the line to the East Indian Rail- 
way Company for working. 

7. Again, the result of any such transfer would be to make Saharan pur a 
terminus of the East Indian Railway, and to give it a shorter route from that 
place to Calcutta than it would have if the proposal discussed in our Railway 
Despatch No. 107, dated 3rd June 1887, were agreed to. 

8. In enclosure No. 1 of that despatch strong arguments wore advanced 
against allowing the East Indian Railway to extend so far west. 

9. It was shown that the distance from Saharanpur to Howrah vid, tlio East 
Paragraph VIII. Indian Railway was 1,058 miles, and vi^ the Oudh 

and Rohilkhand Railway 1,014 miles, as against 1,000 
miles to Bombay Delhi, and that this station being thus practically the 
traffic shed it was desirable not to allow the approaches to it to fall into the 
hands of any of the competing Companies to rival ports. 

10. It was further argued that if the East Indian Railway could obtain a 

Paragraph XII (i) (2). footing at Saharanpur, it would take advantage of 

its cheap coal to advance further into the Punjab, 
offering low rates so as to draw the Punjab traffic from Karachi, and thus force 
the North-Western Railway and the Bombay, Baroda and Central India Coin- 
pany, in both of which Government is interested, to unnecessarily lower theirs ; 
the loss of revenue caused by this undue competition falling eventually on 
Government. 
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11. Botli these arguments are equally applicable against the transfer of the 
Oudh and Rohilkhand Railway to the East Indian Railway Company. 

12. Finally, we agree with the Board of Directors in thinking it probable 
that the Oudh and Rohilkhand Railway, which is now approaching completion, 
will shortly give a good return on the Capital expenditure, and we see no reason 
why a large portion of the anticipated profits should go to the shareholders of 
the East Indian Railway, instead of exclusively to the State, which has for so 
many years borne the heavy loss on the guarantee. 


No. 74 (Railway), dated 14th July 1887. 
From — ^The Secretary of State for India, 
To— The Government of India. 


With reference to my Railway Despatch No. 61, dated 9th June 1887, in 
respect to the arrangements to he made in consequence of the expiry of the 
first term of the Oudh and Rohilkhand Railway Company’s lease on the 2ud 
• Dated I6tli June 1887 August next, I transmit herewith for consideration 
copy of a communication* which has been addressed 
to this office by the Board of the Bengal and North-Western Railway Com- 
pany, suggesting the Oudh and Rohilkhand Railway system being entrusted to 
them on terms which will he found set forth in their letter. 


Dated 15th June 1887. 

From— E. L. Marutat, Esq., Secretary, Bengal and North-Western 
Railway Company, 

Xo— The TJnder-Secretary of State for India. 

It having been brought to the notice of the Board of Directors that the 
contract of the Secretary of State with the Oudh and Rohilkhand Railway 
Company is likely to be terminated next year, I am directed to enquire whether 
under these circumstances, the Secretary of State would be willing to enter 
into negotiations with this Company for the purpose of taking over and working 
that Railway, as if so, I am to submit that the following terms might com- 
mend themselves to the Secretary of Stafce, or at all events form a suitable basis 
for further negotiations : — 

{a) The Bengal and North-Western Railway Company to raise the amount 
required to pay off the shareholders of the Oudh and Rohilkhand 
Railway Company under the terms of the contract, say £5,200,000, 
by issuing debenture capital to the extent under guarantee from the 
Secretary of State (or if this be not considered acceptable, part of 
the amount might he raised as preferred share capital at a fixed rate 
of interest, the interest being paid by the Secretary of State until 
earned by the Oudh and Rohilkhand Railway). 

(J) The Company to renew the outstanding debentures of the Oudh and 
Rohilkhand Railway Company, say £4,800 000, as they fall in, 
under the Secretary of State’s guarantee, at the current rate of the 
day, and to raise any further capital needed in the same way. 

(c) The line to he worked by the Company, and the net earnings to be 
applied half-yearly as follows : — 

In payment to the Company of 6 per cent, of the net earnings 
as a return for their services in working. 
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2nd . — la repayment to the Secretary of State of the interest on the 
debenture debt for the half-year. 

Brd . — In repayment to the Secretary of State of the interest paid by 
him for the half-year (if any) on the preference share 
capital. 

ah . — Any surplus (when earned) to bo divided half-yearly as 
follows 

Half to the Company. 

Half to the Secretary of State. 

All conversion of rupees to sterling and vice to ho elfected at the 
Secretary of State’s average rate of drawing for the half-yeai*. 

(e) The general terms of the contract to be similar, subject to the foregoing 
conditions, to those by which the Rajputana Railway is worked by 
the Bombay, Baroda and Central India Railway. 

(/) The Company to make a connection between the Bengal and North- 
Western Railway and the Sitapur-Lucknow Railway under the terms 
of the Company’s present contract in lieu of the Benares branch. 

(g) The Company also, if desired by the Secretary of State, to construct on 
suitable terms a direct line from Jaunpur vid Roy Bareilly to Luck- 
now, with branch from Roy Bareilly to Cawnpore ; also any required 
extensions from Jaunpur to the Azimghur and Ghazipur districts. 

(/i) The Company would also, if desired by the Secretary of State, include 
in the system on suitable terms the line projected by the Govern- 
ment of India, extending from Benares vid Palainow (with branch 
to Gya) to join the Bengal-Nagpur Railway at Ohundil or Pooroolia, 
and such other lines as may be agreed upon. 

2. The effect of these terms would be, assuming the net earnings of the Oudh 
and Rohilkhand Railway to be, as in 1 886, about 28| lakhs of rupees a year, 
equivalent at current rates of exchange to, say, £200, OCO a year, that the company 
would get £10,000 a year for its services in working the line, and that all the 
remainder of the earnings would belong to Government, until such an improve- 
ment has been effected in the financial position of the undertaking as to admit 
of the Company earning' surplus profits. 

3. The Board hope that by unity of management they would at once effect 
a considerable saving in expenses, which would, after paying the above-men- 
tioned small percentage for working, sensibly reduce the heavy loss Government 
now sustain under the present contract with the Oudh and Rohilkhand Railway 
Company. 

4. The amalgamation of the Oudh and Rohilkhand Railway system with 
apother Railway, if given without protection of the interests of this Company in 
respect of charges between the Bengal and North-Western Railway and Cal- 
cutta, as well as in regard to the regulation of through mileage and other rates, 
apd without powers to this Company to lay metre-gauge rails over the large 
bridges and approaches thereto of the Oudh aud Rohilkhand Railway, would act 
most prejudicially to the interests of the shareholders of this Company, who 
alone have embarked their capital in India without the shelter of a guarantee or 
subsidy from Government. 

5. The Board earnestly trust that no such amalgamation will be carried into 
effect without the claims of this Coippany being carefully, considered after full 
discussion with its representatives. 
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No. 159 (Railway), dated 19tli August 1887. 

From— Tlie Goyernment of India, 

To— The Secretary of State for India. 

We have the honour to acknowledge the receipt of Your Lordship’s Railway 
Despatch No. 74, dated the 14th July 1887, forwarding for our consideration 
copy of a communication from the Board of Directors of the Bengal and North- 
Western Railway Company, containing proposals for the Oudh and Rohilkhand 
Railway system to be entrusted to them on certain terms. 

2. The proposals have been duly considered by us, and we think it in the 
first place ^highly undesirable on general grounds to entrust the working of a 
railway under a guarantee to the administration of a Company without a 
guarantee. In the case of general charges or other items of which the incidence 
was not thoroughly clear, there would naturally be a tendency to throw the 
expenditure on the line, which in the interests of the shareholders appeared best 
fitted to bear it. 

3. In addition to this we know that the Oudh and Rohilkhand and Bengal 
and North-Western Railways are now actively competing for the traffic of the 
Northern Districts served by them, and we fear that if the two lines were worked 
by the same management, there would be some likelihood that preference would, 
perhaps unconsciously, be shown for the Bengal and Nortli- Western Railway 
route for the despatch of goods in all possible cases. 

4. The financial reasons against the proposals of the Bengal and North- 
Western Railway Company are also in our opinion very strong, as Your Lord- 
ship will perceive from the accompanying note prepared by the Accountant 
General, Public Works Department. 

5. On the whole, there is nothing in the present proposals that leads us to 
modify the views we expressed to Your Lordship in our Despatch No, 119 Rail- 
way of the 24th June last. 


DoGument aceompmying. 

Note by Major A. G. Beghie, R.11., Accountant General, Public Works 
Department, on the proposal of the Bengal and North-Western Railway Com- 
pany to take over the Oudh aud Rohilkhand Railway. 


Proposal of Bengal and North-Western Bailway to tahe over the Oudh and 
Bohilhhand Bailway, 

Assuming that the total Capital of the Railway (Oudh and Rohilkhand) as 
* Bneiosurc to Despatch No. 119 R. of 24(th taken in Colonel Pilgate’s* note is 
June 1887. ^9,375,000, and that exchange is taken 

at 1-5|, the line must have net earnings of— 

R 

32,14,285 to cover 
38,57,142 „ 

45,00,000 „ 

51,42,857 „ 

57,85,714 „ 

64,28,571 „ 


2| per cent, on Capital. 

3 

4 

5 
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In the Despatch of 24th June 1887, it was submitted that before long the 
line might be looked upon to earn 5 per cent, on its Capital. It is now earning 
only about 28 lakhs of net earnings ; so that the effect of the proposals may bo 
considered on the above figures. 

Assuming further that the whole of the present Capital sioch is converted into 
preference share capital or debentures i*aised at the same rate at which Govern^ 
ment could borrow, say 34 per cent., as in Colonel Fllgate’s note, and that 
debenture ^interest as paid at present remains unchanged, the sum required to 

cover interest charges would be* 

• Preference shares . . . 24 000 R51, 41,000, and as the first charge on the 

Debenture stock , . , 2,ii»ooo net earnings is 6 per cent thereof as 

Debentures .... 26,30,000 i. 

remuneration to the Company, the Ime 

must earn RG4, 11,500, or about 44 per cent., before Government ceases to sus- 
tain any loss, i e., before surplus profits are divisible. 

Above that rate the Company is to get 4 surplus profits. 

With the line earning 6 per cent, the shareholders of the Company would 
receive for division amongst them, after paying all their liabilities on account 
of the Ondh and Rohilkhand Rail ivay — 


R 

6 per cent, of net earnings 3,21,428 

of surplus profits 4,83,071 


8,04,499 


This is nearly double as much as the Bombay, Baroda and Central India re- 
ceived in 1885 for working the Rajputaua-Malwa Railway, a line which pays 
a much higher dividend. 

This little contribution from the working of the Oudh and Rohilkhand 
would give a return to the Bengal and North-Western Railway shareholders of 
nearly 3 per cent, on their paid up capital (now a little short of £2,000,000) ! ! 

I do not think anything more need he said to prove that the terms are most 
exorbitant ; and as far as I can see, no quid pro quo is offered. 

Experience has shown that, as far as working expenses are concerned, there 
is little, if any, economy in the amalgamation of the Rajputana-Malwa State 
Railway with the Bombay, Baroda and Central India ; and there is nothing very 
tempting in the suggestion that the Company is prepared to mako covtain ex- 
tensions on suitable terms if the present proposals are the Company’s idea of 
“ suitability.” 


I tbiuk uo extension should be permitted 
except on the noii-guara«itee system. If any 
iuducemeut is required, it might take the 
form of a subsidy. 

A Of. B. 


Then again from ,a financial point of view I do not think it would do to 

amalgamate a line, financed in the way 
proposed, with a line that is working 
witiiout guarantee. The temptation 
would be irresistiole to favour both earn- 
ings and expenses of the latter to the 
detriment of the former. 

The desirability of retaining the Oudh and Rohilkhand (for the present at 
least in the hands of Government) from an administrative point of view has 
already been sufficiently discussed. Where there are so many competitors for 
this railway, it is evidently something not lightly to be parted with. 

There is another financial advantage in keeping the line in the hands of 
Government which 1 have not yet alluded to, vi%,, the possibility of Govern- 
ment being able to raise money for the purchase of the line cheaper than a 
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Company could do so, either as “preference share capital at a fixed rate of 
interest ’* or by guaranteed debentures. 

m July 1887. A. G. B. 


No. 93 (Railway), dated Sth September 1SS7, 

From — The Secretary of State for India, 

To— The Government of India. 

Your letters, No. 119 Railway, dated the 24th June last, and No. 140 
Railway, dated 15th July last, have been before me in Council. In these you 
express the same opinion as that conveyed in my Despatch No. 61 Railway of 
the 9th June, in favour of purchasing the Oudh and Rohilkhand Railway at 
the expiration of the first terra of the Company's lease, and you anticipate my 
inquiries in the same Despatch as to the management of the line when it shall 
have passed into the hands of the Government. 

2. The first point to be considered is the date at which the notice of purchase 
shall be given. 1 have come to the conclusion that it will be convenient, for 
financial reasons, to effect the purchase on the 31st December 1888. It will 
accordingly be necessary to give the notice after the 31st December next, and, 
as it is possible that legislative powers may be requisite to carry out the 
arrangement that may be determined on, I have fixed upon the 2nd January 
1888 as the day on which notice shall be served upon the Company both in this 
country and in India. 

3. A copy of the form is forwarded herewith for your guidance. Should 
any other method than that prescribed by the contract for the purchase be 
resorted to, Your Excellency shall be made fully acquainted with the particulars. 

4. The chief object of this Despatch is to settle the date of the notice to the 
Company. It is not necessary now to decide upon the question of future 
inauagement. The opinion of your Government that the railway should, for a 
time at least after its transfer, be treated as a State Imperial line, and be 
worked under the orders of your Director General, shall receive my careful 
consideration in Council, and I need not assure Your Excellency that your re- 
commendation will have great weight with me. I will now only express the 
opinion that, if this course is followed, it should only be as a temporary 
measure. 


To— The Oudh and Rohilkhand Railway Company, Limited. 

In pursuance of the power and authority given by the 21st Clause of the 
Contract, dated the 2nd day of August 1867, made between the Secretary of 
State in Council of the one part and the Oudh and Rohilkhand Railway 
Company, Limited (then and therein called by its original* name of “ The 
Indian Branch Railway Company, Limited") of the other part, the Secretary of 
State in Council of India hereby gives notice thah the Secretary of State in 
Council of India intends to purchase, on behalf of Her Majesty, for the purposes 
of the Government of India, the railway and works of the Oudh and Rohilkhand 
Railway Company, Limited, constructed under the said Contract of the 2nd 
day of August 1867, and under any other contract or agreement between the 
Company and the Secretary of State in Council of India, together with the 
stations and telegraphs (if any), and the engines, cirriages, stock, plant, and 
machinery belonging to the said railway and works, but subject to such debts 
and liabilities (if any) as may have been incurred to Her Majesty or to tjie 
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Secretary of State in Council of India (exclusive of any arrears of iuterest on 
the capital of the Company, paid by the Secretary of State in Council of India, 
under the conditions of the hereinbefore-mentioned contracts, or any of them, 
which shall not have been repaid), or to any person or persons, with the sanction 
of the Secretary of State in Council of India, and to interest on such of the 
said debts as carry interest, from the day on which possession shall be taken on 
the said railway, hut not from any earlier time* 


No. 64 (Railway), dated 8th June 1888. 


From— The Government of India, Public Works Dept., 
To— The Secretary of State for India. 


We have the honour to acknowledge the receipt of Your Lordship’s telegram 


Telegram, dated 14t1i May 1888. 
From— riie Secretary of State, 

To— The Viceroy. 

Proposals for wording Oudh and Rohil- 
khand Railway. It is dcsiiable settle matter 
speedily. Let me know as soon as possible 
which alternative do yoi prefer T 

see grave objections to li N i« ’’j-U •«! »i 
Railway whose natural ■ rr* <i’ m •. i ■■ oj 
with Tirhoot Railway and other metre-gauge 
fj.j.Wo'.ro A a^roemeiit with 

prr-,i or ’i« • i )’. <i” -- for exten- 

‘.i-n-s .>r -I '.■’ll \\i 'I’l • . 1 ! ■ should be 
eonsiderea. li some satisiaccovy arrangement 
cannot be promptly made, must fall back on 
temporary State working. 

elusions at which we have arrived. 


of 14th May last, repeated in the 
margin, asking for our opinion on the 
subject of the working of the Oudh 
and Rohilkhand Railway after the 1st 
January next, when the line will be- 
come the property of the State. 

2. We have replied somewhat fully 
in a telegram of the 4th instant, which 
is appended to this despatch, and have 
now the honour to give in greater detail 
our opinions on the subject, and the 
reasons which have led us to the con- 


3. In considering this question, we have been met by the primary difficulty 
that, though we believe that both the East Indian Railway Company and the 
Beng'd and North-Western Railway Company are anxious to get a lease of the 
line, and that the present Oudh and Rohilkhand Railway Company is also 
desirous of obtaiuiug a fresh contract for working it, either with or without 
the additional obligation of constructing a new line from Mogal Serai to 
Puruha, we have had no intimation of the terms on which any of the Com- 
panies would undertake the work, nor even of the general nature of the con- 
ditions which would be acceptable to them. 

4. Up to the present time the Oudh and Rohilkhand Railway has been 
worked at a considerable loss, the annual payments by Goverument for the 
last four years to meet the difference between the guaranteed interest and the 
net earnings of the line, if converted at the average rate of exchange for the 
year, having been in round numbers — 


,1884 17i lakhs. 

1885 27i „ 

1886 23 J „ 

1887 234 „ 


6. By the purchase of the line the amount of interest on the capital invest- 
ed will be reduced, unless the rate of exchange becomes much worse than at 
present, from nearly 55 lakhs of rupees to about 51i lakhs ; and in consequence 
of the opening of the Dufferin Bridge at Benares in October last, and the 
completion of the Northern Extension shortly before that time, it may be 
reasonably anticipated that the gross receipts of the line will he materially 
larger in 1889 and in following years than they were in 1887 and previously 
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Our estimate is that they may very prob<ihly rise from 66| lakhs in 1887 to 
76 lakhs in 1889. 

With an increase in gross receipts, a reduction of the percentage of working 
expenses on those receipts (which was 52*83 in 1887) should certainly follow. 

6. In any negotiations therefore, or discussions, concerning the future 
working of the line, due allowance should, in our opinion, be made for the con- 
sideration that much better results than heretofore may be expected in the near 
future ; and that, as time goes on, the loss on the working will steadily diminish, 
and will probably ultimately disappear and be converted into a profit. 

7. That these anticipations are not unreasonable is, we think, supported by 
the fact that three Companies are endeavouring to obtain a lease of a line which 
has only been worked hitherto at a considerable loss ; but it can hardly be ex- 
pected that, when the details of the terms of a lease are being discussed, any of 
them will be prepared to accept terms based upon figures much better than 
those of 1887, 

8. Passing now to the consideration of the different schemes under which 
the future management of this line can be carried on, the possible alternatives 
appear to be — 

(1) to make over the working to tbe present Company on a new contract ; 

(2) to do the same, the Company undertaking in addition the construction 

of an extension to Purulia or Calcutta without a guarantee ; 

(3) to lease the line to the Bengal and North-Western Railway ; 

(4) to lease it to the East Indian Railway either as part of the Under- 

taking or otherwise ; 

(5) to retain it as a State line, managed and worked under the direct 

supervision of Government. 

9. As to the first of these alternatives, we see no useful function which such 
a Company could perform. The capital which is needed to pay off the share- 
holders has been raised, so that it cannot be desired to leave a part of the old 
capital outstanding, as was done in the case of the East Indian Railway. We 
do not see, therefore, what room there would be for a Company, or for the em- 
ployment of its capital, if any were raised. The line would be worked and 
managed by the staff in India : some controlling authority is required to govern 
that staff, either in India or in England, but it would not be worth while to 
create a Company simply in order to elect a Board of Directors to control the 
working staff. 

10. The second alternative seems to us objectionable, as under any such 
scheme the equivalent of a guarantee on tbe cost of the new line would certainlv 
have to be paid in one way or another out of the receipts of the existing 
Railway. We would prefer to keep the scheme for construction quite separate 
from that for working the old line. 

Nor are we very desirous of seeing the line constructed through Palamow to 
Purulia unless it is continued to the sea either at Orissa or Calcutta. 

11. The third alternative has already been condemned in Your Lordship’s 
telegram now under reply, and we need not therefore enter into any discussion 
as to the advisability of employing the agency of the Bengal and North-Western 
Railway Company, or the terms which might be accepted. 

12. We have next to examine the fourth alternative, viz., the transfer of 
the working of the line to the East Indian Railway Company ; and first we have 
to consider the advisability on general grounds of employing this agency. 
There are two arguments against it, both of which have considerable weight in 
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our eyes : first, the danger of throwing so much power as such an amalgamation 
would give into the hands of a single Company ; and, secondly, the danger of 
encouraging undue competition for traffic. 

^ 13. In our Railway Despatch No. 107, dated 3rd J une 1887, we submitted, 
for the consideration of Your Lordship, correspondence in which the transfer to 
the East Indian Railway Company of the section of the N^rth-Western Railway 
between Ghaziabad and Saharunpur was strongly opposed by the Governments 
of the North-Western Provinces and Oudh and of the Punjab, and by the then 
Manager of the North-Western Railway, now our Director General of Rail- 
ways, on the ground chiefly of the ruinous competition for the traffic of the 
districts near Saharunpur, which must inevitably ensue if access to that 
part of the country which is the traffic-shed between Karachi, Calcutta, and 
Bombay, were given to the East Indian Railway. To this correspondence, in 
the general conclusions of which we then agreed, we would invite Your Lord- 
ship*s attention. If those conclusions are sound, as we still believe them to be, 
they point to the undesirability of allowing the Oudh and Rohilkhand Railway, 
with its terminus at Saharanpur, to be worked by that Company. 

14 Supposing these objections of principle to be overruled, it remains to 
discuss the ways in which, and the terms on which, we think the agency of the 
Company might be utilised. 

15. In the first place, we may say at once that any arrangement at all cor- 
respouding to the terms on which the East Indian Railway is now worked would 
be out of the question. These terms were accepted by Parliament only on the 
express understanding that they would not form a precedent; and no justifica- 
tion can exist now for giving away one-fifth of the net profits of the line to 
any private Corporation, Nor could we approve of any arrangement under 
which the supposed loss ou working the Oudh and Rohilkhand Railway would 
be compensated by any modification in the present contract of the East Indian 
Railway adverse to Government. 

16. The terms upon which the East Indian Railway Company propose to 
work the Patna-Gya line and other State lines have not yet been settled ; but 
the proposal is that 45 per cent, of the gross earnings should be credited to the 
East Indian Railway Revenue Account ; that 7 per cent, of the gross earnings 
should be paid to the Company absolutely ; and that 1 per cent, of the net 
earnings should be contributed to the Company's Provident Fund. Assuming 
that the actual cost of working is 45 per cent., the percentages paid would be — 

Per cent. 

Paid to the TJndeitaking for working oxpensos , . . 45‘00 

Paid to the Provident Fund 0*55 

Paid to Company as remuneration 7*00 

52*55 


Out of which the Company, as distinguished from the Undertaking, would 
receive 7*55 per cent, in addition to its actual expenses. The Government 
would receive 47*45 per cent. 

If the Company could work the line at 40 per cent, of the gross receipts, 
then there would be a profit to the Undertaking of 5 per cent, out of the 45, and 
of this Government would, under the contract, get 4 per cent,, and the Company 
1 per cent., thus raising the payments to the Government to 51*45 per cent., 
and those to the Company in excess of their expenses to 8’55 per cent. 

With a gross revenue of 76 lakhs, Government would receive, under Patna- 
Gya proposed terms, R36,06,200 if the Company worked at 45 per cent, and 
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R39,10,200 if it worked at 40 per cent. Assuming that the Government 
conld work the line directly at 50 per cent, of the gross receipts, the return with 
the same receipts would be 38 lakhs of rupees, or a mean between the two. 
But whereas under Government management the more the revenue increased, 
the less percentage would be required for working and the greater would be the 
net return : under Patna-Gya.terms Government would never get more than 
47*45 per cent, of the gross receipts in the one case, and 51*45 per cent, in the 
other. As soon as the gross receipts reached a figure at which Government 
could work the line under 48*55 per cent., the balance would be in favour of 
Government management. We think that, even if the Company conld work at 
the low figure of 40 per cent., the Patna-Gya terms are not sufficiently favour- 
able to the interests of the State. 

17. The only terms which we think the Government ought to accept, if it 
leases this line to the East Indian Railway, are that the Undertaking should 
work the line at a fixed percentage of gross earnings, say 40 per cent., Govern- 
ment receiving 60 per cent., besides the four-fifths of the surplus profits, if any, 
which would fall to it under the contract with the East Indian Railway Com- 
pany, from the 40 per cent, paid to the Undertaking. 

There is no doubt that owing to its cheap coal and the fact that the amal- 
gamation with the Oudh and Rohilkhand Railway would entail a comparatively 
small addition to the general strength and charges of the establishment, while 
it would be followed by large savings in the Locomotive Department, the East 
Indian Railway Company could work the line at a smaller percentage of gross 
receipts than either the Government or any independent Company ; and on this 
account, if the preliminary objections stated in our paragraphs 12 and 13 can be 
got over, and reasonable terms made, it might be cheaper, at least in the first 
instance, for Government to use the agency of the East Indian Railway than to 
work the line in any other way. 

18. A second mode of employing that Company has occurred to us, arising 
out of the remark made in paragraph 9. With the working staff fully consti- 
tuted in this country, all that is required in addition is a power of central con- 
trol, which may he vested in the Director General of Railways as representing 
the State in this country, or in a Board of Directors in England. It seems not 
impossible that the East Indian Railway Board of Directors might be utilised 
for this purpose, receiving a small sum, such as (say) 1 per cent, on the net pro- 
fits, for their remuneration. By such an arrangement Government would 
secure the services of a body of capable and experienced men, and the single 
management would prevent the existence of any unwise competition between the 
two lines. But it would be difficult to distribute fairly between the two lines 
the savings accruing from such an amalgamation, and we have not seen our way 
to work out this suggestion in any practical and definite form. 

19. But though we have described the terms which we might be prepared to 
accept as financially reasonable, we do not expect that the East Indian Railway 
would be willing to work the line on these terms; nor do we feel satisfied that 
the financial advantage which would accrue under this arrangement is great 
enough to outweigh the political and administrative arguments set out in our 
paragraphs 12 and 13 above. 

20. Should it he determined, notwithstanding the objections raised by us, 
eventually to make over the working of the line to a Company, it seems to us to 
be practically certain that better terms could be secured a few years hence, 
when the full benefits of the recent large additions to the Capital Account shall 
have been secured, than at the present time, when the through communication 
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between Mogal Serai and Saharanpur by the Oudh and Eoliilkband sj^stem has 
been only just completed. 

21. There remains then the last of our alternatives, wbioh is that the Oudh 
and Rohilkhand Railway should on its purchase by Government be worked as a 
State line ; and it follows necessarily from what has gone before that, in our 
opinion, this is the best, and almost the only, course now open to us —a conclu* 
sion which is identical with that communicated to Your Lordship in paragraph 
8 of our Despatch No. 119 Railway, dated 24th June 1887. 

22. Whether this arrangement is to be a permanent, or, as suggested in the 
Despatch just quoted, only a temporary, one need not, we think, be decided rut 
the present time ; but it is obvious that there are many objections to taking 
over the line under State management, avowedly as a merely temporary mea- 
sure, and with the intention that as soon as the new staff have got into good 
working order, and become acquainted with the conditions of trade of the dis- 
tricts traversed by the line, they would be broken up and dispersed, and the 
management made over to the new hands. 

23. As an important factor in the decision to be arrived at, it must be 
remembered that, in consequence of the transfer of so many of our State Rail- 
ways in recent years to the management of Companies, and of the construction 
of new lines having been so largely taken up by private agency on behalf of the 
State, we have now a considerable surplus establishment which entails a urteless 
burden on our finances — a burden which has been only partially relieved by the 
temporary expedient of the grant of special leave on half-pay to a number of 
pensionable officers for whom employment cannot be found. 

24. Should our general conclusion as to the immediate future of the line 
meet with Your Lordship’s approval, and if it is eventually settled that tho line 
will permanently remain under State management, it will probably he found 
desirable to add to the existing system the section of the North-Western Rail- 
way between Ghazlahad and Lahore. This, whilst not making the system too 
large for one management, will distribute the general charges over a greater 
length of railway, and will materially reduce the length of line controlled by 
the management of the North-Western Railway, which, since the opening 
of the Sind-Pishin and Sind-Sagar Sections, has become almost too large for one 
system* 

25. In the first instance, at any rate, it will probably be necessary to place 
the line under the control of our Director General of Railways, as the Govern- 
ment of the North-Western Provinces and Oudh has at present no Railway staff 
and no Railway advisers ; but, as noticed in our Despatch No. 19 (Public Works), 
dated 27th March 1888, we have under consideration schemes for eventually 
transferring the control of all lines to one or other of the Local Governments, 
and the ultimate control of the Oudh and Rohilkhand Railway, if continued to 
he worked as a State line, would depend on the decision arrived at on the gen- 
eral scheme. 

26. As regards the superior staff to be employed, we shall probably retain a 
selected portion of that of the Company so as to secure some of the local know- 
ledge, and mitigate to some extent the hardship which would be entailed by 
the dismissal of the whole staff ; but two- thirds of the staff required will pro- 
bably he provided from our surplus establishments without difficulty. We have 
called for complete rolls of the existing staff, from which a selection will be 
made. The subordinate staff will probably be retained unless reductions are 
found to he feasible. 

27. We trust that, on a consideration of the views above set forth, Your 
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Lordship will be able to aajree with the conclusion at which we arrived, 
that the line should be worked from the 1st January 1889 as a State line ; and 
as a good many detailed arrangements will have to be made, we would request 
Your Lordship to communicate the decision which may be arrived at by 
telegraph. 


Dated 4th June 1888. 

Telegram from — The Government of India, 

To— The Secretary of State for India. 

Tour telegram in Public Works Department, dated 14th May last. Oudh and 
Rohilkhand Railway. No necessity for Company merely to work line. Com- 
pany might be found to construct line to Purulia without guarantee, but with 
profitable lease of railway in lieu of guarantee. This arrangement is not ap- 
proved, as equivalent of guarantee would have to be paid out of profits of lease. 
We object to lease to East Indian Railway Company on account of competition at 
Sabarunpur and making company too powerful. If it is to be so leased, then Un- 
dertaking should work at fixed percentage of gross receipts, say forty per cent.. 
Government receiving sixty percent, plus four-fifths profits on working, if any, 
earned by Undertaking, but acceptance by Board doubtful. We consider it 
would be in the true interests of the State to manage as State Railway worked 
by the State. We can arrange to take over working and maintenance 1st Jan- 
uary next selecting best of present staff, balance being our surplus Railway 
staff, thus relieving State Railways. No negotiating Company likely to make 
allowance for improvement in receipts which certainly will follow opening 
Dufferin Bridge. 


No. 91 (Railway), dated 26th July 1888. 
Prom— The Secretary of State for India, 
To— The Government of India. 


I was on the point of addressing Your Excellency on the subject of the 
Oudh and Rohilkhand Railway when your letter, No. 64 (Railway), dated 
8th June, was received. 

2. In that letter you refer to various alternatives which have occurred to you 
in regard to the management of the line on its purchase by the State in January 
next, and, after pointing out objections to all of them, you conclude by recom- 
mending that it be retained in the hands of your Government, and be worked 


as a State line, 

3. My telegram of the 12th June** will have anticipated the wish expressed 
* Telegram to Vioercy, dated in the last paragraph of your letter that I should 
communicate to Your Excellency my decision by 
telegraph. 

4. While consenting, under the circumstances of 
the present time, to the line being managed for the 
present under the direct orders of your Government, 
I beg that Your Excellency will understand that I do not wish to depart from 
the policy, which has been recognized by my predecessors, of relieving your 
Government, as much as possible, of the details of Railway administration, and of 
relegating to an agency separate from, but controlled by, Government, the duty 
of managing commercial lines of railway in India. 

6. The period during which the working of the Oudh and Rohilkhand Rail- 
way will remain in the hands of your Government will be determined by 


18th June 1888. 

Yours 4th June. Oudh 
and Eohilkhaud Eailway. 
In deference to your wishes, 
I have decided in Council to 
leave in your hands arrange- 
ments for working Eailway 
after purchase. 
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circinnstances. The remarks in paragraph 21 of your letter imply that the 
period should not he short, hut I shall look forward, in due course, to receive 
your more matured opinions on this point, as well as upon the more important 
question of the permanent arrangements to ho made for the future management 
and extension of the Oudh and Rohilkhand Railway system. 

6. Your Government is no doubt justified in expecting that an improvement 
will take place in the receipts of the lino consequent on the opening of the 
Dufferin Bridge, and on the completion of the Northern Extension. When the 
time arrives for making terms with a Company, more satisfactory data than 
now exist will thus be available for forming the basis of a working agreement. 
In the meanwhile it is satisfactory to know that the annual charge for interest 
on the capital representing the cost of the undertaking after its purchase will bo 
reduced by about 70,000Z. annually, notwithstanding that the Railway Stock 
will be paid oflP at a premium of 252. per cent. I consequently leave it to Your 
Excellency's Government to consider the further necessary arrangements to he 
made for working the Railway by the State on its passing from tbe hands of the 
existing Company, and the points referred to in paragraphs 24 to 26 of 3 ’’our 
letter under reply as to the possible redistribution of a portion of the lines now 
worked with the North-Western system, and the allotment of the working staff 
so as to absorb, as far as possible, any available surplus establishments, as well as 
the question of the superior control. 


* Letters from the Oudh aud Rohilkhand 
Railway Company, Noa. 5 G., 62 G. and 70 G. 
of l7tli Januai-y, 9th May, and 28th June 1888. 

Letter from the Bombay, Baroda, and Cen- 
tral India Railway Company, No. 1479, of 23rd 
Sept ember 1887. 

Letter from East Indian Railway Company, 
N(' 00, i ’.I M.i\ 1388, and enclosures. 

I til Cioni Iiii! I’l Midland Railway Com- 
pany, No. 10, of 20th January 1888. 

Letter to ditto, of dtli July 1888, 

Letter from Rohilkhand and Kumaon Rail- 
Company, of 9tU January 1888. 

Letters from Bengal and North-Western 
Railway Company, Nos. 216, 617, and 628, of 
3rd January, 30th April, and 13th Juno 1888, 

Letter from Messrs. MatheSon & Co., dated 
16th May 1888, and enclosure. 

Letter from Messrs. Matheson& Co., dated 
25th July 1888, and enclosure. 


7. I also forward herewith, for your 
information and consideration, copies of 
various proposals'**' which have been 
submitted for working, for extending and 
for taking in hand the whole or portions 
of the Oudh and Rohilkhand system. 


ENCLOSURES. 

No. 1. 

No. 5 Q., dated IVth Jamuery 1888. 

From— Major-Genera 0. 0. Johnston, Managing Director, Ondh and 
Rohilkhand Railway Company, Limited, 

To— The Under-Seoretary of State for India. 

I liaTe the honour to acknowledge receipt of a formal notice, dated the 2nd 
instant, to the effect that the Secretary of State for India in Council will exer- 
else the right of purchasing the Oudh and EoHlkhand Eailway, under Clause 21 
of the Contract. 

2. In your letter, No. 1964 P. W., dated the 20th October last, intimating that 
such notice would he served, it wae observed that the arrangements for the subse- 
quent working of the Eailway are still under consideration, and, by the Board’s 
desire, I have now to state that they would be glad to enter into an an-ange- 
ment for continuing to work the system of lines constructed by tho Company on 
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some new basis, such, for example, as that made with the East Indian Railway 
or with the Midland or Bengal-Nagpur Railways ; or an arrangement might 
he entered into similar to that proposed in your letter. No. 601 P. W., dated the 
23rd May 1882, when negotiations were pending relative to the Northern Exten- 
sion of the Company’s main line. The arrangement then proposed was that, for 
every 100^. stock 125^. new stock at 3J per cent, should be substituted, such 
new stock to he subject to repayment at par ; a working agreement to be entered 
into with the Company until the 1st January 1900, the Company to share 
equally with the Government the surplus profits. 

3. The circumstances connected with the Company’s undertaking from the 
commencement were stated in the Board’s letter of the 9th May last, No- 55 G. 

4. The Company have just completed a most important undertaking in con- 
nection with the trunk system of railways in India, extending over 693 miles, 
and comprising works of great magnitude, among others four bridges over the 
Ganges (hithereto unbridged), the cost of the system, including very heavy 
bridging, large workshops, and a full equipment of rolling stock, having been 
less than 13,000Z. a mile. 

5. It was almost impossible for the system, isolated as it has been until 
now, to prove a commercial success, and the extensions to Saharanpur and 
Mogul Serai were sanctioned so late in the term of the Company’s lease that 
they have only been completed concurrently with its termination. With the 
system now established (which is capable of profitable expansion) there is every 
prospect of the lines paying more than the guaranteed rate of 5 per cent, in- 
terest. 

6- It may be mentiuned that, in addition to their own lines, the Company 
ax'e now working a length (107^- miles) of the Luckuow-Sitapur and Siramow 
Provincial State Railway, and the Agent, under the Board’s instructions, has 
informed the Local Government that the Company are ready to eo-operate with 
them in the extension and construction of any such lines comprised between the 
Ganges and the Gogra. 

7. Under the Company’s Articles of Association, the Company have power 
to enter into negotiations and conclude agreements with the Government for 
the working of existing lines of railway or the construction of new ones. The 
termination, therefore, of the present Contract does not affect their position in 
this respect, and allows of their raising additional capital for the extension of 
the Oudh and Rohilkhand system, or in respect of new works. It will thus he 
seen that no additional legislative powers are required to enable a fresh agree- 
ment to be made bejjyeen the Secretary of State and the Company, and the 
Board desire to add that they will be prepared to consider any suggestions 
which might be made as regards the Company’s present adiniiiistratiou, both in 
this country and in India, and for strengthening its efficiency. 


No. 2. 

No. 52 G., dated 9th May 1888. 

From— Major-General C. 0. Johnston, Managing Director, Oudh and 
Rohilkhand Railway Company, Limited, 

To— The Under-Secretary of State for India. 

A General meeting of the Oudh and Rohilkhand Railway Company will 
be held on the 13th June, when the shareholders will no doubt expect to learn 
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'Whether, on the purchase o£ their Railway by the Secretary of State for India 
the agfoncy of the Compaiiy is to be continued for 
been^rcceive^^ worhing it. The Board therefore venture, with refer- 

ence to their letter * No. 5 G., of the 17th January 
last, to again address you on the subject. 

2. Were effect to be given to an arrangement on the basis proposed in that 
letter for the issue of new guaranteed stock in lieu of cash, or 6 per cent. India 
stock, as under the Contract, it would not, it appears to the Board, bo a depar- 
ture from the Secretary of State’s intention not to extend the guarantee system, 
hut merely a modification or restriction of an already existing guarantee. 

3, Under the arrangement suggested, the Oudh and Rohilkhand Railway 
Company would continue to exist for the purpose of working the lines which 
they have constructed, and which, as has already been pointed out, have only 
been so recently completed as not to allow of their value being fairly tested ; 
and the Board, in the hope that such an arrangement may be made, take the 
opportunity of renewing their offer to undertake the construction of any further 
lines of railway that may he dosired, especially the one referred to in their letter, 
No. 139 G., dated 24bh October 1884, to extend from Mogul Serai through 
Palamow (where it would be joined by a branch from Gya) end tho Ranchee 
plateau to a suitable point of junction with the Bengal-Nagpur Railway, or any 
portion of it, e.ff., the length from Mogul Serai to Palamow, with the Gya 
branch. This length might probably be undertaken without any Government 
guarantee, interest at the rate of 4 per cent, per annum being paid out of 
capital during construction, and on its completion the line to bo worked as tho 
property of the Company, or to become an integral part of the Oudh and Rohil- 
khand Railway system, and come under the same conditions as regards iirtercst, 
division of profits, <fec. The Government to have the power of purchase on 1st 
January 1900, or on any subsequent tenth year, by repayment of the capital 
expended. 


No. 3. 

No. 70 G., dated 28th Juno 1888. 

Prom— Major General 0. 0. Johnston, Managing Director, Oudh and 
Rohilkhand Railway Company, Limited, 

To— The Under-Socretary of State for India. 

In continuation of the Board’s letter No. 62 G., dated the 9th May last, and 
with reference to their No. 139 G. of the 24th October 18^, forwarding copy 
of a note by Colonel Luard, with other documents, relating to the establish- 
ment of a new communication by rail between Upper India and Calcutta by an 
extension of the Oudh and Rohilkhand system from Benares, I have the honour, 
by desire of the Board, to submit the accompanying memorandum by Sir Brad- 
ford Leslie, with sketch map, proposing an alternative route, which has re- 
ceived their favourable consideration ; and I am to point out that the present 
scheme not only affords a double communication between Calcutta and the 
North-West Provinces and the frontier, hut contains in itself undoubted pros- 
pect of success, 

2. The Board, in their reports and through the voice of their Chairman 
at general meetings, have never ceased to advocate for the security of the 
Indian Empire the absolute necessity of a second line of communication to and 
from Calcutta, and have drawn attention from time to time to the disasters 
that might ensue even from a temporary failure, through accidents to bridges. 
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embankments, or other causes, on the East Indian Railway. They avail tliem- 
selves of this opportunity of impressing upon the Secretary of State how seri- 
ously the security of Imperial tenure is imperilled by trusting to one source of 
communication. 

3. The new line proposed in Sir Bradford Leslie^s memorandum possesses 
this advantage over the one advocated by Colonel Luard, that it would afford 
more direct communication between Calcutta and the most important and most 
valued provinces of India, both commercially and politically. 

4. The Board have already on many previous occasions stated their readi- 
ness — even more, their anxious readiness — to co-operate with the Secretary 
of State in carrying out extensions on tlie construction system which, after the 
most mature and careful consideration, they have adopted in face of much oppo- 
sition, a system which, in regard to road,” facts prove to be the most perfect 
in India. As regards the corrugated steel sleepers, renewals ai*e niU and it 
seems probable that they will last for an indefinite period. 

5. The Board have already put before the Secretary of State the terms on 
which they would be prepared to recommend to their proprietors that the 
present or any new extension should be worked, and, in abiding by these condi- 
tions they reiterate their willingness to co-operate with G-overnment to continue 
working the existing system or to carry out extensions on such terms as may be 
agreed upon, provided they be made acceptable to their present clientele or to 
the investing public generally. 


Dated 11th June 1888. 

Memo, by Sir Bbaufobd Leslie. 

The proposed extension of theOudh and Rohilkhand Railway to Howrah and 
Calcutta would run from Mogul Serai 'oia Sasseram, Gya, Baidyanath, Sooree, 
Ahmoodpore, Cutwa, Nuddea, and Kalna, to a junction with the East Indian 
Railway at Hooghly, affording communication with Howrah, and the 
J ubilee Bridge with Calcutta. 

2. The total distance from Mogul Serai to Howrah would be 450 miles, but 
the actual length of railway to be constructed would be 425 miles, and the cost, 
including stock for local traffic, £90,000 per mile ; total, say £382g lakhs, or 
2,550,000/. sterling. 

3. Excepting the bridge over the Sone river, there would be no works of 
extraordinary magnitude. 

4. It is believed that the gradients would not be less favourable than on the 
East Indian Railway. 

5. The proposed line would connect the three chief places of Hindoo pilgri- 
mage, Benares, Gya, and Baidyanath, by a direct route, saving the pilgrim traffic 
a detour of 150 miles vi^ Patna, and avoiding the changing carriages at Patna, 
a most troublesome ordeal to zenana females ; and, while keeping clear of the 
difficult gradients of the Hazaribagh District, the line would serve the northern 
flank of the Chota-Nagpur plateau, the great recruiting territory for the coolie 
labour of Assam, the Mauritius and the West Indies. 

6. The proposed line would also afford the most direct route between the 
great rice-pioducing districts of BeerbUoom and Burdwan and Benares. The 
consumption of rice in the North-West Provinces and the Punjab is steadily 
increasing, and this is certain to be a very valuable traffic. The proposed line 
would further fulfil a great want in providing the important towns of 
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Cutwa, Nuddeah, and Kulna ^itb railway communication with Calcutta, 
Howrah, and Upper India, 

7. In normal seasons the average through goods traffic hotween Benares and 
Howrah is not less than 100,000 tons per annum ; and this traffic, which 
would properly belong to the extension of the Oudh and Roiiillfhand Railway, 
is certain to increase, consequent on the opening of the Dufferin Biidge. 

8. At the average rate of earnings on the East Indian Railway, 300,000 
tons carried 460 miles would produce 14 lakhs of rupees. 

9. The local goods traffic from the rich producing districts of Behar and 
Shahahad, fertilized by the Sone irrigation canals, would he very valuable. 
There would also be a large traffic in lime from Uhotasgurh, which would prob- 
ably supersede the Kutni and Sylhet lime in the Calcutta market. The rice 
traffic between Ahmoodpore and stations below, and Benares, already reforred to, 
would be another source of revenue, and the portion of the line running through 
the Burdwan and Nuddea districts would contribute a fair amount of goods 
traffic both up and down. On the whole, the local goods traffic may he assumed 
at not less than RoO per mile per week# 

10. The passenger traffic of the proposed line affording an absolutely direct 
route both from Upper India and Lower Bengal to the much frequented shrines 
of Baidyanath, Gya, and Benares, and also affording the natural outlet lor the 
coolie emigration traffic of Chota-Nagpore, cannot fail to be very heavy ; there 
will further be a very large local passenger traffic between Kutwa and stations 
below and Calcutta. The average receipts of the East Indian Railway from 
passenger traffic are not less than fil60 per mile per week, and on the Bengal 
Division are very much greater, so that it may be very safely assumed that the 
passenger traffic of the proposed line will he at least RlOO per mile per week ; 
making R160 per mile per week as the total local traffic of the proposed line. 

11. Ibis, which is considerably less than the traffic of the Patna-Gya and 
Tarkesanr branches of the East Indian Railway, is a very low estimate. 

12. H150 per mile per week would give R33 lakhs per annum, on the 426 
miles between Mogul Serai and Hooghly, making, with the through goods 
traffic, a total of 47 lakhs. 

13. With working expenses at 40 per cent, and considering the advantage 
of being part of a large concern, and of cheap fuel from the Bengal coal-fields, 
they should not exceed this ratio, a traffic of B47 lakhs would yield a net profit 
of R28 lakhs, equal to 7J per cent, ou the capital outlay of B38*i4 lakhs. 

14. But it will be said all this traffic is to be taken from the East Indian 
Railway. This, however, is not the case, the only traffic taken from the Bast 
Indian Railway would be the R14 lakhs of through goods between Benares and 
Howrah, and some portion o£ the pilgrim traffic ; on the other hand, the East 
Indian Railway would benefit by the carriage of the material for the proposed 
line, and by the interchange of traffic with that line at Hooghly, Ahmoodpore, 
Baidyanath, Gya and Mogul Serai, and it is probable that the new traffic thus 
developed would more than compensate for the loss of the through goods be- 
tween Mogul Serai and Howrah. 

16. The East Indian Railway follows the course of the Ganges, which forms 
the northern boandary of what is called Western Bengal, a territory of 60000 
square miles, with 23,000,000 of inhabitants, and it cannot be contended that 
this large country js adequately served by the 700 miles of the Bast Indian 
Railway , which runs hundreds of miles away from some of its most fertile tracts. 
The East Indian Railway yields a net Revenue of R313 lakhs per annum, equal 
to an aveiage profit of 8^ per cent, between Delhi and Howrah, and ou the 
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Bengal division the profit must be over 12 per cent per annum, so that it ma/ 
well afford to spare a few lakhs in the interests of the vast outlying districts and 
of trade generally, which can only be properly served by a second line. 

16. In the event of the East Indian Railway being breached by an extra- 
ordinary hood above Lueki Serai, the relief afforded to the East Indian Rail- 
way by an alternative route for its traffic, even for a few weeks, would compen- 
sate for any loss of traffic it might sustain for many years. 

17. The proposed line would also include a branch of 56 miles in length 
through the Sontbal District to Bhagulpore, and a branch of 4i0 miles to Bhag- 
wangola, both of these branches would serve fertile and populous districts 
hitherto unprovided with railway communication, and would be remunerative 
additions to the project, but to simplify the matter, the present memorandum 
deals only with the question of the extension of the Oudh and Rohilkhand Rail- 
way from Mogul Serai to Hooghly. 

18. By arrangement with the Bengal and North-Western Railway Company 
the proposed line might, at an inconsiderable increase of expenditure, provide 
space on its road bed and at stations for the metre-gauge railway from Gya to 
Hooghly. It would then only remain for the Beng.il and North-Western Rail- 
way to lay their line from B.inkipore to Gya, and thence along the proposed line 
to Howrah to get direct access to Calcutta. 


No. 4. 

No. 1479, dated 23rd December 1887. 

From— T.*W. Wood, Esq., Secretary, Bombay, Baroda and Central India 
Railway, 

To — The XJnder-Secretary of State for India. 

My Directors learn from the half-yearly report recently Issued by the Direc- 
tors of the Oudh and Rohilkhand Railway Company that the Secretary of State 
has notified to that Company his intention to exercise, during next year, the 
right vested in him, under contract, of purchasing the Oudh and Rohilkhand 
Railway. 

My Directors desire me now, therefore, to represent, for the consideration of 
the Secretary of State, that the opportunity of the transfer of the Oudh and 
Rohilkhand Railway from the hands of the owning Company to the State might 
with great advantage to the traffic of the north-west, and of the metre-gauge 
system of lines worked by this Company for Government, be taken to establish 
a metre-gauge connection between Cawnpore and Lucknow. 

This extension of the metre gauge is the only link necessary to directly con- 
nect the Raj puts na-Malwa Railway system with the Luoknow-Sifcapur State 
Railway, both of metre gauge. 

My Board trust that the Secretary of State will see fit to press upon the 
Government of India the desirability of thus linking in two systems of railway 
of the same gauge, and now separated by so short a distance as the 40 miles 
between Lucknow and Cawnpore. 

The Board have reason to believe that this connection will be of considerable 
service in developing the Sambhur salt trade, and also the large import 
trade into Rajputana of sugar and rice, the product of the districts bordering 
the Gogra river. 

If desired, my Board will be prepared to work the metre-gauge service be- 
tween Cawnpore and Lucknow, and on the Lucknow-Sitapur State Railway, on 
suitable terms, to be agreed on with the Secretary of State* 
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They will also, I am to add, he prepared, in the event of snch working being 
entrusted to them, to allow the cost of laying down the third rail necessary to 
establish the metre-gauge connection between Cawnpore and Lucknow (which 
should not exceed 40,0U0/.)» to form part of the capital of the Cawnpore-Achnera 
State Railway. 


No. 5. 

No. 66, dated 15th May 1888. 

From— A. P. Dttnstan, Esq., Secretary, East Indian Railway Company, 
To— The XJnder-Seoretary of State for India. 

Referring to the Directors’ letter No. 64, of the 10th instant, in which they 
forwarded, at the suggestion of Sir Juland Danvers, copy of a memorandum 
prepared by the Chairman with reference to the Oudh and Rohilkhand Railway, 
and stated that they would place their views on the subject before the Secre- 
tary of State in an official form in the course of a few days, I am now in- 
structed to say that circumstances have so far changed since the memoran- 
dum was written as to require that the illustrative schedules appended to it 
shall he considered obsolete; and, moreover, that the audited accounts of 
the closing half-year of 1887 having been received for both Companies, it is 
desiiable that the proposition should be based on the figures of that year*. 

The proposal now made by the Directors, subject to the consent of the de- 
ferred annuity holders, embodies the main principle of the Chairman’s memo- 
randum, so far as regai’ds the unification of the management, and a prolonga- 
tion of the term of the existing contract, embracing other suggestions as sot out 
in the following ** memorandum of terms,” : — 

1. A working union of the two systems, from the 1st January 1889, with 

one account, under tbe management of the East Indian liailway 
Company. 

2. An extension of the present lease of the Bast Indian Railway, now 

terminable on the 31st December 1899, for a further fixed term of 
16 years from that date, to include the working of the Oudh and 
Eobilkhand Railway during the same period. 

3. The annual payment by the undertaking to the Government of the sum 

of Rbl, 36, 248-8-8, being the net earnings of the Ondh and Rohil- 
khand Railway for the year 1887. 

4. The charge of interest on the East Indian Railway stores balance to 

cease to be made, for reasons hereinafter explained. 

6. The Company to concede to the Government one-half of the balance of 
its share of the surplus profits, after it shall have received six per 
cent., including the guaranteed interest of four per cent, on the 
capital representing the deferred annuity. 

I am instructed to forward explanatory schedules marked “ 1,” 2,” ** 3,” and 
‘*4 ; ” the difference between ** 1 ” and 2 ” consisting in the omission from the 
latter ofthe charge for interest on stores ; “ 3 ” being a computation of the result 
to the Government of a working union of the East Indian and Oudh and Ro- 
hilkhaud Railways ; and ** 4 ’ showing the annual money value to the Govern- 
ment of the working of the undertaking under the present contract. 

At present the undertaking of the East Indian Railway is charged interest 
on the stores twice over ; once in the original annuity, the charge of which is 
borne by the undertaking ; and again as interest at 4| per cent, on the half 
yearly stores balances. The Directors would demur to enter into a similar 
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arrangement in respect to the Oudh and Rohilkhand stores ; and as it would he 
impossible to keep the two store accounts distinct, they think that the present 
would be a suitable occasion for revising the arrangement with the East Indian 
Railway, by discontinuing the charge altogether. It must be borne in mind 
that four-fifths of the amount of the interest remitted would accrue to the Gov- 
ernment in the increase of the divisible surplus. 

Looking to the large reduction assumed in the working expenses of the 
Oudh and Rohilkhand Railway, and to the growing tendency, under pressure of 
many circumstances, to reductions in freight charges, Schedule 1 ** shows a 
computation of prospective advantage hardly sufficient to satisfy the reasonable 
expectation of the Company; but if the charge in respect of the stores he eli- 
minated in the future (Schedule “ 2 *’), the Directors think that the balance of 
profit would be sufficiently enhanced to induce its acceptance by the deferred 
annuity holders. 

The Directors, of course, understand that, as in the case of the agreement 
for the woiking of the Bast Indian Railway in 1879, so in the agreement which 
would be necessary for the working of the Oudh and Rohilkhand, the Govern, 
ment would take powers in respect to the rates and fares to be charged ; and 
they are of opinion that such powers are infinitely more effective in safeguard- 
ing the interests of the public than what is ordinarily called “ competition,” the 
effect of which is not only less beneficial to the country, but is ruinous to the 
interests as well of the Companies as of the Government, on whom, as the 
guarantor, the loss in all cases must ultimately fall. 

By these methods of arrangement, it appears to the Directors that the Oudh 
and Rohilkhand Railway might he worked with advantage to the Government ; 
whilst by the division of the Company's share of the surplus profits over 6 per 
cent., any fear that the Company would gain unduly would be obviated. 

ENCIiOSUEES IN No. 5. 

No. 1. 

Estimated Net Revenue Account of the East Indian and Oudh and Rohilkhand 
Railways combined, based on the returns for the year 1887 ; the Working 
Expenses of the Oudh and Rohikhand Railway being calculated at 45 per 
cent, of the gross earnings (as against an actual charge for that year of 
52*82 per cent.), and the interest on the following items being continued at 
per cent, per annum, v%%, 

1. E. I. R. overdrawn capital to 31st December 1879. 

2. „ Debentures paid off. 

3. „ Capital Account, 

4. „ Capital Advance Account. 

6. „ Stores. 

A sum of R31, 35, 248-8-8, being the actual net earnings of the Oudh and 
Rohilkhand Railway during 1887, is entered as the payment to be made to Gov- 
ernment by the Undertaking in respect of the Oudh and Rohilkhand Railway 
capital ; and interest on Oudh and Rohilkhand Railway stores at 4^ per cent, 
per annum (Rl, 29,824-7-6) is provided for. 

Exchange at 1^. 4c?. per rupee. 

1887. 

Net receipts— ^ a. ^ 

E-LR. 3,23,28,651 3 6 

(Working expenses 31*74 per cent.) 

Oudh and Rohilkhand Railway . , . 36,55,417 4 3 

(Working expenses 45 per cent.) — 


3,59,84,068 7 9 
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Old capital charges : 

Interest at 4^ per cent, per aumam on— 

E. I. R. Debenture Stock . . l,5O0,OOOL 

£ 

Annuity 1,473,750 

Less amount deferred in respect 
of 6,550, OOOJ. capital, at 4^ per 
cent, per annum . . . 294,750 ^8 

1,179,000 


R a, jp, 
10,12,500 0 0 


1,76,85,000 0 0 


Interest at 4 per cent, per annum on— 
Deferred annuity capital . 


1,86,97,500 0 0 
39,30,000 0 0 


New capital charges : 

Interest at 4i per cent, per annum on— 

E. I. B. overdrawn capital to 31st December 1879 . 

„ debentures paid oB 

„ Capital Account 

„ Capital Advance Account . , . . 

„ and 0. and R. R. stores combined— 

^ a. jp. 

E. I.R 3,00,285 3 8 

0. and^R. R. . . • 1,29,824 7 6 


2,26,27,500 0 0 


1,19,037 1 4 
15,96,007 0 6 
5,72,369 4 0 
3,61,188 2 10 


4,30,109 11 2 


2,57,06,211 12 10 

Payment to Government by the Undertaking in respect of 0. and 


R. R. capital 

Contributions to Provident Institution 

Balance of surplus profits— 

Government share ^ths . • 

Company’s ith ... 


. 31,35,248 8 8 
, 3,69,840 10 11 


2,92,01,301 0 5 

JR a. p, 

. 64,26,213 15 6 
. 13,56,533 7 10 

67,82,767 7 4 


Surplus profits of the amalgamated Undertakinga computed at 
Surplus profits of the B. I. R. Undertaking for the year 1887 


3,59,84,068 7 9 


67,82,767 7 4 
64,28,977 6 0 


Gain to theB. I. R. Undertaking— 

Government share, f ths . 
Company’s ■„ ith 


JR a, p. 

2,83,032 1 1 
70,758 0 3 

3,53,790 1 4 


No. 3. 

Estimated Net Revenue Account of the East Indian and Oudh and Rohilkhand 
Railways combined, baaed on the returns for the year 1887 ; the Working 
Expenses of the Oudh and Rohilkhand Railway being calculated at 45 per 
cent, ef the gross earnings (as against an actual charge for that year of 
52 82 per cent,), and the interest on the following items being continued at 
4J per cent, per annum, viz, 

1. B. I. R, overdrawn capital to 31st December 1879. 

2. „ Debentures paid off. 

3. „ Capital Account. 

4. „ Capital Advance Accoant 
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A sum of R31, 35,248-8-8, being the actual net earnings of the Oudh and 
Eohilkhand Railway during 1887, is entered as the payment to be made to 
Government by the Undertaking in respect of the Oudk and Eohilkhand Rail- 
way capital. 


Exchange at Is. 4d. per rupee. 


Net receipts- 


1887. 


E. I. R. ■*•••* 

(Working expenses 31*74 per cent.) 

0. and E. E 

(Working expenses 45 per cent.) 


^ a, p. jR a. p, 

3,23,28,651 3 6 

36,55,417 4 3 

3,59,84,068 7 9 


Old capital charges : 

Interest at 4^ per cent, per annum on— 

E, I. E. Debenture Stock, 1,500,0001. .... 10,12,500 0 0 

£ 

Annuity 1,473,750 

Less amount deferred in respect of 
6,550,0O0Z. capital, at 4^ per cent. 

per annum 294,750 £ 

1,179,000 1,76,85,000 0 0 


1,86,97,500 0 0 

Interest at 4 per cent, per annum on— 

Deferred annuity capital 39,30,000 0 0 


New capital charges : 

Interest at 4^ per cent, per annum on — 

E. I. E. overdrawn capital to Slat December 1879 
„ Debentures paid off , 

„ Capital Account . . . • . 

„ Capital Advance Account • 


2,26,27,500 0 0 


1,19,037 1 4 
15,96,007 9 9 
5,72,369 4 0 
3,61,188 2 10 


2,52,76,102 1 8 

Payment to Government by the Undertakiug in respect of 0. and 


H. E. capital • . . , 

Contributions to Provident Institution 


Balance of surplus profits— 

Government share, fths 
Company’s share, ^th 


. 31,35,248 8 8 
. 3,59,840 10 11 


2,87,71,191 6 3 

R a. p. 

. 57,70,301 11 7 

. 14,42,575 6 11 

72,12,877 2 6 


3,59,84,068 7 9 

Surplus profits of the amalgamated Undertakings computed at • 72,12,877 2 6 

„ „ oftheB. I. E. Undertaking for the year 1887 . 64,28^977 6 3 


Gain to the E. I. E. Undertaking- 

Government share, f tha • • 
Company’s share, ^th • • 


R a, p. 
6,27,119 13 3 
3,56,779 15 3 


7,83,899 12 6 
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These net receipts, converted in sterling at I 5 . 7*38d. 
the average, during the whole term, of the official 
rates of exchange, that is to say, of the rate annually £ s, d, 

settled between the Secretary of State and Her Ma- 
jesty’s Treasury, are the equivalent of . 19,670,698 13 2 


Out of these net working receipts have been 
paid : — 

1st. The annuity under the Purchase Act, 
and all interest on debentures and deben- 
ture stock, on debentures paid off, and on 
overdrawn capital 

2nd. Interest on moneys advanced on outlay 
for capital purposes .... 

3rd. Interest on value of stores in hand . 

4th. Contribution to Provident Fund 


£ s, d, 
13,144,223 12 2 

309,364 10 8 
252,232 2 2 
207,954 14 9 


13,913,774 19 9 


Leaving for net profit * . “ . . 

Of which— 

The Government of India have received 
The Eailway Company .... 


. • . . 5,756,923 13 5 

. 4,605,471 3 5 
. 1,151,452 10 0 

5,756,923 13 5 


East Indian Railway Company. 

Statement “B** showing in rupees the actual outcome of the worTcing of the 
East Indian Eailway TIndertaJcing for the eight years^ 1S80 to 188T inclu- 
sive, under the provisions of the Furohase Act, 1879, and the Contract of 
the 22nd December 1879* 

i? a, p. 

The revenue receipts from all sources during the term were . . 37,35,23,578 11 6 

The working expenses under aU heads were 12,99,70,729 3 4 

Or 34’79 per cent, of receipts. 

jN'ote.— The working expenses include the cost, amounting to 
R38, 44, 874-11-6, equal to 2*958 per cent, of the working 
charges of replacing 151 locomotives (and 59 tenders) of the 
old type by the same number of much more powerful engines 
of a modem type. 

The net receipts were therefore 24,35,52,849 8 2 

Out of these net working receipts have been 
paid 

1st. The annuity under the Purchase Act, 
and all interest on debentures and deben- 
ture stock, on debentures paid off, and on M a. p* 

overdrawn capital 16,28,46,762 . 0 5 

2nd. Interest on moneys advanced on outlay 
for capital purposes .... 39,28,900 12 2 

3rd. Interest on value of stores in hand . 31,00,488 14 5 

4th. Contribution to Provident Fund . , 25’85,572 11 8 

17,24,61,724 6 8 

7,10,91.125 1 6 

Of which-- 

The Government of India have received . 5,68,72,012 6 9 
The Eailway Company .. .. 1,42,19,112 10 9 

7,10,91,125 1 6 
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No. 6, 

No. 10, dated 20tli January 1880, 

From— T. R. Watt, Esq., Managing Director, Indian Midland Railway 
Company, Limited, 

To — The Under-Secretary of State for India. 

This Board having become aware that notice has be^n given to the Ondli 
and Rohilkhand Railway (Company of the intention of the Secretary of State to 
purchase that line, I am desired to submit, for the consideration of the Secretary 
of State, in connection with the future working thereof, that this Board is of 
opinion that great public advantage would he obtained were part of the line 
from Caw!\pore to Ln(;kn<>w (44 miles) made over to this Company (u]>on terms 
to be ariaugecl), and incorporated with the Indian Midland Railway system. 

The railway distance between Bombay and Cawnpore, by the Midland route, 
as compared with that vid Allahabad, will be reduced by about 134 miles. It 
is anticipated that a large traffic with Bombay in giain, seed, and other pi-oduce 
will be obtained from Cawnpore and from the districts in Oiidh and Rohilkhand 
through Lucknow. Tliis latter traffic could bo worked more effectively and 
economically from Lucknow as a terminus than from Cawnpoic; and the 
public interests would be more beneficially served by having available a through 
system on the broad gauge, worked by one Company, connecting the whole of 
Central India with Lucknow. 

The Board feel that it would be premattiro to enter upon tlio financial side of 
the question. As relates to the provision of the capital that may be requiied iu 
such an arrangement, they desire in tlie first instance to submit the proposal in 
principle for the consideration of the Secretary of State, strongly urging upon 
him its acceptance, and with the assurance that if it be entertained they will bo 
prepared to give the terms ho may set out their most careful consideration. 


No. 7. 

No. 141, dated 4th July 1888. 

From*~SiB John E, Goukt, Undor-Socrotary of State for India, 

To—T. It. Watt, Esq., Managing Director, Indian MitUun<l Railway Com- 
pany, Limited. 

I am directed to inform you that your letter, No. 10, of the 20th JanuBry 
1888, suggesting that, on the purchase by the State of theUudhaud Rohilkhand 
liailway, a portion of that line from Cawu))ore to Lucknow shotild be made over 
and incorporated with the Indian Midland Uailw'ay Company, was duly received 
and laid before the Secretary of State for India in Council, 

I am now directed to acquaint you that the Secretary of State in Council has 
decided that the Oudh aud Rohilkhand Railway shall in its entirety remain iu 
the hands of the Govonunent of India upon its purchase in January next. 

I am to add that a copy of your letter and of this reply will be forwarded for 
the information of tho Government of India. 

No. 8. 

No, 353, dated Uth January 1888. 

From—* E, L. Maebyat, Esq., Secretary, Rohilkhand and Kumaon Railway 
Company, Limited, 

To—Tho Umhjr-Socretary of State for India. 

Having learnt that the Oudh and Rohilkliand Railway lease is to he ter- 
minated at the end of the year, and also that the Bengal and North-Western 
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Railway Company have written to the Secretary of State to suggest that a con- 
nection should be established between the Bengal and North-Western Railway 
metre-gaage system and the Railways on the same gauge in Rajputana, I am 
directed to intimate, for the consideration of the Secretary of State, that this 
Company will be happy to join in any scheme on suitable conditions for con- 
necting the Railways above named by a line running from Delhi, vid Morada- 
bad and Rampnr, to Bhogapur, the junction of this Company’s line with the 
Bareilly-Pilihhit State Railway, and for the prolongation of that Railway to 
the northern terminus of the Lucknow-Sitapur Railway, a prolongation that lias 
already secured favourable consideration from the local authorities. The 
accompanying map shows the links in the metre-gauge system north and south 
of the Ganges that it is now proposed to fill up. 


No. 9, 


No. 216, dated 3rd January 1888. 

From~E. L. Mabbtat, Esq., Secretary, Bengal and North-Western Rail- 
way Company, Limited, 

To— The TJnder-Seeretary of State for India. 


With reference to correspondence ending with India Office No. 1795 P. W. 
of 20th October last, I am directed to suggest, for the consideration of the Secre- 
tary of State, that advantage should be taken of the transfer of the Oudh and 
Rohilkhand Railway to the State to lay in a third rail on the metre gauge 
between Lucknow and Cawnpore, and thus establish connection between the Sita- 
pur and Lucknow Railway and the Cawnpore-Aehnera Railway and Rajputana 
system. 

There will then only remain a length of some 60 miles to he constructed, 
estimated by thi Company’s Chief Engineer to cost 
some 60 to 65 lakhs of rupees in order to join up the 
metre-gauge systems of the east and west of India,* 
and this Company will he happy to enter into nego- 
tiations with the Secretary of State for the construction of this important link 
on suitable terms. 


' Bengal and Noitli-’Western 
Bail\7ay. 

Tirhoot. 

Assam-Behar. 


No. 10. 


No. 617, dated 30th April 1888. 

From— E. L. Mabbtat, Esq,, Secretary, Bengal and North-Western 
Railway Company, Limited, 

To— The Under-Secretary of State for India. 

With reference to correspondence ending with your No, 1795 P. W. of 20th 
October 1887, 1 am directed by the Board to inquire whether the Secretary of 
State is prepared to enter into negotiations for the construction by a new Com- 
pany without a guarantee of the following lines of Railway in. the North-West 
Provinces. 

The lines to he a broad-gauge railway from Benares, on the Oudh and Rohil- 
khand Railway, to Lucknow Roy Bareilly, with branch to Cawnpore, and 
other branches as may he agreed upon between the Secretary of State and the 
Company. 



RAILWAY ADMINISTRATION. 


609 


The mileage will be somewhat as follows : — 

Milos. 

Benares to Lnctnow . 180 

Roy Bareilly to Oawnpore (To bo carried out when money can*) 65 
•< be raised on debentures on favour- >■ 

Other branches, say . ( able terms J 105 

Total . 350 

The terms generally to bo Bengal and North-Western Railway terms, except 
that the following words near the end of the purchase clause (57) shall be 
omitted, namely, “ and share of surplus (if any) belonging to the Secretary of 
State under the fifth sub-section of the 39th section of the contract/* 

On completion of the line from Benares to Lucknow the working of the 
Oudh and Rohilkhand Railway to be handed over to the New Company, on the 
following conditions : — 

— The net earnings of the Oudh and Rohilkhand Railway as far as 
available in each year to be distributed as follows : — 

(a) In payment in sterling in London to the Secretary of State of 
the sum the Government may liavo to pay annually on 
account of the obligations incurred in the acquisition of that 
Railway, as well as interest at three per cent, per annum on 
such further sums as may have been or have to bo from time 
to time expended on its improvement and extension from 
the date it is taken over by the Government. 

(5) After payment of these sums the surplus to be divided as fol- 
lows 

Four-fiftlis to the Secretary of State. 

One fifth to the New Company. 

All capital required for the improvement or extension of the Oudh 
and Rohilkhand Railway to bo provided by the Secretary of State. 

The Government will by this means secure 350 miles of new railway, in a 
rich and populous district which much requires to bo opened up, withmit incur- 
ring any liability or risk whatever. 

The density of the population in the districts to be served by the proposed 
railway varies from 600 to 800 per square mile. 


No. 11. 


No. 628, dated 13th Juno 1888. 

From— E. L. Makbtat, Esq., Secretary, Bengal and North-Wostoru 
Railway Company, Limited, 

To — ^Tho Under-Socrotary of State for India. 


* Copies can bo obtained 
in India. 


With reforonco to this Ofiice letter. No. 216, of 3rd January 1888, 1 am 
directed to submit, for the infonnation of the Secretary of State for India, a 
copy of a memorandum’*^ by the Agent of this Com- 
pany on the best means of connecting the Bengal 
and North-Western Railway with the metre gauge 
lines to the .south of the Gogra and Ganges rivers. 

Without at present going into the question of the respective merits of the 
alternative routes proposed, I am to suggest that, in any now arrangements 
that may be come to for working the Oudh and Rohilkhand Railway, powers 
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should be reserved by Govemment for laying a third rail on the metre-gauge, 
from Byram Ghat to Lucknow, as well as from Lucknow to Cawnpore, as sug- 
gested in my letter above referred to. 


No. 12. 

Dated 16th May 1888, 
rrom— Messrs. MatheSon & Co., 

To— The TJnder-Secretary of State for India. 

With reference to the papers published in the Gazette of India ^ dated 20th 
August 1887, we have the honour to inform you that we have been requested 
to bring before the Government proposals for the construction of a broad gauge 
line of railway from Mogul Serai to Burrakur, with branches at Palamow and 
Gy a, as shown on the accompanying plan, and we take the liberty of forward- 
ing herewith a short memorandum pointing out in greater detail some of the 
advantages of the proposed line. 

The line suggested does not entirely follow the route indicated in the 
Gazette, but its advantages are in many respects so considerable that we think 
they will commend themselves to the judgment of the authorities. 

This line will effect a saving of between 60 and 70 miles in the distance 
from Calcutta to the North-West Provinces, and a reduction in freight of about 
two rupees per ton on all produce seat to Calcutta from stations above Benares, 
while at the same time it will open up by its branches the coal-fields of Chota 
Nagpore. 

We estimate the new line will cost about three millions sterling, and it will 
be seen that it is practically an extension of the present Oadh and Rohilkhand 
Railway from Benares to Burrakur, with branches at Palamow and Gya, and 
it would, in our opinion, be greatly to the advantage of both the present Oudh 
and Rohilkhand system and the new line if both were managed by the same 
agency. Such an arrangement would effect a material saving in working 
expenses on both the present and the proposed line, while the branch to Pala- 
mow would, by cheapening the supply of coal, effect a considerable reduction on 
the present working expenses of tlie Oudh ^nd Rohilkhand Railway, 

All experience has proved that, although in the commencement of railway 
enterprise circuitous routes may be taken to serve important places, sooner or 
later direct lines will have to he constructed, and we think that an inspection of 
the maps will show that it would he difficult to find in India one of greater com- 
mercial, political, and military importance than that which we have suggested. 

We are making this communication on the assumption that what is under- 
stood to he the present policy of the Government of India, viz., that no guaraii- 
tee of interest on capital will be given, is to be maintained. The Bengal and 
North-Western was constructed on these conditions. The ill success of this 
issue is well known. The shares were not subscribed by the public. The capi- 
tal had to be found by the issuing fiim and their friends, the shares soon went 
to a discount, and although some amounts have been slowly absorbed, and the 
shares are now quoted at par, it is a matter of common knowledge that any 
quantity can be bought at that price or even a shade under. We are therefore 
driven to the conclusion that an issue for the purpose stated could not be made 
with success upon the security of the railway only, without some collateral in- 
ducemeut. 
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Having? regard to tlie variety of the conditions under which an agreement 
might be come to for the construction of the line, it is impossible for us, without 
knowing the views of the Secretary of State, to state now definitely the condi- 
tions oil which the business could be undertaken, but we submit the following 
for the consideration of the Secretary of State, as those under which wo have 
reason to believe arrangements could be made for carrying out the enterprise, 
and it will give us pleasure, either verbally or by correspoudence, to furnish any 
further information with the view of settling a scheme which the Secretary of 
State can accept and sanction 

I. — That all land shown to the satisfaction of Government to be neces- 
sary for the construction of the proposed line and station accom- 
modation shall he provided by the Government free of cost. 

IL— "That, during tlie construction of the line, the Comijany shall be 
allowed to charge to capital such sums as, with interim receipts, 
will be equivalent to a dividend of 4 per cent, per annum on the 
paid up capital of the Company. 

III. — That the management of the present Oudh and Rohilkhaiid Railway 

shall be made over to the new Company on completion of the 
main through line, or sooner should it seem to tho Secretary of 
State advisable, and the whole system from Sahurunpur to 
Burrakur shall thereafter be worked as one undertaking. 

IV. —- That the working expenses for the whole system shall bo divided be- 

tween the present iOudh and Rohilkhaud line and tho now Com- 
pany in proportion to tho mileage of each. 

V. — That the not receipts of tho present Oudh and Rohilkhaud system, 
after deducting working expenses , calculated as above, shall bo 
paid to Governmeut, and tho net receipts of the newline to the 
. Company. 

VI. — That, should tho net receipts of the now Company in any year after 
the line has been opened for through traftic amount to 76,()()0/,, 
Governmeut will, in consideration of tho services rendered by the 
Company in managing the Oudh and Rohilkhaud Railway, and the 
advantages that will aceme to that line from tho proposed exten- 
sions, grant a rebate from tbe receipts of tho prownit Oudh and 
Rohilkhaud system of a sum sufficient to make up tho net receipts 
on the new lines to 76,0001^. per anuuiu. 

While suggesting the above terms, we desire to point out that assuring a 
minimum net revenue to the new Company will not, in practice, impose any 
appreciable pecuniary liability on the Goverumont, Tho amount is so small 
that there cannot be any reasonable doubt about its being earned, and upon the 
information in our possession wo shall be much surprised if it is not greatly 
exceeded. On the other hand, the advantages of the scheme are very great and 
indeed vital, for we believe it will admit of' trust money being invested in the 
line, which without some such condition could not be done. 

This view of the case has not, we believe, received the consideration it de- 
serves. The Government has, by its action during tho last 30 years, in giving 
guarantees for Indian railways, called into existence a condition in trust deeds 
and settlements which necessitates that such funds, so far as India is concerned, 
can only be invested in Guaranteed Railways. The adoption of an entirely 
different policy will, in effect, at once divert from India the large amount 
of capital held in trust, which is continually seeking investment. The present 
connection once lost would not readily be recovered, and it has been our desire 

2 tr 
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in .vaTnining this btisiness to devise some plan -winch, -withont contravening 
the xnle as to guarantees laid down by the Government of India, would admit 
of sufiSoieut inducement being offered to trustees and the public to put their 
money into such undertakings. 

[ENCLOStTBE IN NO. 12,] 

MEMORANDUM. 

In the supplement to the Q-ctzette of Indicia, published on the 20th August 
1887, the following Resolution appeared i-- 

The desirability of utilizing the Palamow. coal-field for the supply of the railways 
to the north-west of Mogul Serai has been for many years recognized, and surveys 
with this object have been made between that field and Baroon, the head of the Sove 
Canal system, in the year 1876-77. In the course of the investigation regarding 

railway construction throughout India which took place in 18S2, however, it became 

evident that a larger project was required, which would afiord an outlet to the east, 
as weE as the west, for the mineral and agricultural produce of the large province of 
Chntia-Nagpur, and also that such project might, with the intervention of the 
contemplated Nagpur Sitarampur Railway, be extended to Cuttack and Ouri, so as to 
aid by railway transit the vast number of pilgrims who annually visit the latter 
place, and to afford to the province of Orissa, by direct access from tbo food supply 
of Chattisgnxb, an effective protection against famine. The substantial objects of 
this project have also been well described, as, (1) to provide a quick and easy moans 
of travelling for the army of pilgrims who visit the shrines of Benares, Gaya, and 
Puri j (2) to open out the resources of large and important tracts of country now 
almost out off from communication with the rest of India, to supply them with food if 
scarcity prevails, or to carry it to other districts if a surplus is available ; and (3) to 
facilitate emigration from overcrowded districts to those which are sparsely inhabited 
yet capable of supporting a very considerable increase of population/^ 

2. In the autumn of 1882 the Government of India consequently ordered 
the commencement of a series of surveys which have been carried on up to the 
past year, and have embraced all the more promising alternative routes between 
Benares and Puri. 

The result of these investigations has been to establish the fact that the 
project practically resolves itself into two portions, the one providing for the 
development of Chutia-Nagpur and aiding the coal supply of Upper India, the 
other securing the famine protection of Orissa and the opening out of the por- 
tions of the Central Provinces and Bengal traversed by the line, but both pos- 
sessing the object and common interest of facilitating transit of pilgrims to Puri, 
The two portions become, in fact, separate railways linked by a section of the 
Bengal-Nagpur Railway now under construction, and by a common interest, 
but free to be constructed by one and the same, or by two totally distinct agen- 
cies. The principal features of each of these portions of the project will now be 
briefly described. 

The Resolution then goes to describe the lines as shown in blue on the ac- 
companying plan, and with regard to the traflBc states 

** It is impossible to present any definite and reliable estimates on this subject in 
respect of a large tract of country which at present is to a great extent landlocked, 
unable to export except along country roads and paths by means of carts and pack 
buRooks, and for the most part devoid of effective stimulus to production. Various 
estimatea of produce and returns will be found among the papers appended to this 
Resolution, but while they appear for the most part to have been framed with 
extreme caution, it is impossible to predicate to what extent, if at aU, they are 
likely to be exceeded, and any attempt to do so might only prove misleading. The 
Government of India are unable to say more than that the coal and other mineral 
resources of Chutia-Nagpur have been described in the geological writings of Dr. Ball, 
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Dr. Oldham, Hr. Hughea, and others* as also in recent articles in the Indian Engi- 
neer; that the trade has boon analyzed with much caro and 1 local knowlodgoby 
Mr. H. H. Risley, o£ the Bongral Oivil Sorvico, whoso note is appended ; and that the 
pilgrim trafdc is an important factor, the extent or expansion of which it is equally 
difficult to ascertain and foresee." 

From the above it will be seen that the published papers leave the question 
of probable profits very vague, and there are no facts given in the Resolution 
or papers attached which would induce the public to invest capital in the under- 
taking. 

The lines will be useful for the armies of pilgrims who visit the shrines of 
Benares, G-ya, and Dacca ; they will open up new country and be a great pro- 
tection against famine, they will facilitate emigration from over-crowded districts 
to districts which are sparsely inhabited, but from a commercial point of view 
there is nothing to show that they will bo a financial success. 

The project is divided into two sections, one, providing for the development 
of the Palamow coal-fields and the districts of Chota-Nagporo, while the other 
opens up through railway communication with the province of Orissa. It is 
with the first section of the project that we at present wish to deal. This line 
as laid down, runs from Mogul Serai by Sasseram and Daltoir-Gunj to Peruli, 
with a branch line to Qya. It will serve to open up the Palamow coal-fields, and 
may dovelopo the mining resources of Chota-Nagpore, but the traffic which it 
is likely to devolopo or attract is not apparently sufficient to enable the Govern- 
ment to hold out any prospect of an immediate return from the line sufficient to 
pay a fair rate of interest On the capital that would have to bo invested in its 
construction. lu fact, Mr. Risley, on whoso report the Government of India 
seems cluelly to roly, states in the summary of his report,— ‘‘ No materials exist 
for framing oven a probable estimate of the quantity or value of the exports or 
imports of the Okota-lTagporc division.” But while the project reported on by 
the Government of India is not one that is likely to be finauoially successful, a 
lino direct from Mogul Serai to Shergotty, with branches to Palamow and Gya 
(as shown in rod on the map), would afibrd such important facilities to iho 
through trade between Bengal and the Upper Provinces that it could not 
fail to bo at once remunerative and successful from a commercial point of view, 
while it would aftord to the Chota-Nagpore district almost as great facilities as 
the lino suggested in the Government Resolution. This lino would at once 
become the through route between Bengal, Beuiires, and Gya. It would shorten 
the distance between Calcutta and all stations above Benares by about 05 miles 
and cheapen the carriage on all articles of export from the Upper Provinces to 
Calcutta by about two rii(>eeH per ton. For the pilgrim tralEc it would be quito 
as convenient; as the lino from Palamow to Purulia, while the branch from 
Baroon to Palamow would be more direct for the coal traffic than the line HUg- 
gostod; in the Government Gazette. The expense in bridging the Sone at 
Baroon seems to have led to the adoption of the line from Sasseram up the Sone 
Valley, but the Bono Bridge at Baroon, although a work of cousiderablo magiu-* 
tude, is not one of any difficulty, and it lis doubtful whether the cost of tho 
longer line, with bridges across the Sone and Kool, will not be as great for tho 
direct line, including the bridge at Baroon. In letter No. 623 R„ dated tho 
30th March 1887, from Government of Bengal, it is stated 

''It appears to tho Lioutonant Governor, however, that once tho construotion of 
the Gya-Palamow section has boon dcoidod on, it will be at least worthy of eonsidc]*- 
ation whether tho problem of bridging the Sone river near tho Grand Trunk road, 
and of tho construotion of tlxe Mogul Sorai route through Sasseram direct to Sher- 
gati, had not bettor bo faced, Tho bridging of a river of tho maguitudo of tho Sone 

9 rr 9 
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is, in these days, a matter of much less difactilty than formerly, and it is probable 
that by this arrangement the exit of the coal, both towards Patna and towards 
Mogul Serai, would be most economically provided for, and the line to Sasseram 
would have the remote, but still tangible, advantage of lying on the direct route for 
the possible future alternative railway running as a chord from Mogul Serai to 
Burrakur, a question which there appears to be a growing tendency to reopen.” 

With reference to this suggestion the Government of India remarks ; — 

''A suggestion has been made that the line might be shortened greatly by proceed- 
ing direct from the coal-fields to the Sone, and facing the difficulties of a large bridge 
there, to the cost of which the saving by less distance and avoiding a bridge over 
the Koel would be a material set-off. This suggestion might be investigated when- 
ever the railway was taken in hand.” 

In any case, the advantages to be gained by the direct line are so great that 
they would more than compensate for any additional expense that may have 
to be incurred. This direct line would secure the whole of the pilgrim and 
passenger traffic between Bengal and all stations above Benares, both on the 
East Indian and Oudh and Rohilkhand systems, and if it did not secure the 
whole of the through goods traffic of the East Indian in addition to what it 
would receive from the Oudh and Rohilkhand, it would on account of the 
shorter lead be in a position to compete with the East Indian on terms which 
could not fail to be of immense advantage to the country generally. 

Objections may be taken to the construction of the proposed chord line on 
the ground that it will become a formidable opponent to the East Indian Rail- 
way. But in reply to this we would point out that the new Indian Midland 
will soon be competing with the Bast Indian Railway for the traffic of Upper 
India, and every reduction that can be made on the through rates between 
Cawnpore and Calcutta will assist the East Indian in maintaining and deve- 
loping its through traffic to Calcutta. It is manifestly better for the East 
Indian system to have its through traffic diverted for a short distance over the 
proposed new line than to lose it altogether, as it would do if diverted by the 
new Indian Midland to Bombay. But there is another consideration which 
would materially affect the East Indian system, and probably fully compensate 
it for any' loss that would accrue from the through traffic being diverted to the 
new chord line. This line would practically be an extension of the Oudh and 
Rohilkhand system from Benares to Burrakur, and if the Oudh and Rohilkand 
and the proposed extension were worked by the same agency, all their efforts 
would be directed to providing such facilities for the export traffic from Oudh as 
would tend to induce exporters to send it over the extension to Burrakur, where 
it would all be thrown on the East Indian Railway for transport to Calcutta. 
Whereas if the Oudh and Rohilkhand is worked by an agency, with no interest 
in any line south of the Ganges, it will not be a matter of great importance to 
them whether the traffic leaves Oudh at Cawnpore or Benares, and if at the 
former, it may there take the new line to Bombay instead of the East Indian 
Railway to Calcutta. 


Bated 25th July 1888. 

Erom^Messrs. Mathbson & Co., 

To— The Under-Secretary of State for India* 

We have the honour to acknowledge receipt of your letter Mo. 357 P. W‘ 
of the 4th instant, in which you inform us that the Oudh and Rohilkhand Rail- 
way will, on its purchase being completed by the Secretary of State on the Ist 
of January next, he retained and worked by Governinent as a State line. 
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This decision having been come to regarding the future working of the 
Oadh and Rohilkhand system, we assume that the proposal that the entire system 
should be worked by the managers of the proposed new line fulls to the ground* 
But the reasons for working the Oudh-Rohilkhand and the JMogull Sorai-liurra- 
kur line, under one management, remain as strong as ever. 

We therefore beg to suggest that the arrangements for constructing the now 
line (with the addition of consequential changes needed to meet the altered 
case) remain as before, but that it should, upon completion, be worked by the 
G-overnment in conjunction with the Oudh-Rohilkhand. The advantages to the 
Oudh-Rohilkhand of this scheme are so manifest that it is quite unnecessary to 
dilate upon them. We wonld merely ask that if at any time the Government 
should prefer to make over the working of the Ondh and Rohilkhand to private 
management, the Directors of the Mogul Serai-Burrakur line may have the 
option of undertaking it. 

It may be convenient if we repeat the conditions which we think will be 
found suited to the modified arrangement. 


Enclosubb in above. 

CONDITIO 

I. That all land shown to the satisfaction of Government to he necessary 
for the construction of the proposed line and stations be provided by Govern- 
ment free of cost. 

II. That, daring the construction of the line, the Company he allowed to 
charge to capital such sums as, with interim receipts, will be equivalent to a 
dividend of 4 per cent, per annum on the paid up capital of the Company. 

III. That the new lines, on completion, be taken over by Government, and 
worked through the agency of the Oudh and Rohilkhand State Railway system. 

lY. That the working e.vpenses for the whole system shall bo divided be- 
tween the present Oudh and Rohilkhaud line and the now Comimny, in propor- 
tion to the mileage of each. 

Y. That the net receipts of the present Oudh and Rohilkhand system, after 
deducting working expenses, calculated as above, shall be paid to Government, 
and the net receipts of the new lines to the Company. 

YI. That, should the net receipts of the new Company in any year after the 
line has been completed and opened for through traffic not amount to 7.'>,000^., 
Government will, in consideration of thp saving in working expenses and other 
advantages accruing to the Oudh and Rohilkhand system from the proposed ex- 
tensions, pay from the receipts of the Oudh and Rohilkhand Railway a sum 
sufficient to make up the net receipts on the new lines to 75,000^. per annum. 

YII. That, should the net receipts on the new line exceed 6 per cent, per 
annum on the capital, the balance be divided equally between Government and 
the Company. This condition to be contingent on the granting of No. YI. 

YIII, That Government shall have the option of taking over the now linos 
after twenty-five years, and at intervals often years, thereafter, on giving to 
the Company twelve months* notice of its intention so to do, and paying a sum 
equal to twenty-five times the average receipts of the Company during the pre- 
ceding five years. 

IX. The Company, on their part, to undertake — 

(A) That the line will he constructed throughout on the 5 ft, 6 in. gauge, 
and up to the standard of the Oudh and Rohilkhand or East Indian 
Railway, and maintaiued for one year after completion. 
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(B) That they will provide all funds required for additions to bloct, to 
meet development of trafiSo, and for the construction of any addi- 
tional branch lines that it may be mutually agreed upon between 
Government and the Company as desirable to construct, or to meet 
any unforeseen contingencies debitable to capital account* 

X. It is assumed that, under the arrangement for working above proposed, 
the rolling stock will be used indiscriminately over the combined systems, and 
for the provision of such additional rolling stock as is found to be necessary 
we would suggest— 

(A) That the Company should, to begin with, provide all additional rolling 
stock necessary for working the combined systems, until such stock 
hears the same proportion to the mileage of the new lines that tho 
rolling stock of the Oudh and Rohilkhand bears to its own mileage, 
and that thereafter all rolling stock be paid for jointly in propor- 
tion to the mileage of the two systems* 
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2.— Railway TrafS.c Rates. 


No. 120 (Railway), dated 7tli August 1885. 

From— The Government of India, 

To— The Soorotary of State for India. 

The considerable extension of the Indian Railway System in the last five 
years, within which the open mileage has grown from 8,492 miles at the end of 
1879 to 12,00X miles on the 31st March 1885, and the increase in the number 
of separate lines from 20 in 187^9 to 46 at the present date (not all under sepa- 
rate management, but still with varying interests), has brought into growing 
prominence the groat difficulties that are involved in the settlement of the rates 
of dilferent routes compoting for the traffic of districts served by one or more 
lines, wheihor those routes may load to the same or rival seaports. 

2. At the same time, the fact of many of the newly-constructed lines, which 
are at present feeders to the main trunks, having by their extensions gradually 
come into close proximity with one another, has rendered careful adjustment of 
the freight rates of the main trunk lines a matter of great delicacy in order to 
prevent any undue preforouco being given to the traffic of one administration 
over that of another, and requires that any change of rate, however local in its 
significance it may at first sight appear, should receive the closest examination 
and scrutiny from the point of view of each of tho lines fconcerned. To show 
that theso difficulties are not purely imaginary, we may now briefly enumerate 
some of the more important questions of the class that have arisen within the 
last few years. 

3. Tho first important competition arose in 1881, on the completion of the 
through I’oute from Bombay to tho North-Western Provinces and Punjab, 
Ahmcdabad to Agra and Delhi, and showed itself in the rivalry of the three 
routes for tho piece-goods traffic of those provinces— 

(i) Prom Calcutta, nd East Indian Railway. 

(ii) Prom Bombay, vid East Indian Railway and Great Indian Penin- 

sula Railway. 

(iii) Prom Bombay, vid Bombay, Baroda and Central India Railway 

and Rajputana-Malwa Railway. 

This was followed in 1882 by tho competition of the rival ports of Calcutta 
and Bombay for tho grain export of the same districts, and the settlement of tho 
rates on a fairly satisfactory basis had eventually to bo undertaken by 
Govorninont. 

4. The difficulties as regards tho claims of tho rival seaports wore, however, 
no sooner temporarily settled than others arose with the Oudh and Rohilkhand 
Railway. This line is peculiarly situated as regards the East Indian Railway, 
having three junctions— Aligarh, Cawnporo, and Benares^— and found itself 
injured by the uniform freight charged by tho East Indian Railway for export 
grain from all its northern stations, Cawnpore to Delhi ; the result of which was 
to draw traffic on to the East Indian Railway from tho Oudh and Rohillciiaad 
Railway by the northern junctions, instead of allowing it to follow its legitimate 
course by tbe shortest route, thereby depriving the Oudh and Rohilkhand Rail- 
way of its proper mileage, while at the same time causing the East Indian Rail- 
way to carry the traffic for a longer lead of 192 miles for nothing. This question 
is still under discussion between the Administrations concerned. 

• A break, of course, exists in tho railway oommunicatioa hero until tho bridge is completed 
but traiho IS through booked. 
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6, lu 1884, the opening of the Bengal and North-Western Railway added 
another complication to the matter. The special reduced rates of the East 
Indian Railway for long distance traffic tend to draw the traffic from a portion 
of the districts served hy the Bengal and North-Western Railway on to the 
East Indian Railway, vid the Oudh and Rohilkhand Railway at Benares 
instead of vid the junction of the former railway at Digha, again causing the 
East Indian Railway a longer lead for less charge. The completion of the Cawn- 
pore-Achnera Railway has also introduced another element of competition with 
the East Indian and Oudh and Rohilkhand Railways, the rival routes for the im- 
portant Sambhar salt traffic and other commerce between Oudh and Rajputana 
being the Cawnpore-Achnera metre-gauge route without the break of bulk versus 
the broad-gauge routes vid the East Indian Railway and Oudh and Rohilkhand 
Railway with transhipment at Agra. 

Under Conference Minute No. 89 of 1882, through hooked goods have to be 
sent by the shortest route provided it is also the cheapest. Disputes have arisen 
about this which could be promptly settled by a Clearing House having power 
to distribute the receipts from such traffic. 

6. The preceding paragraphs summarise, as briefly as possible, some of the 
chief difficulties that have arisen in the last four years in one portion of India 
and may be taken as showing the nature of the q[uestioas that will probably 
arise in future in other districts. The powers which the G-overnment of India, 
possess over the rates of the Bast Indian Railway, which on the one hand has 
formed the trunk line to one sea-board and the absolute control which it exercises 
over the Rajputana-Malwa Railway forming the greater portion of the mileage 
on the other, have enabled it, though not without difficulty, to settle most of the 
questions that have arisen; but its position with regard to the Guaranteed and 
Assisted Companies is not the same, and cases will no doubt arise in which 
the situation will become considerably altered and be one of great difficulty ; 
heuce the necessity for some Body independent of the' Government to settle 
such disputes if possible, or refer them to the Government of India for arbitra- 
tion under Chapter XIII of the new Railway Bill, when enacted, is being 
strongly enforced on onr attention. As it is desirable for the Government to 
dissociate itself from questions of this nature, it appears to ns that tho time has 
come for considering the question of the formation in India of a Body ana- 
logous to the Clearing House Committee in England. 

7. We would therefore request Your Lordship to enquire from the several 
Boards of the Guaranteed and Assisted Railway Companies whether the insti- 
tution of a Clearing House for the above purposes would not largely facilitate 
the Railway business of this country, 

8. The question of the establishment of a Clearing House was discussed at 
the Railway Conferences of 1880 and 1882, and again at the Traffic Conference 
of 1884. At the first two Conferences the proposal was negatived by a very 
large majority , but at last it was carried by one vote, the minority, however, 
including the traffic offiuers of the more important Indian Railways — East 
Indian, Great Indian Peninsula, Rajputana-Malwa, Sind, Punjab and Delhi, 
and South Indian. Such numerous and complicate(4 questions are, however, 
now arising as to the interpretation of Conference rules — routes for traffic, 
charges^ by rival routes, simplification of classification and traffic, &c.— that 
the subject appears to require a further and more careful consideration than has 
yet been given to it, and the formation of a Clearing House Committee, em- 
powered by its deed of incorporation to deal with such questions, appears to be 
a necessity of the immediate future. 
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No. 78 (Railway), dated 21st July 1887. 

From— The Secretary of State for India, 

To —The Government of India. 

The accompanying correspondence* has passed between thiKS Office and the 


* Letter from Compatiy, dated 6th May 
1887, aud enclosed notehy the Secretary. 

Letter to Company, dated 8th June 1887, 

Ditto from ditto dated Ist July 1887. 

Ditto to ditto dated aoth July 1887, 

t Clause 26 of Indian Midland Railway con- 
tract— 

“20. The Company shall be entitled to 
charge the public for services rendered by 
way of 'conveyance on the projected railway 
of passengers and goods oi difiEerent classes 
and dosenptions at such rates only as shall 
for the time being be approved by the Secre- 
tary of State. The Company may from time 
to time, and at the request of the Secretary of 
State, shall submit for the approval of the 
Secretary of State maximum and minimum 
rates within which the Company is to bo at 
liberty to charge for such services, and the 
Secretary of State may approve such rates 
with such modifications as he shall think fit, 
and may also from time to time require the 
Company to make such modifications in the 
maximum and minimum rates for the time 
being m force as ho shall think fit. Provided 
alwavs that as often as the Secretary of State 
shall require the Company to make any such 
niodideation as last aforesaid, he shall give to 
the Company not less than six months* previ- 
ous notice of his intention m that behalf m 
Older to give the Company time to submit its 
views with reference to such modification. 
Piovided also that when theSooreraryof State 
shall declare that the case is one of pubUo 
emergency, it shall be sufficient for him toigivo 
such shorter notice .i'* ir.dci I’.ic ilu .s’u-.*. *. . -» 
ho shall consider ri.i-'mnli o. Tlu‘ Con ».uiv 
shall notin making .'i,' pj.l.li. loi 

services mentioned m In-. ''MI <'iK-«i!sic 
any such charge at » rate which shall be either 
above the maximum or below the minimum 
rate for the time being applicable under this 
section to the particular service in respect of 
which the same charge is made, or make any 
reduction by way of rebate or otherwise which 
shall have the elfect of bringing any rate ac- 
tually paid below such mimmum. The term 
• goods ' shall, as regards this section, include 
everything convoyed on the projected railway, 
passengers only excepted.** 


Board of Directors of the East Indian 
Railway Company on the subject 
of the control exercised by Govern- 
ment over the Company’s rates and 
fares. 

2. The Board complain of the inelastic 
nature of the present system of control, 
which necessitates^ frequent references 
to the Government officers, and places 
them at a disadvantage in the competi- 
tion which has in recent years sprung up 
for the traffic of the North-Western 
Provinces. 

3. On receiving the representations 
of the Directors, I recognised the force 
of their arguments, and offered to grant 
them the same conditions as were con- 
tained in the Midland Railway contract, 
which were settled after full considera- 
tion, and are embodied in the 26th 
clause of the contract, as recited in the 
margin.t 

4. The Board have accepted these 
conditions, which will enable them to 
fix and vary their own rates within cer- 
tain limits approved by Government, 
aud I have to request that you will 
take steps, in communication with the 
Company’s Agent, for carrying the new 
arrangement into practice# 


No. 54, dated 6th May 1887. 

Prom— A. P. Dunstan, Esq., Secretary, Bast Indian Railway Company, London, 
To— The XJndor-Socretary of State for India. 

The Board are under the necessity of addressing the Secretary of State in 
roffai-d to Clause 16 of the contract between tno Company and the Secretary of 
State, dated 22nd December 1879, for the working by the Company of the East 
Indian Railway undertaking. 

The clause runs as follows, omitting its concluding proviso, which has no 
hearing on the question now raised ; — 

‘‘ The Company shall charge such rates and fares for the carriage of goods 
and passengers as may from time to time be fixed by the Company, with the 
approval of the Secretary cf State.” 

At the date of the contract, the undertaking was practically free from the 
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competition of other Railways. That condition is changed, and the undertaking 
is now subjected, in the matter of its merchandise traffic, to a rivalry the keen- 
ness of which will he gathered from a perusal of the papers appended. 

The Board are satisfied that, having regard to the easy gradients of the 
East Indian Railway, its solid construction, cheap fuel, and, consequently, low 
working expenses, they can meet all fair competition, if only allowed reasonable 
freedom in the matter of the settlement of its rates. The administrations of 
the Railways connected and competing with the undertaking have almost com- 
plete freedom and discretion in the matter of rates, while the administration 
of the East Indian undertaking, on the other hand, is allowed no discretion 
whatever, and is seriously hampered by the rigorous exercise of the power re- 
served by the Secretary of State under the above-quoted clause of the contract. 
Every proposed change has to be referred to the Government of India, and the 
delay consequent thereon prevents the administration of the East Indian Rail- 
way from aotiug promptly where prompt action is essential to the retention or 
development of traffic, even when its proposals for rates are eventually approved 
by the Government. 

The Board submit that a limited discretion should agaiu be allowed to them, 
and is, in fact essential to the efficient working of the undertaking. This is no 
new question, as will he seen by a perusal of the Secretary’s appended note on 
the subject of the “ Goverumeut control of rates ” under the previous coutract. 
An arrangement suitable to the then circumstances was conceded, based as was 
natural, in the face of the virtual monopoly possessed in those days by the 
undertaking, on the priuoiple of providing against excessive charges to the 
public for the work doue by the Railway Company. At that time it was thought 
to be necessary to protect the public as against the Railway Companies ; tho 
necessity has now arisen of preventing undue competition amongst the Railway 
Companies themselves. 

In view of the present position of affairs, the solution which the Board 
advocate is the fixing of a minimum rate, down to which the administration of 
the undertaking shall have freedom to work, but below which the administra- 
tion shall have no power to go without the previous approval of the Govern- 
ment, and all variations above which shall he recorded in the minutes of the 
official meetings for their informain . 

The principle of allowing a working Company discretion within minimum 
rates has been recognised in the contract between the Bombay, Baroda and Cen- 
tral India Company and the Secretary of State for working the Rajputana- 
Malwa Railway, and the same condition applies to the Cawnpore-Aohnera Rail- 
way, which is now worked by the same Company in connection with the Raj- 
putana-Malwa Railway, A similar condition has also been embodied in the 
contracts between the Secretary of State and the Indian Midland and the Ben- 
gal-Nagpnr Railway Companies respectively. It is not unreasonable, therefore, 
on the part of the Board to ask for this concession. 

The average cost of carrying one ton of goods one mile for the h'alf-yeai 
ended 30th June 1886 was, on the East Indian Railway, 2*15 pies, or '079 of 
a pie permaund per mile, and the Board submit that a5 advance of, say, 20 per 
cent, on this average cost, or *094 of a pie per maund per mile, would be a proper 
minimum for this Company ; they also beg that, as formerly, they may be 
granted full power to vary the rates for their goods traffic down to such mini- 
mum whithout having first to obtain the sanction of the Government of India, 
a record of all such alterations being made in the official minutes for the infor- 
mation of the Government. 
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No. S29-87 P.W., dated 8th Juno 1887. 

Prom— Sir John E. Gorst, TJnder-Sooretary of State for India, 

To — The Secretary, East Indian Kail way Company, London. 

In reply to your letter, No. 54, dated 6th May 1887, in respect to the 

control by Government over the fares and rates charged by the East Indian 

Kailway Company, I am directed to state, for information of the Board, that 

if the Company are prepared to accept the arrangement which is embraced in 

the clause of the contracts with the Indian Midland Kail way Company given 

„ in the margin, the Secretary of State for India is 

Clause 2a. , ^ x t x- c 

prepared to agree to the application or the same 

system to tho East Indian Kail way, and will inform the Government of India 

accordingly. 


No. SO, dated lat July 18S7. 

From— A. P. Dunstan, Esq., Socrotary, East Indian Kailway Company, 
London, 

To— Tho XJndor-Socrotary of State for India. 

I am instructed by tho Board of Directors to acknowledge receipt of Sir John 
E, Gorat*s letter of the 8th ultimo, in reply to tho Board's representations on 
the subject of the Government control of rates, dated 6th May last. 

The Board are willing to accept the proposal of the Secretary of State by 
way of supplement to clause 16 of the contract, and, as regards the rates for 
goods, as defining the “approval” reserved to the Secretary of State in the 
first sentence of that clause. 

The Agent of the Company will be instructed accordingly to lose no time in 
(jOrning to an agreement with the authorities in India as to a maximum and 
minimum rato for all goods, it being understood that it will be within the dis- 
cretion of tho Agent to vary the rates from time to time within those limits. 

The authority given to tho Agent will bo exorcised, of course, with duo 
respect to the Conference rules, and his proceedings will invariably bo recorded 
in the minutes of the official meetings. 

The Board will instruct their Agent to give a loyal support to the intentions 
of this arrangement, so as to afEord the fullest opportunity of carrying out its 
objects, by enabling this Company to compete on equal terms with foreign linos 
for the traffic of tho districts served by them, to tho mutual advantage of the 
peoples affected, and of the Railway Companies. 

Tho Board desire to add that, when writing their letter, No. 64, of the 6th 
May last to the Secretary of State, they were under the impression that the 
minimum granted to the Rajputana-Malwa Railway was, as stated, *12 pie per 
maund per mile. They have since learned that the minimum for distances over 
400 miles is *10 pie per maund per mile. 


No,' 1250-87 P.W., dated 20th July 1887. 

From— Sir John E. Gorst, Uudor-Seorotary of State for India, 

To— Tho Secretary, East Indian Railway Company, London. 

I am directed by the Secretary of State for India to acknowledge the receipt 
of your letter of 1st July 1887, No. 80, stating that tho Board of Directors of 
the East Indian Railway Company are willing to accept the proposal made - in, 
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Sir John Gorst's letter of 8th June last, with regard to the control exercised by 
Government over the Company's rates and fares. 

The Government of India will be informed of the decision of the Secretary 
of State, and will be requested to carry the new arrangement into elfeot in con- 
junction with the Company's Agent in India* 


No. 16 (Railway), dated 25th February 1886. 
From—The Secretary of State for India, 
To— The Government of India. 


Upon receipt of Your Excellency's Railway letter No. 120, of the 7th 
♦ Dated 29th September August last, I caused a letter* to be addressed to all 
1886 . the Indian Railway Companies, a copy of which 

is herewith forwarded, requesting that the several Boards of Directors would give 
the proposal to establish a Railway Clearing House in India their best atten- 
tion, with a view, if possible, of establishing a system which, like the Railway 
Clearing House iu this country, would both facilitate public couvenienco and 
promote the interests of the Railway administrations. 


2. I now transmit, for the information of your Government, copies of 

letters which have been received from 
the Railway Compauies marginally 
noted, from which it will be seen that 
the general feeling is opposed to tlie 
scheme enclosed in your letter, which 
proposes to entrust to a Clearing House 
Committee functions going much beyond 
those of the body existing under that 
name in this country, and is inconsis- 
tent with the terms of the contracts 
with the various Compauies. 

3. Although some of the Boards 
would not object to the formation of a 
Clearing House of the Euglish type, 
many of them consider the proposal premature and unnecessary, and I am not 
prepared to press the measure upon them until I am iu possession of more 
complete evidence that the trafidc really requires it, and that the plan would not 
be a cause of needless expense, as is alleged by those who oppose its adoption. 
If, however, a modified plan on a more limited basis were prepared in communi- 
cation with the representatives of the Companies, I anticipate that a disposition 
will be shown to co-operate with the view of carrying it out. 

4. I observe that the chief point on which stress is laid iu Your Excel- 
lency’s letter on this subject is the importance of obtaining some means of set- 
tling the rates by different routes competing for the traffic which lead to the 
various seaports. It appears to me that it is beyond the proper scope of the 
duties of the Government of India to mterfere in such matters otherwise than 


Letter from Great Indian Peninsula Rail- 
way Company, No. 161, of Uth. November 
1885. 

Ditto from Bombay, Baroda and Central 
India Railway Company, No. 858, of 27 tb 
November la85. 

Ditto from Madras Railway Company, No. 
7070, of 27tb November 1885. 

Ditto from Cudb and Eohilkband Railway 
Company, No. G. 149, of 19th November 
1885. 

Ditto from Southern Mabratta Railway 
Company, No. 87, of 12th November 1885. 

Ditto from Bengal Central Railway Com- 
pany, No. 812 B., of 26th November 1885 

Ditto from Bengal and North-Western 
Railway Company, No. 407, of 13th November 
1885. 

Ditto from South Indian Railway Company, 
No. 1341, of 20th January 1888. 

Ditto from Bast Indian Railwity Company, 
No. 22, of 6th February 1886. 


by exercising tbe influencs it possesses, whether by reason of its powers, under 
the contracts with the various Companies, or as the owner of the State lines of 
railway, or as the representative of the general interests of the country. 
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No. 4 Railway), dated lOth January 1888. 

From— The Government of India, Public Worts Department, 

To— The Secretary of State for India. 

The question of competitive rates upon railways in India has for some years 
past formed the subject of correspondence between ourselves and Her Majesty's 
Government. 

Commencing in 1881, when the through opening of the Eajputana Railway 
afforded direct access from North-Woslern India to Bombay, and enabled that 
seaport to compete with Calcutta in the export trade of grain produced in Upper 
India, the question has become more intricate as the railway system has develop- 
ed, and as fresh interests have been involved. 

2. Apart from the rivalry between the routes to Bombay and Calcutta for 
tbe export of grain from the Upper Provinces, the peculiar situation of the 
Oudh and Rohilkhand Railway with its three junctions at Aligarh, Cawnpore, 
and Benares has for some time past led to competition between that Company 
and the East Indian Railway, fresh elements having been introduced hy the 
completion of the Saharanpui* Extension in 1886, and of the Ganges Bridge at 
Benares in 1887. 

The opening of the Bengal and North-Western Railway in 1884 brought 
that Company into competition with tbe East Indian Railway ; and the transfer 
of the Cawnpore-Achnera Railway to the Bombay, Baroda and Central India 
Railway Company placed the direct metre-gauge route from the Sambhur 
Lake to Cawnpore in antagonism with the broad-gauge route vid the East 
Indian and Oudh and Rohilkhand Railways, with transhipment at Agra, both 
systems struggling, by bidding against each other in low rates, to secure the 
important salt and sugar traffic between Oudh and Eajputana. 

The construction of the Eewari-Ferozepore Railway and of the Perozopore 
Bridge has initiated a rivalry between the North-Western and the Bombay, 
Baroda and, Central India Railways for the possession of the export trade from 
Kurrachee and Bombay respectively. 

3. In' endeavouring to arrive at a solution which should comprehend all 
the complicated references that have arisen from the compotitiou between thoso 
various Lines, we have been guided by the views enunciated by Her Majesty's 
Government to the effect that wo should allow rates and faros on railways in 
India to be dealt with as nearly as possible as they would be by independent 
Companies, the intervention of the Government of India being for the most 
part confined to the prevention of undue preference, and to the establishment 
of maxima and minima rates and fares. 

These principles we have embodied in a Resolution,* a copy of which wo 
beg to transmit. Wo have been much assisted in 
eonsideration of the question by an exbaustivo 
note which has been drawn up by our Director 
General of Railways, a copy of which is also transmitted, and extracts from 
which have been published as an appendix to our Resolution. 

4. That Resolution speaks for itself. We trust that it will meet with 
Your Lordship's concurrence, and that Tour Lordship will exercise your influence 
to ensure an acceptance of its leading principles by the Boards of Directors of 
the Guaranteed and Assisted Railway Companies, so far as those principles do 
not traverse any conditions of their existing contracts, if, indeed, they cannot 
be brought to accept them in their entirety, as being likely, if so accepted, to 
reduce future difficulties to a minimum. We also beg that in arranging terms 
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with any Railway Companies which may bo formed in future, Your Lordship 
will provide in their contracts that the general conditions of our Rosolutiou 
above referred to shall be applicable, and that in granting now couoossions 
which may be applied for by existing Companies, advantage may bo taken of 
the opportunity for obtaining their assents to theso principles, by making their 
acceptance a preliminary condition to the grant of tho proposed concessions. 


No. 144(5 E. T., dated 12th December 1887, 

Resolution hy the Government of India, Public Works Doiiartmout. 

Read again— 

Despatch from tho Secretary of State, No. 132 Railway, dated 10th October 1SS2. 
Public Works Department No. 162 R.T., dated 2nd March 1S83, to tho Qovorn- 
ment of Bombay. 

Public Works Department Resolution No. 200 R. T., dated 25th February 1880. 
Despatch from Secretary of State, No. 16 Railway, dated 25th February 1886. 

Read also — 

Letter from the Director General of Railways, No. 775 T,, dated 20th August 
1887, and extract from enclosure. 


Obsbevations.— In his Despatches read again the Secretary of Stafco 
expressed the opinion that the rates and fares on Indian Railways should bo 
dealt with as nearly as possible as they would be by independent Companies, Lc» 
that the Managers of Railways should be left to fix their own rates and faros, 
that the interests of Railways and trade generally would be better served by 
accepting the legitimate consequences of competition, and that the interposition 
of Government would he justified only in cases where Companies uudor tho 
security of a guarantee might fix rates Below what would cover the cost of trans- 
port with a margin of profit. The Government of India unreservedly accepted 
these principles, vide Public Works Department No. 1G2 R. T., dated 3nd 
March 1883, to the Government of Bombay, and in paragraph 11 of this letter 
His Excellency the Governor General in Council promised to subsequently issiio 
certain general rales, subject to which the Managers of Railways might be left 
free to fix such rates and fares as seemed most advantageous for their respective 
lines. 

2. The time now appears opportune for promnlgating those rules, which 
His Excellency the Governor General in Council conceives should take the form 
of formally accepting certain general principles based upou the host recognised 
practice of the English and American Railways. Some of the more important 
of these principles seem to His Excellency in Council to be as follows : 


I.-That to protect the public and to prevent unreasonable charges on the 
part of the Railway Administrations, it is necessary for Govoru- 
ment to impose restrictions as regards the maxima fares to be levied 
for the carriage of all classes of passengers, and the Tnavima rates 
for all descriptions of goods. 


This principle has been recognized in every English Railway Act and in all 
the continental ones, as weE as in all the American Acts authorizing the oon- 
struction of railways. 
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In India, liowever, circumstances exist, not to be found generally in the 
railways of other countries, which make it necessary to fix minima as well as 
maxima rates and fares. In consequence of the Government guarantee granted 
to certain railways, it is possible to work a railway in this country at a loss to 
Government without affecting the pecuniary interests of the shareholders in 
any way, and at the expense of the taxpayer, when a Guaranteed line is 
not paying the guaranteed interest, and has no near prospect of so doing. A 
Guaranteed Company under these circumstances might unduly lower the rates 
and fares in competition below a point which would allow of a margin of profit, 
unless prevented from following this course hy a minimum rate being fixed by 
Government. These minima, however, will be enforced only when circumstances 
have shown them to be necessary in the financial interests of Government. 

II. — That the charges made to the public are admissible of division into 
two heads— (c») mileage rates and fares, which necessarily vary to 
some extent with the distance the passengers and goods are carried ; 
and (5) terminals, this latter being a fixed charge for services 
incidental to the business of a carrier. 

The maxima rates and fares are most conveniently fixed at a certain sum as 
a maximum charge per mile for each class of passenger and per mile per ton 
(or maund) for each class of goods. As regards terminal charges, however, it 
maybe said at once that it is impossible to prescribe any maximum and mini- 
mum to meet all cases. Government must be contented with I’eserving to itself 
the power, in the event of cause being shown by any person concerned, of taking 
evidence on the matter and of fixing what, under the circumstances of any 
particular case, appears to be a fair and reasonable charge for terminals at that 
particular station. As regards the classification of goods an attempt was made 
at the" Traffic Conference of 1881 to introduco an xiniform classification, but 
owing to the opposition of one important Railway it was devoid of rosxdts. A 
movo in this direction has, however, been made by the adoption by tlio East 
Indian Railway, North-Western Railway, Bengal and North-Western Railway 
and Tirhoot State Railway of a classification common to all four Railways, and 
it appears to llis Excolloncy in Council advisable to order the introduction of iliis 
classification on all State linos, and unless duo cause can he shown, on all Rail- 
ways to be opened in future. 

IIL— That when once maxima and minima rates and faros have been fixed, 
any further interference on tho part of Goverment in tho matter of 
rates and fares is only a restraint of trade. Tho Railway Adminis- 
trations, who know their own interests host, should bo allowed to 
alter their rates withiu the proscribed maxima and minima to suit 
the varying conditions under which commercial business is evory- 
, where carried on. 

In granting this freedom, however, it is assumed that tho English Clearing 
House principle, that in tho case of two competitive routes between two stations 
the Company owning the shortest route fixes tho rate, is accepted, 

IV.— That, although in tho interests of the public, the Government should ab- 
stain from direct interference in the matter of rates and fares, yet 
there are certain ruling principles which Government, as tho guardian 
of the public interests, must sec are complied with hy Railway Ad- 
ministrations. There should he no undue preference. In other 
words, Railway Administrations ought not to be permitted to make 
preferential bargains with particular persons or companies, such as 
granting them scales of charges more or loss favourable than those 
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granted to the ‘public generally. Again, in cases where the traffic 
offering is sufficient to justify this arrangement, Railway Adminis- 
h'ations must give reasonable facilities for public traffic between any 
two Railway stations, each Railway Administration being contented 
to receive for its share of the through rate less than its ordinary local 
rate. 

The justice of this is evident when it is considered that all goods traffic is 
carried for long distances at lower rates than for short distances, so that if each 
Railway Administration were to charge its full local rate over its own compara- 
tively short length of line, the aggregate would be so great as to restrict the 
traffic. The principles enunciated by Sir B. Leslie iu his letter No. 633 Gr., 
dated 25th August 1880, for working through traffic, are all that could be 
required 

“ The various railway systems should as far as possible serve the country as if 
they were under one management, and the dealer in country produce should not be 
hampered in his operations by the necessity to base Hs calculations on as many 
different scales of rates as there may he railways between the starting point and 
destination. This can only be attained by adopting an uniform scale of rates for 
special or lower class goods which form the hulk of the country produce, and where 
there are alternative routes, by sending goods according to sender’s option. The 
adoption of an uniform scale of rates for special class goods for the whole of the 
districts served by the East Indian Railway and Oudh and Rohilkhand Railway will, 
in my opinion, contribute largely to develop traffic. It will be, in my opinion, to the 
material advantage of the railways and iutereats of the public to adopt an uniform 
gradation scale of rates for special class goods, both for through and local traffic, on 
both railways j the earnings from through traffic to he divided in the ratio of the 
mileage.” 

These rights were secured to the public in England by the Railway and 
Canal Traffic Acts of 1854 j and 1873. Care will be taken to secure the same 
lights to the public in India in the new Indian Railway Act now under con- 
sideration, but in the meautime His Excellency in Council relies on all Railway 
Administrations, in the interests of the public, giving effect to the above princi- 
ple IV as if it already had the force of law. 

The question whether the charging of lower or an equal rate for a longer than 
for a shorter distance does or does not constitute “ undue preference ” appears to 
he at present unsettled in England, although the weight of legal authority is much 
against the practice, and it seems to he at least settled that the charging by a 
Railway Company of a lower or even an equal rate for a longer than for a shorter 
distance constitute evidence of undue preference. The Gov- 

ernor General iu Council is disposed to instruct the Managers of State Railways 
to accept this view of the matter until the Courts of Law in India give a deci- 
sion on the legality or otherwise of charging a lower or an equal rate for a 
longer than for a shorter distance, and the Consulting Engineers should use their 
influence, in the intesests of the public, to prevent any undue preference being 
allowed to exist on guaranteed lines. 

3. The Government of India, while enunciating the above principles, which 
it considers should be observed in the working of all railways, and which it has 
detemnned shall be observed on all State Railways ftnd Railways about to be 
opened, entertains the hope that the Railway Companies open at present will see 
that it is to their own advantage to adopt principles which the experience of 
English Railways and of those of other countries has shown to be most to the in- 
terests of all concerned, and leaves it to the good sense and business instincts of 
the several Railway Boards and Agents to recognize the advantage of uniformity 
iu the working of the Indian Railway system as a whole. A beginning has 
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already been made by the assemblino^ of periodical *Rail way Conferences ; and 
Government would now go a step further and propose the formation of a 
Standing Committee of Railway Managers, somewhat of the nature of the Com- 
mittee of General Managers of English Railways parties to the Clearing House, 
with the Director General of Railways as ex-officio Chairman, 

^ Resolution. — His Excellency the Governor General in Council is accordingly 
pleased to order as follows : — 

(a) That the schedule of maxima and minima rates and fares forming 
Appendix A to this Resolution shall be adopted on aU Railways 
worked directly by the State and by all other Railway Administra- 
tions, whether their lines be already opened or not, so far as this 
schedule is not inconsistent with any contracts or agreements previ- 
ously entered into, and that it shall not be departed from without 
due cause being shown. 

(5) That in order that the public may have complete information as to the 
maxima rates and fares which every railway is authorized to charge, 
the maxima and minima rates and fares fixed for each railway shall 
be published in their goods and coaching tariffs, under tlie signature 
of a Consulting Engineer if a private Company, and of the Secretary 
to Government in the case of a State line. 

(cl That, unless sufficient reasons can be brought forward against the 
adoption of this course, the general goods classification now in force 
on the East Indian Railway shall be accepted for all Railways 
worked directly by the State, and by all other existing Railway 
Administrations, with the same proviso as to interference with exist- 
ing contracts as under (a) above. 

(d) That there shall be no undue preference, either as between two Railway 

Companies or between a Railway Company and a particular person 
or class of iudividuals, by making preferential bargains or by granting 
to one particular Company or person more favourable conditions for 
the carriage of goods than to the rest of the public at large. 

(e) That the Director General of Railways be instructed to place himself in 

communication with the several Railway Companies with a view to 
establishing a Standing Committee of Railway Managers. 

Obdsb. — O rdered, that this Resolution be communicated to the Governments 
The Governments oi Madras, Bombay, Ben- and Administrations and Officers noted 

iu the margin for information and guid- 
ance; also to the Government of the 
Punjab, the Resident in Mysore, the 
Agents to the Governor General for Raj- 
putana, Central India, and Biluchistan, 
and the Accountant General, Public Works Department, for information. 

Ordered also, that this Resolution and its enclosures be published in the 
Supplement to the Gasfette of India, 


gal, and North-Wesiern Provinces and Ondh. 

The Chief Commissioners of the Central 
Provinces, Burma, and Assam. 

The Resident at Hyderabad. 

The Director General of Railways. 

The Consulting Engineers to the Govern- 
ment of India for Railways, Calcutta, Luck- 
now, and Central Division. 


APPENDIX A. 

Schedule of Maxima and Minima rates and fares. 

Maximum. Minimum. 

Passenger Fares— Pies per mile. Pies per mile. 

1st class ...... 18 12 

2nd 9 6 

Intermediate class .... 4^ 3 

Srd class , • ... 3 1 
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appendix k—eoKtd. 



Maximum. 

Minimum, 


Pies per maund 

Pies per maund 


per mile. 

per mile. 

Luggage 

2 

1 


Maximum. 

Minimum. 


Pies per mile. 

Pies per mile. 

*Caririages-^ 

Single carriages • 

42 

30 


Maximum. 

Minimum. 


Pies per truck. 

Pies per truck. 

Two or more carriages on one truck 


42 


Maximum. 

Minimum. 


Pies per mile. 

Pies per mile. 

^Horses — 

Single horse 

24 

18 


Maximum. 

Minimum. 


Pies per fifty 

Pies per fifty 


miles or portion 

miles or portion 


thereof. 

thereof. 

Dogs — 

Each 

96 

48 


Parcels^ 


The rates passed at the Railway Traffic Conference of 1884», as under :■ 


First 100 miles. 


Every additional 
100 miles. 


Annas. 

fNot exoeedingf 5 seers or 1 cxtbio foot 3 



99 

10 

99 

2 cubic feet 

6 

*9 

99 

20 

99 

4 

99 

10 

39 

99 

30 

9) 

6 

99 

13 

9* 

99 

40 

99 

8 

99 

16 


For every additional 10 seers or 2 cnhio 


feet, or portion of 10 seers or 2 cubic 
feet 4 


Annas. 

1 

3 

6 

8 


2 


Parcels exceeding 40 seers in weight or 8 cubic feet in measurement may be 
booked if accommodation will allow. 


Maximum. Minimum. 


Goods rates — 


Pies per maund Pies per maund 
per mile. per mile. 


5th class 1 

4th I 

3rd ^ 

2iid ^ 

l®t ,}•••••• 

Coal, edible grain, and other low- 
priced staples carried at special rates f 


1 

f 

i 

i 

i 

h 


* Subject to a minimum charge of R5, 

t Siitjeot to a maiimam charge of B1 for a parcel not exceeding 5 seers, irrespect- 
ive of distenoe, ^ 
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APPENDIX B. 

Extracts paras. 1 to 49 and 122 to 171 from Note by the Director General 
of Railways, dated 31st July 1887, — printed below. 


Note hy Lieutenant-Colonel L, Conway •Condon, Lvnecton Oenenal of Nail- 
ways, dated 81st July 1887, on Ltailway Nates and Fares in India,, (a) 

List of woeks consulted. 

A. — Bigg’s General Railway Acts, with Supplement. 

B. — Report of Messrs. Thurman, Washhume and Cooley, constituting an 

Advisory Commission on Differential Rates by Railroads between the 
West and the Seaboard, dated July 20th, 1882. 

C. — Report from the Select Committee on Railways (Rates and Pares) with 

Minutes of Evidence, 1882. 

Z). — United States Act to regulate Commerce. — Approved, February 4th, 1887. 
P.— First Annual Report of the Railway Commissioners. 

P.— Second „ i „ 

G. — Third „ „ „ 

H. — Fourth „ „ i, 

I. — Fifth ,, „ 

J. Sixth ,, „ „ 

JK'.— Seventh ,, „ „ 

I.— Report of Royal Commissioners on Railways, 1867. 

AT.— State purchase of Railways. — C. Waring, 1887. 

N. — The Law of Railways. — Browne and Theobald, 1831. 

O. — ^Report from the Select Committee on Railways (Rates and Fares), 1881. 

P. — Les Chemins de fer fran^^ais : Etude historique sur la constitution et le 

regime du riseau, 1884. 

Q. ^Dictionnarie l<5gislatif et rdglomentaire des chemins de fer, 1881. 


I believe the time has now come when Government must intervene more 
actively than it has hitherto done in the matter of rates and fares in force on 
the Indian Railways. In the first stage of railway development, when railways 
are practically isolated and competition hardly exists, railway rates and fares 
are necessarily based solely on local requirements. At a later stage, when the 
railway system has extended, and the next-work of lines has become more com- 
plicated, the railways cease to be nseful merely to the local public. (A) They pass 
from being what the French classify as Chemins d’intirU local f into being 
“ Chemins d'intSrit gSniralJ* They become intermediaries between distant 
points, and their tariffs have to be adjusted to meet the altered circumstances of 
the case. The numerous cases of disputes between the various competing 
Railway Companies in 1 ndia, the many complaints put forward by Chambers 
of Commerce and traders ou the subject of railway rates and fares, that are 

(a) In ttis note, I hare made use of all the works on the subject of rates find faros which the 
very limited resources of the Public Works Secretariat Library placed at my disposal; and I have* 
as far as I could, purposely adhered to the actual wording of the report, evidence, die,, to which I 
have referred. In most cases I have given xhy authority ; but in many cases 1 have been 
unable to show the extract as a quotation owing to the necessity of slightly altering the wording in 
order the better to suit the context. 

(J) ** Nothing, however, in our investigation of the subject has struck us more forcibly than 
the fact that the growth of railroad business has been such as to take from the several trunk roads 
the purely local character they formerly possessed. [ B; page 3. ] 

** Moreover, with the rapid extension of railways in India, the old conditions under which the 
traffic was worked must necessarily be modified. ** Extract fiom letter from the Government of 
India, Public Works Department, No. 923 B .T., dated 16th September 1886, 


2x2 
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now referred so frequently to Governmeut for settlement, prove conclusively 
that India is now passing beyond the first and simple stage of railway develop- 
ment into the later and more complex. 

2. I shall, in this note, first indicate what appear to he the principles in regard 
to railway tariffs that are generally accepted by the best authorities in Eng- 
land, America and elsewhere ; I will then shortly sketch the actual state of 
Railway tariffs in India ; and finally put forward some recommendations as 
as to what is now, in my opinion, the best course for Government to pursue. 

3. The leading principles which have been accepted in England and else- 
where in regard to railway rates and fares appear to be as follows:-^ 

L That, in the interests of the fuhlic, in order to prevent vmreasonalle 
charges on the 'part of "Railway Administrations who ham hy Government 
been given a practical monopoly of the land’-carrying trade of the cowiiry, it 
is necessary to lay down some restriction on the maxima fares to le levied by 
Railway Administrations for the carriage of all classes of passengers and on 
the maxima rates for the conveyance of all descriptions of goods, 

4. It is perhaps hardly necessary to make any remarks on this principle, for 
it has been recognised in every English Railway Act, in the German and French 
Railway Legislature, and not only in the Railway Acts of the separate Ameri- 
can States, but also in the general Act of the United States to regulate commerce 
passed in I ebruary 1887. 

5. This restriction is imposed as a matter jof public policy, it being im- 
practicable for each one of the public to contract freely with a strong Railway 
Administration in a small matter of which the Railway Administration holds the 
monopoly, {a) 

6. It may be observed, however, that legal maxima rates afford little real 
protection to the public, since they are usually fixed so high that it is, or be- 
comes sooner or later, the interest of the Railway Administrations to carry at 
lower rates. f6) 

7. After maxima rates are fixed Railway Administrations should have the 
power of applying to Government for permission to raise these maxima on due 
cause being shown that the prescribed rates or fares are insufficient ; but they 
should not be allowed to take the matter in their own hands, and to charge 
rates and fares to the public in excess of the prescribed maxima, (c) 

8. II, That the tolls charged to the public, at all events so far as goods 
rates are concerned, must practically be divided into two heads : 

A. Mileage rates, i,e. — Tolls for the use of the railway, including the 

use of wagons and truchs, locomotive power, and every other ex- 
pense incidental to the conveyance of the goods, inclusive of profits 

B. - Terminals, i.e, — Charges for services incidental to the business or 

duty of a carrier ; such as the worJdng charges, repairs, renewals* 
and insurance of station buildings, sidings, sheds, platforms^ 
warehouses, cranes, turntables, weighing machines, hydraulic 
power, fixed appliances, machinery, <^c,; groundrent; loading 
and unloading; clerhage ; weighing and cheching of goods; 
stores; covering; porterage, and labour of every description; 
shumting ; gas and lighting j rates and taxes ; risTc of damage in 
loading and unloading ; cartage ; claims far compensation, 

^c,, inclusive of profit. 


(a) C.—Mr. J. H. Balfour Browne ; Question No. 1404. 
(5) C.— Report of the Committee, page V. 

(c) C.—Mr. J. H. Balfour Browne ; Question No. 1170. 
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9. This division was recognised in the Report of the Select Committee on 
Railways (Rates and Fares) of 1882, viAe page T. 

“ Tour Conunittee, therefore, are of opinion that the right of Railway Companies 
to charge for station terminals should be recognised by Parliament.** 

10. It is also recognised in the United States Act to regulate commerce, and 
in tbe tariffs laid down by the continental Governments, 

11. It is to be noticed that the Tolls or Mileage rates necessarily vary with 
the distance tlie goods are carried, while the Terminal are independent of that 
distance. The sum of the two, which is the charge made by the Railway to the 
public, forms what might he termed a natural differential rate. 

12 III. That the fixed maxima rates and fares under the head mileage 
rates are most com&nientlg gveen in a schedule^ showing the maxima fares for 
each class of 'passenger ^er mile, and the rate per ton {or maund) per mile for 
each class of goods ^ all the differ enl articles which have to he carried hei/ng 
entered into a prescribed classification sliowi^ng the class under 'which each 
article is to he considered as helongimg for the purpose of fixing the rate. 

13. In the English Railway Acts, for the most part, the classification of 
goods laid down is most imperfect. It seems to have been the intention of 
Parliament to give Railway Companies the power of charging a uniform rate 
per passenger per mile and per ton of goods per mile without distinction of 
class, with certain exceptions which are specified. The ruling rate is what is 
called the ** Etcetera ” rate, or the rate which appears in the Etcetera” clause ; 
but that seems to be the standard rate of charge which Parliament authorised 
the Railway Companies to make, and all the articles which are enumerated, and 
which are put at a lower figure, are exceptions to that rule. These are articles 
which either are carried in large quantities everywhere, or have some special 
reference to the district through which the line was about to be constructed, (a) 

14. On the other hand, the classification attached to the American Railway 
Acts appears to he as complete as could be desired, (h) 

16. A general goods classification should be drawn out by Railway experts 
and sanctioned by Government, or be issued by some Railway Conference, so as 
to command general acceptance. Even when drawn out, exceptions must be 
allowed to particular lines, as it may happen that in certain districts there is a 
large traffic in certain goods which can be carried at something less than the 
recognised general rates, (c) 

16. Companies need not he bound to accept the same classification for local 
as for through traffic, hut it is of course more convenient if they do. (d) 

17. Such general goods classification must be elastic, that is, tbe Confer, 
ence should have power to change articles from one class to the other. 

18. Two points here particularly call for attention — 

1st* — The very fact of having any goods classification at all — and no 
one would dispute the convenience of having a classification — 
is nothing but recognising preferential rates for certain 
articles, (e) 

(а) 0,— Mr. John Noble, General Manager, Midland Railway j Question 1908. Also L— 
Paragraph No. 62. 

(б) C.— Appendix No. 6. 

(c) C*— Mr, John Noble, General Manager, Midland Railway ; Question No. 19U, 

(df C.—The same witness ; Question No. 1969. 

(e) O.—J. 6. Forbes, Chairman, London, Chathan and Dover Railway Company ; Question 
No. 2400. 
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2nd , — That if Government prescribe a maximum rate for each class of 
goods without at the same time prescribing cLi ss ideation, or 
if prescribing a classification, without placing any restriction on 
a Railway Administration altering goods from one class to 
another, it is obvious that the Railway Administration is 
pracrically unrestricted for any article whatever within the 
maximum rate allowed for the highest class, of goods. 

19. TV, That under the second head^ Terminals — i.e., the charges for 
services incidental to the business or duty of a carrier — the expense which a 
JSailway Administration must incur in worMng different descriptions of 
trafic at different stations, varies so greatly that it is useless to attempt to 
prescribe any maximum to rule all cases. All that can be said is that the 
charges should be reasonable, and that Government should have the power, 
in the event of cause being shown by any person concerned, of taking evidence 
on the matter and of fixing what, under all the circumstances of the particu- 
lar case, appears to be a fair and reasonable charge at that station for that 
particular description of traffic, 

20. The Select Committee of 1882, in their report, remarked— 

“The same thing is true of terminal charges. The circumstances are so various 
and so constantly changing that any legal maxima which might now be fixed would 
probably he above the charges now actually made, certainly far above those which 
will hereafter he made, Indeed, attempts made in 1861 and 1866 to fix a maximum 
for terminals broke down, because the only maximum that could be agreed upon was 
so much beyond the charge then actually made to coal-owners that the coal-owners 
feared it would lead to a rise in that charge. 

“Tour Committee, therefore, are of opinion that the right of Railway Companies 
to charge for ‘ station terminals’ should be recognised by Parliament, so as to provide 
by a general Act that the sums which they claim a right to demand for terminals of 
any kind at each station shall be clearly entered in the rate book, or otherwise 
publicly notified at such station, so that it may be open to any body at any time to 
challenge before the Railway Commissioners, under the provisions of Section 15 of 
the RaUways and Canals Traffic Act of 1873, the reasonableness of such sums ; the 
Commissioners having power in giving their decision to take into account the 
maximum rates of the Company . “ {a) 

21. The following is the section of the American Railway Act dealing with 
terminals 

“ All charges made for any service rendered, or to be rendered, in the transport- 
ation of passengers or property as aforesaid, or in connection therewith, or for the 
receiving, delivering, storage, or handling of such property, shall be reasonable and 
just : and every unjust and unreasonable charge for such service is prohibited and 
declared to be unlawful.” (5). 

22. Were Government to fix a maximum terminal, it would have to be a 
maximum sufficient to cover the heaviest expense the Railway Administration 
might incur in working the traffic at any one station, so that the Railway Ad- 
ministration everywhere else would be practically unrestrained, (c) 

23. It is to be remembered that the terminal recognised in the division of a 
through rate between two or more Railway Administrations need not be, and 
practically is not, regulated by the same considerations that ought to regulate 
the terminal charge to the public, {d) 

(o)— C. Tteport by Committee, page V, 

(J)--D. Section 1. 

(c) — C. Mr. J, H. Balfour Browne; Question KTo, 1332, 

(d) — C. The same witness; Question No. 1484. 
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24. V, That infixing within the ^reiicrihed legal maxima the actual rates 
and fares to he oha/rqed to the puhlic, Idailmay Administrations^ must he re- 
garded as other ordinary traders^ and allowed to alter their charges to suit 
the varying conditions under which commercial business is everywhere carried 
on that all idea affixing rates on the basis of their va/ryiug directly with 
the mileage^ or with the cost of worhing^ or toith the cost of the line, or with 
the profits gained, or upon any other fixed and invariable principle must be 
definitely abandoned; — that although these are all necessarily factors infix- 
ing rates, as well as the amount of traffic to be carried, the value of the 
articles, the bulk of the goods, the risk in, and expense of, handling, — the re- 
sult after allowing for these factors has to he profoundly modified by the 
necessities of trade and by the competition on other routes by water or by 
other railways. 

That, in fact, it has to he recognized that the only principle involved is 
that the rates should be, not the highest rates that Mailway Administrations 
can obtain, but the highest rates they can obtain consistently with keeping up 
their traffic, 

25. This issue may be considered as definitely decided by the Select Commit* 
tee on Railivays (Rates and Fares) of 1882, and the whole argument, admirably 
stated, will be found in the Chapter on Fixing fares ” in their report, 

26. See also the following : — 

Report of Messrs. Thurman, Washburne and Cooley, constituting an Advi- 
sory Commission on Differential Rates by railroads between the West and the 
Seaboard. 

Article by Sir Thomas Farrer on the Equalisation of Railway Rates in the 
Fortnightly 'Review, 

Articles on Railway Rates and British Trade in the Contemporary Meview-^ 
Vol. XL VI. 

Letter from the Government of Bombay, No. 374, dated 24th February 
1882. 

27. In the case of Baxendale versus the Great Western Railway Company 
in 1858, the Lord Chief Justice, in his judgment, said^ 

** We must endeavour to prevent any injustice either in the rate of charge or the 
degree of accommodation afforded, at the same time that we carefully avoid interfer- 
ing, except where absolutely necessary for the above purpose, with the ordinary 
rights which (subject to the before-named qualification) a Railway Company, in 
common with every other Company or individual, possesses of regulating and manag- 
ing its own affairs, either with regard to charges or accommodation, or to the agree- 
ments and bargains it may make in its particular business.'' 

28. The following are some of the principal considerations involved:— 

The question of direct control by Government, — It is not sound policy to 
interfere too much in the details of Railway charges. The circumstances in 
which Railway Companies find themselves placed from time to time are so very 
various that the rates should be left, to a great extent, with the Companies 
themselves. The Companies know their own interests, and their interests are 
almost identical with those of the public. (a) 

Government interference would be a restraint of trade which eventually 
would be a mischief to the public. (5) 


(а) —C. Mr. Thomas Shaw, Manager of the Great Northern Railway of Ireland ; Question 

No. 914. 

(б) — C. Mr. B, D. M. tittler, Q. C. j Question No. 3667. 
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The fixing of all working rates is far too great a business for any Govern- 
ment Department to undertake ; such a Department simply could not do it. (a) 

Traders prefer to see the officers of the Railway Administration, and get a 
rate settled offhand than to make application to any Government authority ; 
as such application would be sure to take time, and commercial business seldom 
admits of any delay. (5) 

29. cost ^The attempt to carry all traffic at the average cost 

of carriage would destroy all trade. The traffic in all materials carried in large 
quantities at very low rates, and all long-distance traffic, would disappear, (c) 

If the Companies were to charge according to actual cost of conveyance, the 
rates would vary day by day according to the quantities carried and the seasons, 
and the trader could never depend upon having the same rate all the year 
round, (d) 

“ There is literally no end to the difficulties which beset the apparently 
simple question of determining the actual cost of carriage. It varies with dif* 
ferent classes of goods. It varies according to the direction in which the same 
goods are carried. It varies from day to day and on different sections of the 
same Railway.’* (c) 

The cost of the carriage of any ton or number of tons carried by rail can 
never be accurately apportioned. (/) It varies daily. With tbe odd general 
traffic, carried by Railways under constantly changing circumstances, it is im- 
possible to assess tbe rate rateably. (^) 

" We doubt tbe possibility, however, of ascertaining the cost of carrying, 
particular commodities To ascertain the average cost of carrying a unit of 
coaching or goods traffic during an entire half-year is in itself a complicated 
problem involving various assumptions which may not be absolutely correct and 
must in some cases be purely conjectural. But the actual cost of carrying goods 
varies for different lines, for different sections of the same line, for different 
seasons ; almost it may he said from day to day. No practically useful results 
can, we believe, he derived from a minute investigation into actual carrying cost 
at any particular time. The average cost ascertained from the best data avail- 
able may be taken as a general guide; but the rates must be fixed to suit tbe 
demands of the trade. They cannot he varied to correspond with the fluctua- 
tions in cost of carriage even if these could he accurately ascertained. Reduc- 
tions, when their necessity is apparent, should be made without hesitation in 
view of the broad general results to he attained. Their effect can only be judged 
of by the general aspects of the receipts and working expenses of the Railway 
after they have been in operation for some time, which is the special province of 
very skilful Manager to study.** (h) 

The only case I am aware of In which working rates vary with the cost of 
working is on some of the English Railways where, by special agreement 
between the traders and the Railways concerned, the mineral traffic rates vary 
with the price paid for coal by the Railway Company, (i) 

30. The question of competition, — Goods will find their way to market by 
the cheapest possible route, all things considered ; and as this is so, tbe Rail- 

(a) C. Mr. B. E. Webster, Q. 0. ; Question No. 1743. 

(J)— C, Mr. John Walker, General Manager, North British Railway ; Question No. 622. 

(e)— C. Mr. WilHam Birt, General Manager, Great Eastern Railway ; Question No. 470. 

((J)— C. Mr. John Noble, General Manager, Midland Railway ; Question No 1930. 

(«)— Letter from tbe Government of Bombay, No. 374, dated February 24th, 1882. 

(/) — C. Mr. William Birt, General Manager, Great Eastern Railway j Question No. 362. 

(i^)— C. The same witness ; Question No, 367. 

(jb) Despatch from the Government of India, No. 186 R,, dated October 30th, 1883. 

( i )— C. Mr. J. Walter, General Manager, North British Railway j Question No. 686, 
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way Companies in respect to these particular things are just as much entitled 
to compete for them as any other carrying agency, (a) 

Rates are in the first instance made upon a mileage scale as far as circum- 
stances permit ; hut they have to be reduced directly a competition is set up ; 
(5) every care and attention having to he shown to the wants of the public in 
adjusting rates which will bring trafiic. (c) 

To get the traffic, rates have to be materially altered from time to time (d) 
to such a paying price as the traffic can fairly afford. New rates have to he 
made and existing rates altered, to meet the daily varying eiicumstances of 
trade, (e) 

If Railways did not give greater facilities for long-distance traffic and lower 
rates for shipment traffic, .foreign trade would die away, and the consuming 
public would eventually suffer. (/) 

While a Railway Administration is justified in taking, however small, a profit 
to get the traffic, it is not justified in carrying at a loss, as that would be carry- 
ing the traffic of one person at expense of another. Qj/) 

31. The above considerations are, however, somewhat modified in the 
case of State Railways by the principle that the main object of State Rail- 
way is not to gain extravagant dividends for Government, but to deve- 
lope and encourage the trade of the country, {h) Any net profits gained 
in excess of the interest payable by Government on the capital expended con- 
stitute a direct tax on the trade of the country. 

32. VI, That although^ in the public mteve&ts^ Government should care~ 
fully abstain from diret intervention in the matter of the worhing rates and 
fares^and should take no step which would induce so much as a reasonable 
suspicion of its good faith with regard to the mtegrity of privileges already 
granted^ there are certain ruling principles which Government^ as the 
guardian of the public interests , must see are complied with by Hailway 
Administrations in working : — 

(A) That there must he no undue preference, i.e., that the Railway 
Administration is not to make preferential bargains with any 
particular person or Company, or with individuals of a particular 
class, and give them conditions of carriage or scales of charges 
either more or less favourable than those allowed to the public 
generally. . 

CB) That as far as the public are concerned, the Bailway between any two 
given points no matter to how many different Bailway Adminis* 
trations this length may belong, must be worked as if it belonged 
to a single Administration. In other words, that Bailway 
Admimis trations must give reasonable facilities for public traffic 
between any two connected Bailway stations, in cases where the 
amount of public traffic between these two places is sufficient to 
justify such facilities being given. 

That this intervention on the part of Government pre^supposes that 
^each Bailway Administration concerned must be content to receive for its 

<a)— 0. Mr. J. S. Forbes, Chairman, London, Chatham and Dover Bailway ; Question No. 2387, 

(6)— C. Mr. T. Shaw, Manager, Great Northern Railway of Ireland j Question No. 836. 

(c) — C. Mr. J.. Walker, General Manager, North British Railway; Question No. 864. 

(d) — C. Mr. W. Birt, General Manager, Great Eastern Railway j Question No. 861. 

(e) — C. The same witness; Question No. 463, 

(/)-C. Mr. J. Walker, General Manager, North Biitish Railway; Question No. 663, 

(y)— C. Mr. J. H. Balfour Browne, Barrister-at-Law ; Questions Nos. 1309—1816. 

(^t)— Letter from Bombay Chamber of Commerce, dated 1st July 1882. 
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share of the through rate a lower rate than its ordmary local rate over the 
same distcmce. All goods iraffiCi it may he said^ is carried for long distances 
at rates lower than for short i so that if each Railway Administration toere to 
charge its full local rate over its own comparatively short length of line^ the 
aggregate rate would he so great as to restrict the traffic. In other words, 
reasonable facilities would not he given to the puhlic, 

33. This limited interference on the part of Government was first authorised 
by the English Eailway and Canal Act of 1854, clause 2, which runs as 
follows 

2. “Every Eailway Company, Canal Company,, and Eailway and Canal Com- 
pany shall, according to their respective powers, afford all reasonable facilities for the 
receiving and forwarding and delivering of traffic upon and from the several railways 
and canals belonging to, or worked by such Companies respectively, and for the 
return of carriages, trucks, boats, and other vehicles ; and no such Company shall 
make or give any undue or unreasonable preference or advantage to, or in favour of 
any particular person or company, or any particular description of traffic, in any 
respect whatsoever ; nor shall any such company subject any particular person or 
Company, or any particular description of traffic, to any undue or unreasonable pre- 
judice or disadvantage in any respect whatsoever ; and every Eailway Company and 
Canal Company and Eailway and Canal Company having or working railways and 
canals which form part of a continuous line of railway or canal, or railway and canal 
communication, or which have the terminus, station, or wharf of the one near the 
terminus, station, or wharf of the other, shall afford all dne and reasonahlo facilities 
for receiving and forwarding all the traffic arriving by one of such irailways or canals 
by the other, without any unreasonable delay and without any such preference or 
advantage as aforesaid ; and so that no obstruction may be offered to the public desir- 
ous of using suoh railways or canals, or railways and canals as a continuous lino of 
communication; and so that all reasonable accommodation may, by means of the 
railways and canals of the several Companies, be at all times, afforded to the public 
in that behalf.** 

34. The Railway and Canal Traffic Act, 1873, went somewhat further, to the 
extent of saying that the facilities required to be given by Railway Companies 
for through traffic shall include the granting of through rates, vide section 11 
as follows : — 


11. “Whereas by section of the Eailway and Canal Traffic Act, 1854, it is en- 
acted that every Eailway Company and Canal Company and Eailway and Canal 
Company shall, according to their respective powers, afford all reasonable facilities 
for the receiving and forwarding and delivering of traffic upon and from the several 
railways and canals belonging to and worked by such Companies respectively, and 
for the return of carriages, trucks, boats, and other vehicles ; and that no such Com- 
pany shaE make or give any undue or unreasonable preference or ladvantage to or in 
favour of any pa^cular description of traffic, in any respect whatsoever, or shall 
subject any particular person or Company, or any particular description of traffic 
to any ^due op^reaaomble prejudice or disadvantage in any respect whatsoever 5 
and that every Railway Company and Canal Company, and Eailway or Canal Com- 
pany having or working railways or canals which form part of a continuous line of 
railway, or canah or railway and canal communication, or wHch have the terminus 
station or wharf of the one near the terminus, station or wharf of the other, shaU 
afford all due and reas^able facilities for reoeirag and forwarding by one of suoh 
radways or ca^ls aU the traffic arriving by the other, without any unreasonable 

T advantage or prejudice and disadvantage 

as aforesaid, .so that no obstruction may be offered to the pubUc desirous of 
using such railways or canals or railways and canals as a continuous Hue of commu- 
nication, and so that all reasonable acoommodatiou may by means of the railways 
and ^als of the several Companies be at all times afforded to the pnhHo in that 
behalf: 
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And whereas it is expedient to explain and amend the said enactment : Be it 
therefore enacted, that — 

“ Subject as hereinafter mentioned, the said facilities to he so afforded are here- 
by declared to and shall include the due and reasonable receiTing, forwarding", and de- 
livering by every Bailway Company and Canal Company, and Bailway or Canal Com- 
pany, at the request of any other such Company, of through traffic to and from the 
railway or canal of any other such Company at through rates, toUs, or fares (in this 
Act, referred to as through rates),’* 

Provided as follows : — 

(1) “ The company requiring the traffic to be forwarded shall give written notice 
of the proposed through rate to each forwarding Company, stating both its amount 
and its apportionment, and the route by which the traffic is proposed to be 
forwarded: 

(2) '' Each forwarding Company shall, within the prescribed period after the 
receipt of such notice, by written notice inform the Company requiring the traffic to 
be forwarded whether they agree to the rate and route ; and if they object to either, 
the grounds of the objection : 

(3) “If at the expiration of the prescribed period no such objection has been 
sent by any forwarding Company, the rate shall come into operation at such 
expiration : 

(4) “If an objection to ithe rate or route has been sent within the prescribed 
period, the matter shall be referred to the Commissioners for their decision : 

(5) “ If an objection be made to the granting of the rate or to the route, the 
Commissioners shall consider whether the granting of the rate is a due and reason- 
able facility in the interest of the public, and whether, having regard to the 
circumstances, the route proposed is a reasonable route, and shall allow or refuse the 
rate accordingly : 

(6) “ If the objection be only to the apportionment of the rate, the rate shall come 
into operation at the expiration of the prescribed period, but the decision of the 
Commissioners as to its apportionment shall bo rotrospeotivo ; in any other case, the 
operation of the rate shall be suspended until the decision is given : 

(V) “ The Commissioners in apportioning the through rate shall take into consi- 
deration all the circumstances of the case, including any special expense incurred in 
respect of the construction, maintenance, or working of the route, or any part of the 
route, as well as any special charges which any company may have been entitled to 
make in respect thereof ; 

(8) “ It shall not be lawful for the Commissioners in any case to compel any com- 
pany to accept lower mileage rates than the mileage rates which such Company may 
for the time being legally be charging for like traffic carried by a like mode of 
transit on any other line of communication between the same points, being the points 
of departure and arrival of the through route ; 

(9) “ The prescribed period mentioned in this section shall be ten days, or such 
longer period as the Commissioners may from time to time by general order 
prescribe : 

“ Where a Eailway Company or Canal Company use, maintain or work, or are 
party to an arrangement for using, maintaining, or working steam vessels for the 
purpose of carrying on a communication between any towns or ports, the provisions 
of this section shall extend to such steam vessels and to the traffic carried thereby.” 

35. The American Law on the subject is substantially the same, as may 
be seen from the following extracts from the United States Act to regulate 
commerce : — 

Clause 3. “ That it shall be unlawful for any common carrier, subject to the 
provisions of this Act, to make or give any undue or unreasonable preference or 
advantage to any particular person, Company, firm, corporation, or locality ; or any 
particular description of traffic in any respect whatsoever ; or to subject any parti- 
cular person, Company, firm, corporation or loc«ility, or any particular description of 
traffic, to any undue or unreasonable prejudice or disadvantage in any respect what- 
soever. 
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Every common carrier, subject to tbe provisions of this Act, shall, according to 
their respective powers, afford all reasonable, proper, and eq^ual facilities for the 
interchange of traffic between their respective lines, and for the j receiving, forward, 
ing, and delivering of passengers and property to and from thoir several lines and 
those connecting therewith, and shall not discriminate in their rates and charges 
between such connecting lines j but this shall not be construed as requiring any 
such common carrier, to give the use of its trucks or terminal facilities to another 
carrier engaged in like business.” 

36. It should be distinctly understood that there may be preference without 

'mSnjbe preference. There may be circumstances that justify the preference. 
The fact of there being preference at all is facie evidence of its being 

undue preference j but this facie evidence may be rebutted by showing 
that the rate has been hon&Jide reduced to meet competition, or that the arrange- 
ment is otherwise so much in favour of the public generally as to make it 
advisable for the arrangement to continue : — {a) 

37. The following extracts from the Reports of the Railway Commissioners 
show the meaning they attach to the English Acts as regards compulsory 
through traffic 

** To prevent undue preference and to ensure the proper transmission and inter- 
change of traffic were the two objects in view in passing the Railway and Canal 
Traffic Act of 1854; and it is a principal part of our duty to carry out upon demand 
the provisions of that Act. (5) 

“The Act of 1854 requires the interests of traffic coming to a line from 
other lines to be as much cared for as those of local traffic. It requires that it should 
he made as easy to go from any place on the Railway of one Company to any place on 
the Railway, forming a through route, of another Company, as if both Railways 
belong to the same Company. Where, however, Companies are competing, arrange- 
ments for working their lines in harmony are not unfrequently overlooked; and the 
' provisions of the Act, and ready means of enforcing them, are very necessary to 
prevent through traffic being impeded. (6) 

“ The Act of 1854 was passed, as we have said, in order, first, that all persons 
might be able to use the Railways upon equal terms as to charge and accommoda- 
tion ; and, secondly, that Railway Companies might be compellable to interchange 
through traffic without delay, and to convey it, as also local traffic, with reasonable 
facilities, such facilities including, as declared by the Act of 1873, the carrying at 
through rates at the request of any Railway Company, (6) 

The second section of the Traffic Act, 1854, is in three parts ; and the third 
part is a provision regarding through traffic or traffic going over more than one 
Railway. It enjoins the two or more Railway Companies engaged in forwarding 
such traffic to afford all reasonable facilities fox its transit ; hut it leaves the rates 
and charges to be levied and taken in return to be settled or agreed to by the Com- 
panies. These rates, however, are now, to some extent, regulated by Section 11 of 
the Act of 1873, which enacts that the facilities enjoined by the Act of 1854 shall 
include conveyance at through rates and ^ves to ns, as Railway Commissioners, the 
power of imposing such rates on the proposal of any of the Companies interested.” (c) 

38. Mr. R. E. Webster, Q.O., in his evidence, in reply to Question No. 1669* 
puts the issue very clearly— 

“ Where it was shown to the Commissioners that there was a considerable traffic, 
or, I will put it, a considerable public demand, and where it was shown to the Com- 
missioners that either the rates being charged by the route were higher than neces- 

(а) — C. Questions JJos. 1266-1270. 

(б) — 'H. Extracts from tbe 4ith Report of tbe Railway Commissioners. 

(c) K. Extract from 7tb Report of tbe Railway Commissioners. 
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sary, having regard to all the interests, or that the traf&c was prevented from having 
as convenient a route in the interests of the public and then a rate was proposed, I 
think the Commissioners should have jurisdiction to entertain that application. I 
know it may he said, and truly said, that I have, to a certain extent, only put in other 
language some part of the clauses of section 11; but that is a kind of case which, I 
think, may he fairly left to the Railway Commissioners, and 1 do not think Railway 
Companies are right in saying that there is any injustice in that kind of jurisdiction 
being exercised. On the other hand (I can only define it this way), I do not think 
it would he a right thing that they should have power to impose a through rate> 
simply because another Company wanted to get the trafiSc their way, if the public 
were thoroughly well served and the rates were proper and fair, there not being shown 
to he any public necessity for the change, (a) 

39. VL Mr. J. H. Balfour Browne, at one time Secretary to the Railway 

Commissioners, says, in reply to Question 1262 » 

“ In the interests of the public it is peculiarly expedient that the traflic should be 
carried without hindrance or obstructions, one of the obstructions being local rates, or 
re-booking, or matters of that sort.” 

40. Through rates should not he allowed in the case of a Steamer Company 
unless there was complete evidence of the Steamer Company being able to 
maintain an efficient service. 

41. That Companies in England always receive for through traffic less than 
their local rates seems to he generally admitted. Mr. John Walker, General 
Manager of the North British Railway, in his evidence before the Select Com- 
mittee on Railways (Rates and Fares) in the year 1882, says, in reply to 
Question No. 643 : — 

The proportion of the through rate is always smaller practically than the 
ordinary rate ; we get practically in the division a smaller sum.” 

Again, Mr. Thomas Shaw, the Manager of the Great Northern Railway of 
Ireland, says, in reply to Question 742 ; — 

“ In the fixing of (through) rates, the rule almost invariably followed is to take 
the shortest and cheapest route between the given points ; ascertain what the local 
charges are upon that route, add them together, and then form a through rate some- 
thing lower than the sum of the local charges. The through rate thus formed is 
common to every route, both long and short. Some routes are more circuitous than 
others; and the result is that the public have the advantage of all the routes at their 
own option, at the charge of the shortest or cheapest route.” „ 

And in reply to Question 895, the same gentleman says 

** When we come to divide the receipts more or less between the Companies, we 
do not have a diJSerent mode of division between each station (junction ?), but we 
have a uniform allowance for terminals, and the rest is divided according to mileage,” 

42. The question regarding the subsequent division of the through rates 
between the different Railway Administrations has to he dealt with on a reason- 
able consideration of the facts involved ; it is probable, however, that no better 
solution of the question will be found than the ordinary Railway practice in 
this respect iu England, where the receiving and delivering Railways receive 
terminals, and the remainder of the through rate is divided between all the 
Railways concerned, according to mileage. 

43. VIZ. That the question whether the charging of a lower rate, or even 
an equal rate, f&r a longer than for a shorter distance does or does not con^ 


(a)— C. Question No. 1669. 
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stitute undue preference^ may he considered at present unsettled, hut that the 
voeight of legal authority is Dery much against the legality of the practice. 
It is at least settled even in England, where Railway Administrations pro* 
hahly enjoy more liberty of action than anywhere else, that the charging hy 
a Railway Company of a lower or even an equal rate for a longer than for 
a shorter distance does constitute piima facie evidence of undue preference. 
And the American law goes even further, 

41. The decision o£ the Railway Commissioners in the case of the Denaby 
Main Colliery Company versus the Manchester, SheiB&eld and Lincolnshire 
Railway Company, decided in the year 3 880, was actually to the effect that to 
charge the same rate for different distances did constitute undue preference. 
This decision was, however, much commented upon by the legal witnesses who 
appeared before the Select Committee on Railways (Rates and Fares) in 1882. 
The decisions in the cases of Budd versus London and North-Western Rail- 
tvay Company, and of Bvershed versus the London and North-Western 
Railway Company, are also against the legality of the practice, and show that 
competition alone will not justify preferential rates. 

46. The American Law in some of the States somewhat supports the same 
view by refusing to admit the plea of competition. This may be seen from 
Section 3 of the Act to prevent extortion and unjust discrimination by Railroad 
Companies passed by the State of Illinois in May 1873 

** Beeiion 3, Prima facie evidence of unjust discrimination,-— U any such Rail- 
road Corporation shall charge, collect, or receive, for the transportation of any 
passenger, or freight of any description, upon its railroad, for any distance wibhiu 
this State, the same or a greater amount of toll or compensation than is at the same 
time charged, collected, or received for the transportation, in the same direction, of 
any passenger, or like quantity of freight of the same class over a greater distance of 
the same railroad j 

“ Or if it shall charge, collect, or reoeiTe, at any point upon its railroad a higher 
rate of toll or compensation for receiving, handUng, or delivering freight of the same 
class and quantity than it shall at the same time charge, coUect, or receive at anv 
other point upon the same railroad •, * ^ 

“ Or if it Shall charge, collect, or receive, for the transportation of any passenger 
or freight of any description, over its railroad, a greater amount ns toU or compen- 
sation than shaU at the same time he charged, collected, or received by it for the 
transportation of any passenger, or like quantity of freight of the same class being 
ti ansported in the same direction, over any portion of the same railroad, of equal 
distance ; ^'iw**.* 


Or If It sM eWge, coUect, or receive from any person or persons a higher or 
gr^te amount of toll or compensation than it shall at the same time Lrge, 
MUeot,_or receive from any other person or persons, for receiving, handling, or deliver- 
ing freight of the same class and like quality at the same point upon its railroad • 

“ Or if it shaU charge, collect, or receive from any person or persons, for the trans- 
I^rtation of any freight upon its r^lroad, a higher or greater rate of toll or oompensa- 
tion than it shaU at the same time charge. Collect, or receive from any other person 

or persons, for t^ transportation of the like quantity of freight of tL same class 


charge, coUeot, or receive from any person or persons, for the iise 
and transportation of any railroad car or cars upon its railroad, for any dUtance 

Zulu ® • Tr* than is at the same time cWgld 

" TT 'r ,r 

a .. rr;,s 
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or if it shall charge, collect, or receive from any person or persons, for the use and 
transportation of any railroad car or cars upon its railroad, a higher or greater 
rate of toll or compensation than it shall at the same time charge, collect, or receive 
from any other person or persons, for the use and transportation of any railroad 
car or cars of the same class or number, for a like purpose, being transported from 
the same point, in the same direction, over and equal distance of the same railroad ; 

** All such discriminating fates, charges, collections, or receipts, whether made 
directly or by means of any rebate, drawback, or other shift or evasion, shall be 
deemed and taken against such Railroad Corporation as 'primd facie evidence of the 
unjust discriminations prohibited by the provisions of this Act j and it shall not be 
deemed a sufficient excuse or justification of such discriminations on the part of 
such Railroad Corporation, that the Railway Station or point at which it shall 
charge, collect, or receive the same or less rates of toll or compensation for tlie 
transportation of such passenger or freight or foi* the use and transportation of 
such railroad car the greater distance than for the shorter distance is a Railway 
Station or point at which there exists competition with any other railroad or means 
of transportation. This section shall not be construed so as to exclude other 
evidence tending to show any unjust discrimination in freight and passenger rates* 
The provisions of this section shall extend and apply to any railroad, the branches 
thereof, and any road or roads which any Railroad Corpoiation has the right, license, 
or permission to use, operate, or control, wholly or in part, within this State : Provid- 
ed, however, that nothing herein contained shall be so construed as to prevent 
Railroad Corporations from issuing commutation, excursion, or thousand-mile tickets 
as the same are now issued by such Corporations.” 

46. It seems undoubted that to charge a higher or an equal rate for a shorter 
than for a longer distance is jprmd facie evidence of undue preference. 

47. The following extract from the judgment delivered by Mr. Justice 
Manisty in the Queen’s Bench Division, in the appeal of the Denahy Main Colliery 
Company versus the Manchester, Sheffield, and Lincolnshire Railway Company, 
bears upon this point : — 

“ The first point being whether there was any evidence to go to the Commissioners 
as to whether or not the Railway Company were giving an undue preference, say, 
among others to the Grange Colliery, I should have thought really it was not arguable j 
heoanse the moment it is admitted to he the fact that the Grange Colliery is 17 miles 
further distant from the shipping port than the Denahy Main, in my judgment there 
is facie evidence,— not onlj primCii facie evidence but a facit case. It 

may be, then, there are many circumstances which would explain that and rebut that 
inference ; but that is a question for the Commissioners, and they have come to the 
conclusion that there are no circumstances here to rebut that which is a prvni& facie 
case. Therefore, I cannot doubt hut that there was evidence before them.” (a) 

48. Section 4 of the United States Act to regulate Commerce, seems to me 
to be perhaps as equitable a provision as the circumstances of the case admit 
of: — 

Section 4.^** That it shall be unlawful for any common carrier, subject to the 
provisions of this Act, to charge or receive any greater compensation in the aggregate 
for the transportation of passengers or of like kind of property, under substantially 
similar circumstances and conditions, for a shorter than for a longer distance over the 
same line in the same direction, the shorter being included within the longer distance, 
but this shall not be construed as authorizing any commcm carrier within the terms of 
this Act to charge and receive as great compensation for a shorter as for a longer 
distance : Provided, however, that upon application to the Commission appointed 
under the provisions of this Act, such common carrier may, in special cases, after 
investigation by the Commission, be authorized to charge less for longer than for 
shorter distances for the transportation of passengers or property, and the Commis- 


(o)— K, Appendix No. III. 
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sion may from time to time prescribe the extent to which such designated common 
arraier may be relieved from the operation of this section of this Act/* 

This would appear to be the opinion of Sir Thomas Farrer, as may be seen 
from the following extract from his article on the Equalisation of Railway 
Rates : — 

Under these circumstances, if there is to be legislation on this subject at all, 
the justice and expediency of the case would probably he met by a provision requir- 
ing the Companies, wherever a case of differential charge was proved, to give their 
reasons for it. If the Companies could show that in the particular oo-se the lower 
rate complained of was founded either on difference of cost or convenience to the 
Companies, or on competition, actual or probable, or on reasonable prospect of profit 
to the Companies, these circumstances should be held to justify the lower rate. If 
they could not show any of these justifications, the Railway Commissioners should 
have power to put au end to the differential rate.” 

49. It seems clear that Railway Administrations should be obliged to show 
cause before such an arrangement is permitted. On the other band, the system 
of grouping stations is very convenient, as it involves the fixing and the put- 
ting in force of only one rate. This system is largely in force in England, as 
many as 115 stations do8e together being sometimes grouped together. 

50. I will now briefly sketch the present position of each Railway in respect 
0 its maxima rates and fares. 


Great Indian leninsula Railway, 

51. Paragraph 8 of the contract between Government and the Company* 
dated 17th August 1849, deals with the question of maxima rates and fares in 
the following terms 

“And the said Railway Company shall he authorized and empowered to charge 
such fares for the carriage of passengers and goods, and such rates for telegrams 
and such tolls for the use of the said Railway as shall have been approved by the 
East Indian Company, and shall not in any case charge any higher or different faros 
or tolls whatsoever, without such approval h^ing first obtained ; but such fares and 
tolls shall when snob net receipts as are hereii^ter mentioned shall in any year 
have exceeded ten per cent, upon the outlay, he reduced in accordance with any 
requisition of the East India Company in that behalf, but only with a view of 
limiting the said fares and tolls so far that the net receipts shall not exceed ten per 
cent, as aforesaid.” 


52. The powers of Government under these contracts have been held to be 
as follows Government possesses no power to reduce fares and rates already 
established until the line earns a dividend of over ten per cent. ; — Government 
can therefore deal only with proposals to raise fares and rates, or with cases in 
which fresh fares and rates have to be fixed for an extension of the line about 
to open, (a) 

63. The maxima rates and fares for this Railway were fixed in 1868 as 
under ; — (5) 

Tassengers, 


1st class 
2nd „ 
3rd „ 
4th „ 


Per mile. 
Pies. 

. 24 

. 12 

. 8 

. 3 


(a)-Pa»graph 3 of Circular No lOE., dated 16th October 1867. 

Office-note by General Dickens, dated 17th September 1867. 

^iStb mS? t® the Government of Bengal, No. 


818B., dated 


(&)— Qaeeiie^ dated 30tb April 1868. 
Besolution of the Government of India in 
dated 6th October 1868. 


the Public Works Department, No .1174<60B., 
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Luggage. 

** Maximuio rate, 4 pies per maund per mile. 

** The following scale of free luggage to be allowed 

Seers. fc. 


1st class 60 = 120 

2nd 30 = 60 

3rd 10 = 20 

4th 10 = 20 


Carriages. 

Maximum rate, 48 pies per mile. Minimum charge, R4. 

Horses. 

“ Maximum rate, 24 pies per mile. Minimum charge, R2-8. 

** The Railway Company will not he responsible for more than £1400 as the 
value of any horse, unless insured at special rates. 

Dogs. 

“ Maximum rate, 8 annas per 60 miles. 

Darcels. 

“ Maximum charge for parcels under 7 seers for the first 50 miles not to 
exceed 6 annas. Maximum rate for every 60 miles beyond the first 60, to he 
3 pies per seer. 

Maximum Goods Dates. 

Pies per ton Pies per maand 


5th .. . 

per mile. 

. • t • • . 64 

= 

per mile. 
1*98 

4th 

36 


1*32 

3rd 

... . . .24 


0-88 

2nd 

... . • * 18 

•= 

0*66 

1st class goods • 

. • « . . ■ 12 

=S 

0*44 

Food grains 

. • . ... 12 


0*44 

Coal . • 

10 

=5 

0*37 


Terminal Charges. 

“ R5 per ton (= 2*94 annas per mauud) at Bombay, and R2-8 (= 1*47 pies 
per maund) at up-country stations. 

Insurance Dates. 

“ The maximnm rate for the most precious articles to be 3 per cent.” 

54. Nothing was said in this Gazette notification as to any prescribed 
classification showing what articles were included under each class, nor was 
there, as far as I can see, any restriction placed on the powers of the Company 
to alter articles from one class to another. The only articles specifically men- 
tioned, are food grains and coal. There is, therefore, so iar as the public ai-e 
concerned, no restraint whatever over the Company’s goods rates within a 
limit of 54 pies per ton per mile (or 1*98 pies per maund per mile) on all articles 
other than food grains and coal. [ Vide paragraph 18 anteJ] 

2 T 
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55, The limiting rate of 64 pies per ton (1'98 pies per maund) per mile for 
ereiy article other than food grains and coal, as well as the maximum rate of 
12 pies per ton (0*44 pies per maund) per mile for food grains, and 10 pies per 
ton (0*37 pies per maund) per mile for coal, were one and all so high that the 
Company is practically unrestrained as regards all goods rates. [ Vide para- 
graph 6 ante.] 

56, Much the same may he said with regard to the passenger fares. 

57, There is no clause in the Contract reserving to Government the general 
right which is expressed in the Bnglisli model clause to the effect that 
nothing contained in the contract should exempt the Company from the pro- 
visions of any subsequent legislative Act generally applicable to railways. I 
notice this, as I observe that the Contract was signed in August 1849, whereas 
the Select Committee of 1844 had advised, some five years before, that such 
rights should always be reserved. 

68. The Contract does not contain any ‘ Through traffic facilities * olauso 
or any * Undue preference * clause, 

Bomhay^ Baroda and Central India Railway, 

69. The clause in the Contract between Government and the Company, 
dated 21st November 1855, which regulates the maxima rates and fares to bo 
charged on the Bombay, Baroda and Central India Railway, is identical with 
that of the Great Indian Peninsula Railway. [ Vide paragraphs 61 and 62 
antel] 

60. The maxima rates and fares to he charged were fixed at the same time 
as those of the Great Indian Peninsula Railway, and were identically the 
same, except that no maximum fare was laid down for the 4th class. The 4th 
class at a mximum fare of Spies per mile was, however, made compulsory when 
the 3rd class fare exceeded 4 pies per mile, (a) 

61. The statements contained in paragraphs 54 to 58 apply equally to this 
Contract and to the restrictions placed hy Government in the interests of the 
public on the maxima rates and fares on this Railway, 

62. On the 24th September 1884, Government concluded a, contract with 
this Company for the lease of the Rajputana-Malwa State Railway. The fol- 
lowing were the terras agreed upon as regards maxima rates and fares : — 

16. “ The Secretary of State shall have power from time to time to fix and vary 
‘ both the maximum and minimum rates with a reasonable difference between them 

• iA. the Eanways com- carriage of paasengers and goods over the rail- 

prising the Rajputana-Malwa ways comprised in the Undertaking,* and the rates and 
fares to be charged hy the Company for the carriage of 
such passengers and goods shall not exceed the maximum and shall not he less than 
the minimum rates so fixed, 

“ And the Company, in respect of aU passengers and goods derived from or 
delivered to any Railway comprised in the Undertaking and which may be carried 
over the Bombay and Baroda Railway or any part thereof, shall hook through 
between all stations comprised in the Undertaking and all stations on the Bombay 
and Baroda Railway, and shall charge not more than same mileage rates for the 
distance, which such passengers and goods shall be carried over the Bombay and 
Baroda Railway or any part thereof as shall be charged on the railways comprised 
in the Undertaking, and all stores required for use on the Bombay and Baroda 
Railway or any part thereof and on the railways comprised in the Undertaking or 
any part thereof shall be carried at the same mileage rates over the Bombay and 


(tt) JBomba^ Gazette, dated 30th April 1 68, 
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Baroda Eailway aud over the Railways comprised in the Undertaking, such rates 
not being less than the actual cost of conveyance. ” * 

63* The following extract shows the maxima fares and rates laid down by 
G-overnment for the Rajputana system in December 1884 : — (a) 

** In accordance with paragraph 16 of the contract, the following maximum and 
minimum rates for the carriage of passengers and goods over the Eajputana-Malwa 
Railway will have effect from the 1st January 1885, and are to continue in force 
until further orders. His Excellency the Governor General in Council reserves to 
himself the right to vary these maxima and minima 


JPasseng^ Fares^ 


1st class .... 


Maximum 
Pies per mile. 

18 

Minimum 
Pies per mile. 

12 

2nd „ , , • . 


9 

6 

Intermediate * 


• « 4 

3 

3rd class, mail . 


3 

2 

„ under graduated scale 



If 

Goods 

Bates, 


1st class and special goods . 


Maximum 
Pies per maund 
per mile. 

. 0-35 

Minimum 
Pies per maund 
per mile, 
0*14# 

2nd „ 


, . 0-55 

0-60 

3rd „ 


. 0*70 

0*60 

4th „ 


• ■ 0*8o 

0*75 

6th „ 


. 1-00 

0*90 


* ** ExcejpUon . — The minimum rate for 1st class and special goods is limited hy 
the orders contained in Public Works Department letter to the Goveimment of Bom- 
bay, No. 162R.T,, dated 2nd March 1883, mz., that the through charge for the pre- 
sent from Delhi to Bombay is to be, for wheat 11 annas, and for other grains and 
seeds of the same class Hi annas. 

“A reduction of 10 per cent, may be made in these rates for ‘down' or inland 
goods at the discretion of the Company." 

64. No goods classification was referred to in this Resolution, nor was the 
Company apparently restricted from transferring articles from class to class. 
[Vide paragraph 18 ante^ 

65. These maxima fares and rates were revised to the following extent in 
February 1886 (6) 

(t) ** The maximum and minimum rates prescribed for the five separate classes 
of goods are altered to the following : — 

Maximum rate for any class of goods, 1 pie per maund per mile. Minimum 
rate for any class of goods, 0T4 pie per maund per mile. 

“ The present classification Of goods should not be changed without the approval 
of the Government of Bombay, except it be in the direction of assimilation with 
the goods, classification now adopted by the majority of Indian Railway Adminis- 
trations. 


(а) Eosolution of the Government of India in the Public Woiks Department, No. 1170., B.T., 
dated 23rd December ISSl. 

(б) Eesolutiou of the Government of India in the Public Works Department, No. 200 B.T.^ 
dated 20th February 1886. 


2t2 
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The ordinary third class fares to be 
2i pies per mile. . 

r Between Anand and Viram^am 
2i „ „ „ . , ,< stations and between Sabarniati 

t and Siddhpnr stations ; 

2 „ „ t> • • • North of Siddhpnr station ; 

subject to the following conditions That the maximum fare between any station 
and Sabarmati shall be 2i pies per mile, and that the fare to a station short of the 
junction shall not exceed the faro to the junction. 

66. In these last orders a certain classification was indicated, and the Rail, 
way Company restricted from altering it ; but as the maximum and minimum 
rate applied to class, the restriction placed on the rates within the limits 
of 1 pie and 0 14 pie per mannd per mile was not very definite. 

67. In June 1886 the minimum rate of 0*14 pies was reduced to 0*12 
pies, {a) 

68. In clause 67 of this Contract, Government has reserved the general 
lights recommended to be reserved by the Select Committee of 1844, in the 
following terms ; — 

Clause 57.—“ No claim shall be made upon the Secretary of State by the Com- 
pany for compensation in respect of the prejudicial effect upon the Undertalcing or 
the profits thereof of any Act of the Indian Legislature of general applicability for 
the time being in force. And the Company and the Undertaking shall bo subject 
to the provisions of every such Act, and no claim shall he made upon the Secretary 
of State by the Company for compensation in respect of the prejudicial effect upon 
the Undertaking of any treaty, convention or agreement for the time being in force 
between the Secretary of State and the Government of any allied tributary foreign 
State, although such treaty, convention or agreement may not be of general appli- 
cability. And the Company and the Undertaking shall be subject to the provisions 
of every such treaty, convention or agreement as mentioned in this clanse.” 

69. The right of Government to call upon the Company to grant falicitios for 

through trafilc to much the same extent as were required under the English 
Railway and Canal Act of 1854 were secured by clauses 43 and 44 as under 

43. “The Secretary of State may from time to time require the Company to 
make reasonable arrangements for the interchange of traffic and rolling-stock 
between the Undertaking and other railways and for through booking. 

44. “The Secretary of State may from time to time require the Company to 
allow the use of any of the stations forming part of the Undertaking for the accom- 
modation of the traffic of any railway belonging to any other Compimy or to tbo 
State or to any allied tributary or foreign State upon the payment of reasonable tolls 
and under reasonable conditions and restrictions, and may also require the Com- 
pany to make such alterations and additions as may, in the opinion of the Secretary 
of State, be necessary or convenient for the purposes of such accommodation upon 
such terms as may he agreed upon between the Secretary of State and the Com 
pany, and may also require the Company to allow junctions to be formed between 
any of the railways forming part of the Undertaking and railways helongin- to anv 
other Company or to the State or to any allied tributary or foreign State. ^ 

70. But no rights have been reserved to Government to call upon the Com- 
pany to accept through rates to the extent laid down by the Regulation n-F 
Railways Act of 1873. Nor was any “ undue preference clause inserted in this 
contract, an omission which is the more remarkable, considering that this 

(a) Letter from Government of India, Public Works Department. No. 643 E.T., dated 80th 
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clause is found in the Bengal and North-Western Railway contract of 1882, 
and it must have been known that a clause to this effect was included neither 
in the principal contract between Government and the Bombay, Baroda and 
Central India Railway Company, nor in the Indian Railway Act. 

Bha'oncLgar^Grondal 'Railway. 

71. The Bhavnagar-Gondal Railway belongs to a foreign State, but I have 
inserted it for the sake of showing what I consider the points to be kept in 
view when negociating with foreign States on Railway matters. A shovt Rail- 
way constructed by a foreign State may eventually become an important link 
in a line of through communication, and then it would simply paralyse the 
through traffic if the foreign State did not comply with all the ordinary regu- 
lations on such matters. The following is the text of the semi-agreement 
between the British Government and the foreign States on the subject of rates 
and fares : — - 

6th — “ A Committee of management to be appointed with a geiieral Manager 
under their orders. The Committee to consist of representatives of the British, 
Bhavnagar jand Gondal Governments; maximum rates and fares to be sanctioned by 
the British Government. (a) 

72. In November 1880 the following ncaxima rates and fares were 
fixed (5) 

Passengers — 1st class 18 pies per mile. 

2nd ,, ,, 

Intermediate or 3rd class ... 4 „ 

4th class 2| ,, 

Luggage--2 pies per maund per mile. 

Carriages, maximum rate— 48 pies per mile ; minimum charge — ^R4. 

Horses, maximum rate — 24 pies per mile ; minimum charge — R2-|. 

Dogs, maximum rate — 4 annas per mile. 

Parcels, for 5 seers and under— for the first 50 miles, 4 annas. 



Pies per ton 
per mile. 


Pies per 
maund. 

Goods— 5tb class .... 

4S 

=5 

1*76 per mile. 

4th ,, • . . • 

34 


1-25 „ 

8rd „ .... 

24 


•8a „ 

2nd , , • • . a 

15 


•55 „ 

1st ,, . • . . 

Special— as per special classes A and B 

10 

sss 

•37 

of the East Indian Railway Tariff . 

S 1 


•29 „ 

Coal 

8 f 


Terminal charge .... R2-4p0rton 

Insurance rate, 1 per cent. ; minimum charge R5. 

sss 

15-87 


73. The foregoing maxima were based upon the actual rates and fares 
obtaining at the time on the Bombay Guaranteed Railways, and the Government 
of India suggested that the East Indian Railway classification would on the whole 
be the best for adoption on the Bhavnagar-Gondal Railway. 

74. Later on referring to these maxima, the Bombay Government requested 
that the Government of India would accord discretionary power to the Govern- 
ment of Bombay to increase the maxima to those fixed for the guaranteed rail- 
ways ; and in reply the Government of India said that it had no objection to 

(а) Letter from the Government of India, Public Works Department, No. 3996 R , dated 
27th September 1878. 

(б) Bombay Government Eosolution No, 2821, dated 18th November 1880% 



648 


BAILWAT ADMINISTEATION. 


permit the Bombay Government to sanction increases of rates up to the maxima 
allowed on the Bombay, Baroda and Central India Railway, piovidod that after a 
fair trial had been given to the existing scale of rates, the Bombay Government 
considered that such increase or increases were desirable in the interests of the 
Railway, and would not seriously interfere with the proi^er development of 
traffic, (a) 

75. The British Government does not appear to have suggested that it 
might be necessary to impose through rates, and to call upon the Railway for 
through traffic facilities. Nor was it stipulated that the Railway should he 
worked subject to any subsequent Act of the Legislature generally applicable to 
Railways in British India, and without undue preference. 

Nizam's Gna/tanteed, Stats Nailway Company. 

76. Paragraph 12 of the Contract, dated 27th Becembor 1883, between the 
Government of His Highness the Nizam and the Company, deals with the ques- 
tion of rates and fares in the following terms 

•'The rates and fares to Tdo charged by the Company for the carriage of passengers 
and goods, respectively, shall not, unless otherwise agreed between the Govornmont 
and the Company, he in excess of the rates and fares from time to time prevailing on 
the Great Indian Peninsula Railway.’* 

77. I conclude this means the actual rates charged to the public by the 
Great Indian Peninsula Railway, and not the maxima rates sanctioned for that 
Railway. In either case, as the Great Indian Peninsula Railway is practically 
unrestrained in the matter of rates and fares [vide paragraph 65 ante], no com- 
plete check is secured to the public by this clause. If the rates and fares charged 
by the Great Indian Peninsula Railway are fair and reasonable, the public 
interests are protected : and if not, the protection is incomplete. I am doubtful 
if the public interests should thus he placed at the discretion of two Companies 
who might easily combine to force up rates. 

78. By clause 19, the Government right to subject. the Company to any sub- 
sequent legislative Acts generally applicable to Railways is secured. 

79. A "traffic facilities” clause to the following effect was inserted in the 
Contract; — 

" 38. The Company will, from time to time, upon the requisition of His Highness 
the Nizam, or of the Government of India, make reasonable arrangements for the 
use of their lines for the passage of the engines and trains of other railways for the 
interchange of traffic and rolling stock thereof, and for the use of any of the stations 
of the Company and for the accommodation of the traffic of other railways, provided 
that all such arrangements shall be made subject to the payment of reasonable tolls 
and charges and under reasonable conditions and restrictions.” 

80. No " undue preference ” clause was inserted in this contract. 

Madras Bailway Company, 

81. Clause 8 of the Contract between Government and the Madras Railway 
Company, dated 13th August 1868, dealing with maxima rates and fares, is the 
same as that of the Great Indian Peninsula Railway, [ 'Yide paragraph 61 
ante, ] 

(a) Letter from the Bombay Government, No. 2960, dated 1st December 1880. 

Letter from the Government of India, Public Works Department, No. 1630 E.T., dated 
29th December 1880. 
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82. In Madras Government Order No. 1989, dated 18th June 1869, the 
following scale of maximum charges on the Madras and Great Southern of 
India (now the South Indian) Eailways was sanctioned ; — 

Fassenger Fares. 

Pies per mile. 


1 st class ordinary 20 

„ night fare 24 

22 ad class ordinary 6 

„ night fare 14 

3rd class 4 


Goods Fates. 

5th class 54 pies per ton per mile — 1*98 pies per maund per mile. 


4tli „ 

36 

n 


« 1*32 

»» 

»» 

Srd „ 

24 

» 

)) 

*88 

» 


aid „ 

18 

a 

» 

« *66 

» 


1 st „ 

12 

ii 

n 

« *44 

»» 

»> 

Food grains 12 

» 


=* -44 



Coal 

8 


» 

*29 




83. The above maxima rates and fares were sanctioned, subject to reconsi- 
deration, if necessary, after two years ; they however still remain in force. 

84. In this case the classification was prescribed, and the Company restricted 
from making alterations ; so that as regards this Railway, the public was com- 
pletely protected from unreasonable charges. The remarks contained in para- 
graphs 57 and 58 apply equally to the Madras Railway. 

South Indian Failway Comjpany, 

85. The text of paragraph 11 of the Contract, dated 16th December 
1873, between Government and the South Indian Railway Company, runs as 
follows : — 

“And the Company shall at all times allow the use of the railway to the public on 
such terms as shall he approved by the Secretary of State in Council, hut the Com- 
pany shall be empowered to charge such fares for the carriage of passengers and 
goods and such tolls for the use of the said Railway as they shall think fit, provided 
such -fares and tolls respectively shall never exceed a maximum rate to be from time 
to time fixed for the same respectively, and altered if need he by the Secretary of 
State in Council, which maximum rates respectively shall, wheu such net receipts as 
are herein mentioned shall in any year have exceeded ten per cent., upon the whoio 
capital outlay, be reduced in accordance with any requisition of the Secretary of 
State in Council in that behalf, hut only with a view of limiting the said fares, rates, 
and tolls so far that the net receipts shall not exceed ten per cent, as aforesaid.’* 

86. The subsequent history of the maxima rates and fares on this line is 
exactly the same as on the Madras Railway, see pragraphs 82, 83, and 84. (a) 

87. The remarks contained iu paragraphs 57 and 58 apply also to this Com- 
pany. (5) 

Oudh and Fohilhhand Failway Qomjyany. 

88. Paragraph 8 of the Contract between Government and tbe Oudb and 
Rohilkhand Railway Company, dated 2ad August 1867, deals in tbe following 
terms with the question of rates and fares ; — 

« # * # ^ 1^0 Company will allow the use of the said Railway and telegraphs 

connected herewith to the public on such terms as shall be approved by the Secretary 

(a) Order of the Madras Government, No. 1889, dated 18ih June 1889. 

(5) Ditto ditto. No. 74, dated 11th January 1869. 
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of State in Council, but the Company shall be empowered to chargfo such fares for 
the carriage of passengers and goods and such tolls for the use of the said Eailway 
and telegraphs as they shall think fit, provided such faros and lolls rospoctivoly shall 
never exceed a maximum rate to be from time to time fixed for the same rospoctivoly 
by the Secretary of State in Council, which maximum rates rospociively shall, when 
such net earnings as are hereinafter mentioned shall in any year have oxcoodod ton 
per cent, on the outlay, he reduced in accordance with any requisition of tho Socro- 
tary of State in Council in that bohaJf, hut only with a view of limiting the said 
fares and toUs so far as that the net earnings shall not exceed ton por coni, as 
aforesaid. 

89. The maxima rates and fares of this line have on several occasions been 
altered, and after carefully reading the whole correspondence over, I have n(»t 
been able to altogether satisfy myself as to what are the maxima rates and 
fares which this Railway can legally charge to the public. 

90. As far as I can ascertain, the maxima rates and fares are as follows 


Tassenger Fares* 

1st class (not at present in force) • 

2nd or upper class . , • 

3rd or intermediate class » • • 

4th or lower class . . • • 


Pics. 

18. (a) 

9 (a) 
4 {1) 
(a) 


91. No maxima have apparently been laid down for passengers' luggage, 
horses, carriages, dogs, parcels, &c. 

92. The following goods rates were sanctioned in January 1875, as maxima, 
subject to reconsideration at the end of two years (c) 

PioB per maund 


por milo. 

High class 1 

Middle „ 

Lower „ ^ 


These rates were again altered in December 1876 to the following; — 

Pics per mannd 
per milo. 

High class 

Middle 

Dow 

Special ,, 

with a terminal of 2 pies per maund chargeable only for distances of 60 mile 
and under 

93. The remarks contained in paragraphs 67 and 68 apply also to this 
Company. 


(a) Letter from Government of India in the Public Works Department, No. 3012R., dated 20th 
July 1878. 

{h) I have inserted this rate of 4i pies per mile on the strength of a letter from tho Consulting En- 
gineer, Lucknow, to the Government of India, No. 1239, dated 12th September 1886 j but the 
maximum of the 3rd or intermediate class was sanctioned in letter from the Govern- 
ment of India, No. 8012B., dated 20th July 1878, as 3 pies, and this is the maximum 
fare for the intermediate class shown in the table eircul'ated with letter from the Government 
of India. No. 1131B.T., dated llth November 1881. How far this letter of the 20th July 1878 
cancelled that maximum intermediate fare of 6 pies per mile, specially sanctioned in letter 
from the Government of India, No. 1431B., dated llth December 1868, 1 am unable to say. 

(c) Letter from the Government of India, Public Works Department, No, 170E., dated 20th January 

1876. 

(d) Letter from the Government of India, No. 8224B., dated 27th December 1876. 
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lEast Indian Mailwot/y and State 'Branches, 

94. Clause 16 of the Cou tract, dated 22nd December 1879, leasing the line 
to the East Indian Railway Company, runs as follows : — 

“ The Company shall charge such rates and fares for the carriage of goods and 
passengers as may, from time to time, be fixed by the Company, with the approval 
of the Secretary of State, provided that the Secretary of State may require the 
charges for the conveyance of any mineral or mineral substance, or any article of 
agricultural produce over distances of not lees than 300 miles to be reduced to any 
rate not below ^-th of a pie per maund per mile for full wagon loads, and may also 
require the fare of passengers conveyed in closed carriages with seats, to he reduced 
to any rate not below 2 pies per mile/’ 

95. The clause gives full power to Government over the rates and fares. 
The rates and fares in force on the 1st Januai-y 1880 are the maxima the Com- 
pany can legally charge, the goods classification existing at that date forma the 
basis of the Company’s charge to the public for the carriage of any article ; 
and every subsequent change in the rate, or in the classification, requires the 
express sanction of Government, {a) 

The Secretary of State has just offered to this Company the same conditions 
as those contained in clause 26 of the Indian Midland Railway Contract, 
paragraph 116 j and the Company has accepted these conditions. (5) 

96. These rates and fares and classification govern the charges made to the 
public on all the lines leased to, and worked by, the East Indian Railway 
Company. 

97. Clause 41 gives Government power as to through traffic facilities, and 
clause 64 reserves to Government the right of subsequent legislation of general 
applicability. There is no undue preference ” clause. 

Southern Mahratta Bailway Company, 

98. Paragraph 20 of Contract between tbc Government and the Southern 
Mahratta Railway Company, dated 1st Juue 1882, deals with the question of 
rates and fares 

'' The Company shall charge such rates and fares for the carriage of goods and 
passengers as may, fiom time to time, be fixed by the Company, with the approval of 
the Secretary of State Provided that the Secretary of State may require the 
charges for the conveyance of salt and coal and food grains to be reduced to Iny 
rate not below |th of a pie per maund per mile for full wagon loads, and may also 
require passengers to he conveyed at any rate not below 2 pios per mile in closed 
carriages provided with seats.” 

99. The maxima rates and fares for this railway were fixed in October 1883 
at the following amounts ; — (<?) 


Bassengers, 

Pies per mile. 


1st class 18 

2nd i| 9 

3rd 2| 


{a) Letter from the Government of India, Public Works Department, No. 463R,T„ dated 2nd June 
1880, 

(6) Despatch from the Secretary of State, No. 78, dated 21st July 1887, 

(c) Resolution by the Government of Bombay, No. 1698, dated 24th October 1883. 
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Luggage. 

1st class ........ 120 11) -N 

2nd „ 60 „ > Free. 

3i*d 30 pf ^ 

Extra luggage — 2 pies per maund per mile. 

Carriages — 48 pics per mile. 

Horses— 24 pies per mile. 

Dogs— 8 annas per 50 mM. 


Parcels. 


Weight and size. 

First 100 miles. 

For every additional 100 
miles or portion of 

100 miles. 

Not exceeding 10 tb or 1 cubic foot 

3 annas . 

r anna. 

„ 20 2 „ feet . 

6 . . 

3 annas. 

1) 40 pt 4 „ ,, • 

10 „ . 

5 „ 

» »» 60 „ 6 ,, j, . 

12 „ . 

6 

For every additional 20 £b or fraction 
thereof 

8 « • . 

li .. 


Subject to a maximum charge of R1 on a parcel not exceeding 101b irres- 
pective of distance. 

Goods. 


The classification being that of the Great Indian Peninsula, the following 
will be the maxima ; — 

Pios per 27 inaunds pox milo. 


1st class 12 

2nd f) «•*••••• 18 

3rd f, ».*••..« 24 

4th «••••» 80 

5th yp ..•••••• 38 

Salt, coal, and food grains . • , . • .10 


Terminals. 

No charge to he levied for transhipment at a junction. 
.Maximum charge one anna per maund at each end. 


Insurance. 

Maximum 3 per cent. 

Government reserved their right under clause 20 of the Contract to require 
the rate for food grains to he reduced to one-fifth of a pie per maund per mile. 

The above maxima are subject to revision after five years from the opening 
for traffic of the first portion of the Southern Mahratta Railway Company’s 
system. 

100. The rights .of Government in regard to future legislative action have been 
secured in clause 60 of the Contract': — 

No claim shall be made upon the Secretary of State by the Company for com- 
pensation in respect of any Act of the Indian Legislature of general applicability by 
reason of its prejudicially affecting the projected Railway or the profits thereof/^ 

101. In clauses 46 and 47 of this Contract certain rights have been reserved 
with regard to reasonable facilities for through traffic, much to the same effect 
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but not in tbe same terms as the corresponding clauses in the Contract between 
Government and the Bombay, Baroda and Central India Railway for the lease 
of the Eajputana-Malwa Railway. \Vide paragraph 69 

102. There is no “ undue preference ” clause in this Contract. 

103. In the Contract concluded between Government and the Southern 
Mahiatta line for the working of the Mysore State Railways, clause 29, dealing 
with the rates and fares, is similar to the corresponding clause in the principal 
contract. [ paragraph 98 ante.'l 

104. In this Contract rights were reserved to Government in clause 66 to 
carry out subsequent legislation of general application to railways : also in 
clauses 55 and 56, to demand reasonable facilities for through traffic ; and an 
“ undue preference ** clause, No, 30, was inserted in the following terms ; — 

“ The Company shall not, as between members of the public, make or give any 
undue or unreasonable preference or advantage to or in favour of any particular person 
or Company or any particular description of traffic or subject any particular person or 
Company to any undue or reasonable prejudice or disadvantage. The Secretary of 
State shall have absolute power for the purposes of this Section to decide whether 
any preference, advantage, prejudice or disadvantage is undue or unreasonable.^' 

JEtoliUhTiand and Kumaon "Railway, 

105. Paiagraph 28 of the Contract, dated 12th October 1882, between 
Government and the Rohilkhand and Kumaon Railway Company, differs 
a good deal from the other railway contracts, in that the maxima rates 
and fares prescribed in the Contract itself cover nearly the whole of the 
traffic; — 

" The maximum fares and rates to be charged by the Company for the carriage 
of passengers and goods respectively on the projected railway, or so much thereof as 
shall for the time being have been opened for public traffic, shall be as follows, that 
is to say : 

“ Rassenger fares, 

“1st class, 3 annas per mile; lower class, pies per mile; passenger luggage, 
2 pies per maund per mile. 


“ Goods Rates, 

Edible grains, f pie per maund per mile. 

“ Parcels and live stock at rates not exceeding 50 per cent, over the rates for the 
time being in force on the East Indian Railway. All other goods, 2 pies per maund 
per mile.*' 

106. The “ undue preference’* clause is worded as follows 

“ The Company shall not, as between members of the general public, make or 
give any undue or unreasonable preference or advantage to or in favour of any 
particular person or Company, or any description of traffic in any respect whatsoever, 
or subject any particular person or Company or any particular description of traffic, 
to any undue or unreasonable prejudice or disadvantage in any respect whatsoever.” 

107. The ** through traffic facilities ** clauses, and the clause reserving to 
Government the right of subsequent legislative action of general applicability 
to Railways, are all much the same as in the Contract with the Bombay, Baroda 
and Central India Railway for working the Rajputana-Malwa Railway, {yide 
paragraph 69). 
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Bengal and, North-Western Railway Company, 

108. Clause 25 of the Contract between Government and the Bengfal and 
North-Western Eailway Company, dated 28th October 1882, which deals with 
the subject of rates and fares is nearly the same as the corresponding clause iu 
the South Mahratta Contract. 

109. The following maxima rates and fares were sanctioned for this railway 
in March 1884, “ to he subject to revision hereafter, if found desirable *’ {a ) : — 

Passenger Fares, 


Pics per mile. 

1st class • 15 

2nd „ 9 

Intermediate class * .4 

3rd class . 2^ 


Return tickets to be issued at 1 J fares. 


1st class 
2nd „ 
3rd „ 
4th „ 
5th „ 


Goods rates. 


Pies per maund per mile. 

• • i 

. i 

. • S 


For bullion, the rates in force on the East Indian Railway. 

110. The ** through traffic facilities'* clauses, Nos. 34 and 36, go somewhat 
further than in other earlier Contracts 


** 34. The Secretary of State may, from time to time, require the Company to 
make reasonable arrangements for the interchange of traffic and rolling stock with 
railways belonging to other Companies or to the State, and for through booking. 

“ 35. The Company shall comply with all regulations from time to tixno pre- 
scribed by the Secretary of State for clearing through traffic with railways belonging 
to other Companies or to the State.** 

111. The clauses. No. 61, reserving the right to Government to carry out 
subsequent Railway legislation, and No. 30, preventing undue preference, are 
much to the same efeect as in the South Mahratta Contract for working the 
Mysore Railway. [Vide paragraph 104 ante,] 


Sindia Railway and other State Lines worked hy East Indian Railway, 

112. The contract concluded on the 24th April 1884 between the Secretary 
of State and the East Indian Railway for the working of State lines does not 
contain any “undue preference** clause, although this point had not been dealt 
with in the principal contract. 


Bhopal State Railway, 

113. Paragraph 5 of the agreement between the Bombay Government and 
the Great Indian Peninsula Railway, dated 20th April 1886, for working the 
Bhopal line deals with the question of rates and fares as follows ^ 

The same rates, fares, tolls, conditions and arrangements in respect to traffic of 
all kinds are to be in force on the State as upon the Great Indian Peninsula Rail- 
way.’* 

114. This agreement, though concluded so late as the year 1885, does not 
protect the interests of the public, because it was then well known that the 
maxima rates and fares fixed for the Great Indian Peninsula Railway were so 
high as to leave the Company practically uni’estrained. 


(a) Letter from the Government of India, No. 244 B.T., dated 20th March 1884. 
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115. The agreement contains neither an * undue preference* clause, nor a 
* through traffic facilities ’ clause, nor were the rights of Government to subse- 
quent legislation specially reserved, although none of these points had been 
dealt with in the principal contract. The term of the contract was, however, 
very limited. 

. Indian Midland Mailway. 

116 The clause in the Contract, dated 2nd October 1885, dealing with 
maxima rates and fares, is of a more stringent character than in the other 
Railway contracts : — 

“ 26. The Company shall be entitled to charge the public for services rendered 
by way of conveyance for passengers and goods of different classes and descriptions 
at such rates only as shall for the time being be approved by the Secretary of State. 
The Company msy, from time to time, and at the request of the Secretary of State, 
shall submit, for the approval of the Secretary of State, maximum and minimum rates 
within which the Company is to be at liberty to charge for such services, and the 
Secretary of State may approve such rates with such modihcations as he shall think 
fib. Provided always that as often as the Secretary of State shall require the 
Company to make any such modification as last aforesaid he shall give to the Com- 
pany not less than six months^ previous notice of his intention in that behalf, in 
order to give the Company time to submit its views with reference to such modifica- 
tion. Provided also that when the Secretary of State shall declare that the case is 
one of public emergency, it shall be sufficient for him o give such shorter notice as 
under the circumstances he shall consider reasonable. The Company shall not, in 
making charges to the public for services mentioned in this section, calculate any 
such charge at a rate which shall he either above the maximum or below the minimum 
for the time being applicable under the section to the particular service in respect of 
which the same charge is made, or make any reduction by way of rebate or other- 
wise which shall have the effect of bringing any rate actually below such minimum. 
The term ' goods * shall, as regards this section, include everything conveyed on the 
projected railway, passengers only excepted/’ 

117. The maxima rates and fares for the Indian Midland line have not yet 
been fixed. 

118. The undue preference ** clause,5No. 27, is the same as that in the 
Contract with the South Mahratta Railway for working the Mysore Railways 
(vide paragraph 104 ante) ; the traffic facilities" clause and the clause reserv- 
ing to Government the right to subsequent legislation are also much to the 
same effect as in previous contracts. 

JBengaUNagpur Mailway, 

119. Precisely the same remarks apply to the Contract between Govei’iiment 
and the Bengal-Nagpur Railway Company, dated 9th March 1887, as to the 
Indian Midland Railway. 

State Mailways. 

. 120. The only State Railway for which definite maxima and minima rates 
have been fixed is the North-'Western Railway. On this system the maxima 
and minima rates and fares are as follows ; — 
lassenger Fares — 

. Maximum. M mi urn. 

Pies per mile. Pies per mile. 

Ist class 18 X2 

2nd 9 Q 

Intermediate class . , . 4^ . . , , .3 

3rd class 3 2 
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^oods Bates--" 

Maximum. 
Pica per maund 
per mile^ 

5th class 1 

dith • • • • • "y 

Srd ji • • • • • ^ 

2 nd ff a • • • • ^ 

Istjy • ■ a • . 

Coal, edihle grain, and other low priced 
staples carried at special rates . ^ 


Minimum. 
Pies per mamd 
per mile, 

1 




121. The measures taken on the State Railways in regard to maxima rates 
and fares, undue preference, &c-, &c., although far from complete, are not of 
much importance from the point of view I am here considering, for Govern- 
ment has the power of immediately rectifying any point that appears unsatis. 
factory on its own railway system. 

122. After a perusal of the above, it will probably be admitted that tbo 
question of rates and fares has not at present received in India the close atten- 
tion that has been paid to it in other countries. Beginning our railway system 
after what might he termed the experimental stage of English Railways, not 
only have we failed to make use of the experience there gained ; not only have 
we repeated all their mistakes t but we have, to the present time, neglected to 
take some of the measures to place matters on a more satisfactory footings which 
have from time to time been recommended to Parliament by Select Committees' 
of the House, and which for years past, both in England and in America, have 
been enforced by legislative enactment. 

123. I have, in paragraphs 1 to 49 ante, given the principles that I think 
should be accepted for the working of the Indian Railways. I think it is im- 
portant that these or any other principles as may be accepted by the Govern- 
ment of India should be definitely laid down, in order that the Local Govern- 
ments, the Consulting Engineers and the Managers of State Railways may- 
all work together with a common aim in view, and that in the future some sub- 
stantial progress may be made towards uniformity in Railway working in mat- 
ters in which uniformity is essentially necessary in the interests of the public. 

124. Before entering into details, I should like to say a few words in regard 
to the Traffic Conferences which have hitherto been the sole means tried in this 
country to secure some uniformity in Railway working, and particularly in re- 
gard to the position which Government should assume in regard to them. 

125. In the first place, I think, they have failed to some extent owing to 
Government not having openly accepted any definite principles. 

126. In the next place, I consider that care should be taken not to go in any 
case beyond recognised Railway practice at home. The aim should be, not to 
secure absolute uuiformity, but that reasonable amount of uniformity that Rail- 
way practice all over the world has shown to be compatible with a due regard to 
the rights of the Railway Companies. There has been, in my opinion, on too 
many occasions an attempt on the pai^t of Government to drive principles 
home to their logical conclusion, regardless of consequences. The whole cor- 
respondence between the Secretary of State and the Home Boards shows that as 
long as we keep strictly within the four walls of English practice, we shall 
meet with support. 

127. In the third place, caution should be taken to prevent even a suspicion 
being aroused that tbe infiuence of Government is being exercised to force the 
Railway Companies into certain courses of action against their own interests. 



EAILWAT ADMINISTEATIOK. 


667 


Whatever uniformity may he secured will be secured only with the full consent 
of the Companies concerned. My opinion, therefore, is that Government 
should appear in these conferences only in its capacity as a Railway proprietor# 
and not as the supreme governing authority of the country. In other words 
that the only Government officers that should attend these conferences should, 
be the delegates representing the large State Railways, the Director General 
appearing as representing the aggregate mileage of all the lesser State lines. At 
the last Traffic Conference, I think it was a mistake to allow an officer of th© 
Financial Department or any other outsider not representing railway interests' 
to have a vote on such subjects as the fixing of railway rates. 

128. Fourthly, there is, it appears to me, a radical error about the consti- 
tution of these conferences which more than anything else robs them of th© 
usefulness they would otherwise possess. They occur, from time to time, every 
two or three years; — certain subjects are discussed ; — and certain decisions ar- 
rived at; — the delegates separate; — and there apparently is an end of the mat- 
ter. As Manager of one of the State Railways, I never could even subsequently 
find out which Railways had, and which had not, accepted the decisions arrived 
at. There is no recognised authority responsible for seeing that the decisions 
are carried into effect, even by the Companies that agree to them ; and no at- 
tempt is made to see how far the objections raised by those who disagree can 
be met or compromised. If a proposal is not carried unanimously at the time, 
it is practically shelved till the next conference. 

129. At this rate, progress will be extremely slow, the distances in India 
being too great to sllow of the delegates frequently meeting. There seems to he 
a general impression that the work of fixing rates and deciding between the 
conflicting interests of the vanous Railways is getting to be too difficult a work, 
for Government to carry out, and that some body independent of the Govern- 
ment is required to settle such questions (a). On the other hand, it should he 
recognized that all healthy institutions are developed slowly from small begin- 
nings. 

130. A beginning has already been made in assembling these conferences 
and this could now easily be continued further by simply appointing all the 
large Railways as members of a standing Committee, to work under certain 
rules, and to consider and express opinions on matters brought before it, some- 
what like the meetings held by the General Managers of Railway parties to the 
Clearing House. The Director General of Railways should be appointed 
ex-officio Chairman of the Committee. (I propose this, not because I am willing 
to add to my responsibilities, which, I am satisfied, are at present sufficient, but 
simply because the Director General of Railways has always been Chairman of 
these conferences, and the Railway Companies have got accustomed to the fact.) 
Oue of the Assistants to the Director General of Railways should be Secretary, 
and bis business should be simply to report progress ; to put before each Rail- 
way Company the views of the rest ; and bring the matters discussed into a 
state complete enough for an opinion to be expressed on it. In all this I do not 
mean that any Railway should be compelled to adopt anything decided upon by 
the majority any more than it would he in England. Each administration 
should be allowed to dissent from regulations accepted by the majority, or to 
withdraw from regulations to which they have previously assented: each 
should have full power to manage its own business. I should, however, 
trust a great deal to time, and to the tranquillizing effect of the steady pressure 


{a) Despatch to the Secretary of State, No. 120, dated 7th August 1886. 
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of the majority continuously applied. The Committee should have no power 
of fixing rates, except when applied to for the purpose of arbitrating 
between two Companies, nor should it have any executive functions whatever, 
it should he simply a medium for recording and distributing collective opinions. 

131. In this way a beginning would he made very much in the same way as 
the Clearing House Committee was itself started, The proposal is in fact no- 
thing more than the ‘modified plan on a more limited basis’ to be ‘ prepared in 
communication with the representatives of the Companies’ which was suggested 
by the Secretary of State in his Despatch No. 16 of the 5th February 1886. 

132. Frinci^les I to IV. — Extent and amount of Government control 
over rates andfares.’-At present it would be difficult to give any satisfactory 
reason for the extreme divergence in the amounts of the maxima rates and 
fares that have been and are fixed for the various Indian lines. 

133. The mere fact that in the year 1868, 12 pies per mile was fixed as the 
maximum 2nd class fare for all the Railways in Bombay, and 9 pies for all 

* Sul)se(iuently raised to 6 tbe Railways in Bengal, and 5* pies for all the Railways 
in Madras, proves conclusively that none of those 
factors were considered which alone have been recognized by the Courts of Law 
as justifying preferential rates and fares in different districts. 

134. Similar divergences are shown in the goods rates. It is not easy to 
account for the following differences in tlie maxima goods rates fixed at the 
same time 

All the lines All the lines 


5th class 






• 

m Bombay. 
Pies. 

. 54 

ia Madras. 
Pies. 

86 

4th „ 


• 




• 

. 86 

24 

8r(l „ 


• 





. 24 

16 

2nd „ 


• 





. 18 

14 

Coal 


• 




, 

. 10 

8 


Not only does the amount vary, but tbe extent of ground covered by the maxima 
rates and fares fixed, I do not know why maxima rates have been laid down for 
horses, carriages, and dogs on the Bombay lines, and apparently on no other 
Railways. Nor why no other lines but the Railways administered by the Bom- 
bay Government should be restrained in the matter of terminals and insurance 
rates. The Oudh and Rohilkaud Railway is restrained as regards terminals 
hat not as regards insurance. 


335. A definite restriction has been placed on the rate for passengers’ lug- 
gage in the case of the Bombay. Baroda and Central India Railway, the Great 
Indian Peninsula Railway, the Bhavnagar Railway, the Rohilkhund and Kumaon 
Railway and the South Mahratta Railway, but on no other lines. In fact, 
on the Oudh and Rohilkhund Railway the Government specifically said it 
would not interfere (a). 


136. As regards low class special goods in December 1879, tbe maximum 
rate agreed upon in the Contract with the East Indian Railway was ^th pie ; in 
July 1881, with the Bengal Centi-al Railway, it was ird pie ; in June 1881, with 
the Sontbem Mahratta Railway, it was ^th pie ; and in December 1882, it was 
also ith pie, but under different conditions. In fact, the articles specifically 
mentioned, the rate and the conditions, seem to vary in almost every case. 

lo7. In the case of the Southern Mahratta Railway under the contract the 
whole of the maxima rates depend on the actual rates in force from time to time 


Ws!*’ Government of India, PnbUo Works Depaxlment, No. 3012B., dated 2oth July 
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ft'a tinottier line, so that it is within the power of Government to practically take 
6.11 control over the rates out of the hands of the management of the line. In 
other cases, such as the Rohilkhund and Kumaon Railway, only some of the 
fnaxima rates depend on the rates prevailing on another line; and in' one ca'Se, 
the Bareilly-Pilibhit line, the Government has the power of reducing the rates to 
those prevailing on other State Railways in the ISTorth-Western Provinces. 

138. I deem it even more important that maxima and minima rates should 
be fixed for State and especially for Provincial State Railways than for private 
Companies, for the private Railway Companies are supervised by Boards com- 
posed of business men, whereas the Provincial Railways, it appears to me, are 
not sufficiently controlled. 

139. For some Railways only maxima rates- are fiied ; for others both' 
maxima and minima. In some cases the maxima rates and fares have been 
notified in the Gazette i in other cases they have not. Considering the import* 
ance which successive Select Committees have attached to the fact of the public 
being able to obtan information as to the maxima rates and fares which Com- 
panies may legally charge, I think it would be advisable that the maxima rates 
and fares fixed for every Railway should be notified in the Gazette, and a sche- 
dule of these rates inserted in the Coaching and Goods' pamphlets sold to the' 
public. 

140. As regards the restriction that it may be considered necessary in. the 
interests of the public to place on the power of Railway Administrations in the 
matter of their rates and fares, it seems advisable to at once consider and to 
decide how far these restrictions should extend, and what should he the normal 
maxima rates and fares to be referred to when prescribing maxima rates and 
fares in future. I do not think it is possible to lay down any actual maxima 
which would he applicable to every case. Ghdt lines would certainly require* 
higher maxima than lines in the plains. The probable cost of the line and of 
the working— the length of the line — the amount and description of the traffic 
to be moved — and the average wages paid in the districts traversed — might all 
be properly considered as factors in' determining the actual maxima to be fixed | 
hut these factors should he referred to some recognized standard, and their 
influence determined on some clear principles In other words, I would suggest 
that a model schedule of maxima rates and fares be drawn up, which should not 
he departed from unless due cause were showu. 

141. dassifioation of goods , — Tiiere is probably no subject in connection 
with Railway working over which the control of Government has been weaker. 
Every Railway in India has more or less a dilfereut classification, and to the’ 
present time not even a' uniform classification for through booking has been 
agreed to. 

142. A start in the direction of a uniform classification for through hooking 
was made in the Traffic Conference of 1884, and certain decisions were arrived 
at ; but owing to objections brought forward, and rightly brought forward, by the 
Great Indian Peninsula Railway, nothing appears to have been done since. No- 
thing practical, at all events, has yet been affected. I do not find that there i 
any uniform classification generally adopted by the State lines, nor that Govern 
ment has any general classification prepared for adoption by new Railways 
about to open. Every day the matter gets worse instead of better, and the 
general apathy shown to this important subject seems to me unaccountable. 

143. My suggestion is that this subject be vigorously pursued by the Stand- 
ing Committee. I have suggested in paragraph 130 that a general classifica- 
tion of through goods be drawn up ; — that all consenting railways be asked to 

2 z 
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print in their Goods Tariffs all such articles in Roman, of which the classifica. 
tion and rate is the same as that in the general classification that special and 
exceptional articles be printed in Capitals ; that these exceptions be taken uP 
one after the other, and the matter pursued until in each case definite grounds 
are recorded for the exception being retained j that with regard to the btate 
Lines, exceptions be only allowed when strong reasons are alleged for their con- 
tinuance and that all lines newly opened be obliged to accept the general 
classification with only such exceptions as will allow them to compete fairly 
with other lines. 

144. In this way, I believe that a material amount of uniformity could bo 
secured, especially on the East Indian, the Bombay, Baroda and Central India, 
the Bengal and North-Western, the Indian Midland, and the Bengal-Nagpur 
Railways. The union of these with the State and probably with some of the 
Madras lines would form a very strong body, which would get stronger and 
stronger with the affiliation of each new Railway. 

145. Terminal charges^ — Terminal charges appear to have been recognized 
on the Indian Railways from the very first although the only lines for which a 
maximnn charge for terminals would appear to have been definitely fixed are the 
lines in Bombay, and the Ondh and Rohilkhund Railway, The maxima there 
fixed are the following : — 

Per ton. Per mattnd. 

M a. Annas, 

Great Indian Peninsula Bailway, at Bombay • . 6 0 0 2’ 94 

Ditto ditto at aU other stations .2 8 0 1*47 

Bombay, Baroda and Central India Bailway, at Bombay 6 0 0 2*94 

Ditto ditto at all other stations . 2 8 0 1*47 

Bhavnagar Gondal BaiLway, at all stations . .2 4 0 I'SS 

South. Mahratta Bailway, ditto 1*00 

Oudh and Bohilkhund Bailway 2 pies per znaund. 

146. An attempt was made at the Traffic Conference of 1884 to fix a uni- 
form rate at all stations on all descriptions of through traffic not carried at 
special rates without terminals, leaving the different Railways free to charge 
what they liked (within their fixed maximum charge, if any) for local traffic. 
The rate proposed was 6 pies per maund ; or S pies for the forwarding, and 3 
pies for the delivering. Railway. 

147. The proposal was voted against by the East Indian Railway, the Oudh 
and Rohilkhund Railway, and the South Indian and, in my opinion, most pro- 
perly resisted by the Great Indian Peninsula Railway on the grounds— 

Istf — that the rate did not take into consideration the varying cost of hand- 
ling different descriptions of traffic at different stations ; and 
Snd , — that the attempt to force by the verdict of a majority any rate on 
any railway without its full consent would be prejudicial to the 
rights of that railway as secured by its contract. 

148. Both pleas are perfectly justifiable. The determination of a uniform 
terminal charge at all stations for all description of traffic is contrary to the 
English Acts of Parliament, and to American law, in which the subject is more 
definitely dealt with. It also runs counter both to the weight of the evidence 
taken before the Select Committee on Railways (Bates and Pares) in 1881 and 
1882, and to the recommendations of that Committee put forward in 1882 
[ vide paragraph 20 ante ]. 

^ 149. Principle F.— The attitude of Government in respect to this principle 
IS at present somewhat half-hearted and undecided j and it is perhaps difficult 
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to see how this can he otherwise as Government has to regard the matter not 
only theoretically from the point of view of the Government of the country, hut 
also from a business point of view as being the proprietor of a number of the 
railways and directly interested in nearly the whole of them. 

150. After accepting the principle that ‘‘ an equalization of rates from Delhi 
and Agra to the ports of Calcutta and Bombay must form the basis of consider- 
ation of all changes in the through rates of all traffic, ” ((z) this principle was 
modified to “ mileage tempered with the proper commercial principle of an even 
return on the capital expended ” (b) A week later, the charges vid the Eaj- 
putana route from Agra and Delhi to Bombay were not to be lower than the 
charges for similar goods to Howrah,** (c) 

151. In March 18iJ2, the Secretary of State practically disposed of all these 
principles, and apparently favoured the adoption of principle No. V, pure and 
simple, {d} 

“ 3. It would appear Ifrom these papers that, recognizing competing interests 
between Calcutta and Bombay, you were in favour of an equalization of rates on 
the two routes mentioned, but that you subsequently considered that they should 
be regulated on the principle that the profits on the capital expended on each 
undertaking should be the same. 

“4. I am not aware of the reasons which induced your Government to adopt your 
views, but I cannot but think that the natural course of traffic on two lines, pro- 
ceeding from the same place' to port on different sides of the continent of India, 
should not be interfered with by any idea of adjudicating on the rivalry between 
them, and that the advantages dne either to geographical position or other circum- 
stances should furnish no reason for imposing on either artificial restrictions, in the 
shape of enhanced rates, in order to produce an equal return of net profits on the 
capital of both. 

152. The Government of India then came '‘to the conclusion that in fixing 
the charges for the carriage of the same commodity on different railways, the 
cost of carriage cannot he neglected, nor can this important element be omitted 
in arranging the division of through rates between lines working in connec- 
tion.!* The equal mileage rate principle was condemned, (e) In the meantime' 
the Government of Bombay had consistently supported the principle of equal 
mileage rates. (/) 

163. The Secretary of State again disagreed with the basis proposed. His 
opinion was that the rates on the Indian Railways should be dealt with as nearly 
as possible, as they would be by independent Companies that Managers of 
Railways should be left to fix such rates as they might deem most advantageous 
for their respective lines that the interests both of the Railways and of trade* 
generally would he better served by accepting the legitimate consequences of 
competition j — and that the interposition of Government would be justified only- 
in cases where Companies, under the security of a guarantee, might fix rates 
below what would cover cost of transport with a margin of profit, (^) 

(a) Letter from Government of India, Public Works Department, No, U19E.T,, dated 26th 
September 1881. 

(&) Letter from Government of India, PubKc Works Department, No. 1192 R,T., dated 10th 
October 1881. 

(c) Letter from Government of India, Public Works Department, No, 1216 dated 26th 
October 1881. 

(d) Despatch from Secretary of State, No. 41B., dated 9tli March 1882. 

(e) Letter from the Government of India, Public Works Department, No. 472E,T,, dated 19th 

May 1882. 

(/) Letter from the Government of Bombay, No, 1476, dated 22nd July 1882 

ig) Despatch from Secretary of State, No. 132.Ey., dated 19th October 1882. 
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164. The GoveTnmeut oi India then unreserredly accepted the priiiciple» 

jidvocatedhytheSecretaryof State j but while accepting them m thcoy, the 

Government fixed a mimmum rate between Delhi and Bombay, allowing the 
other competing railways to subsequently decrease their mtea as they pleased ; (c) 
until it has eome about that while the original contention between the two 
ports of Bombay and Calcutta was whether the difference in rate should be as 
much as one anna, fhe rate to Bombay fm* wheat h now 11 annas per mannd» 
whereas that to Calcutta is 8-48 annas. In other words, there is at this date a 
difference of over 2i annas, "With a fixed minimum rate on the Bombay; 
Baroda and Central India and the North-West Railways, and with the rates on 
the East Indian Railway directly in the hands of Government, it cannot he said 
that Principle No. V is yet allowed its full development in India. It certainly 
cannot be said that complete expression has been given to the following views! 
of the Secretary of State : — 

observe that the chief point on wHoh stressrfs laid in Tour BxcoHonoy's letters 
on this subject is the in^rtance of obtaining some moans of settling the rates by 
different routes Compoting for the traffic which load to tho vtirious seaports , It 
appears to me that it is beyond the proper scope of the duties of tho Government of 
India to interfere in such matters otherwiso than by exorcising tho iniluonoe it pos- 
sesses whether by reason of its powers under tho contracts with the various Com- 
panies, or as the owner of the State Lines of railway, or as tho roprosontativo of 
the general interests of the country.’* (5) 

155. I doubtfully incline to' the belief tha-t it wouH be better for Govern- 
ment to accept Principle Y unreservedly, and to leave the Railway administra- 
tions to fix their own rates and fares, within their maxima, and subject to 
prescribed general principles, as may seem most advantageous for thfeir respective 
hues. But in doing this, 1 assume that as between two competitive routes, the 
Clearing House principle that the shortest and cheapest route between the two 
points fixes the rate, is accepted. 

156. I also recommend another additional safeguard. At present, I regret 
to see that a system of what I may teim ‘jockeying ’ other Railway admiiiistva- 
tit>ns has grown up under the following clause of the conference rales ; — 

"Advices shall be sent of all changes on or before the 20th of each month, and off 
alterations consequent thereon by the receiving Railway not later than tho end of 
the month. Advices so sent become operative one month after the 1st of tho month 
following the date of advice.’* 

Railway Administrations now appear to try (especially towards other rival 
Railway Administrations which are somewhat hampered in making changes of 
rates by having to apply to Government before being allowed to do so) to 
arrange for sending out their notice of the decrease of rates so late that the 
other administration has not time to notify their corresponding reduction, and 
thus to secure a whole mouth with rates less than the rival Company. This 
should be summarily put a stop to. I think it is essential that every adminis- 
tration before carrying out a reduction in a competitive through rate should 
have before it full information as to what corresponding reductions the other 
administrations intend to make if the reduced rate is introduced. This more 
than anything else would tend to stop the disputes and the ceaseless ohangee 
of rates now going on. The length of notice now given is not long enough to 
allow of the railways interested in the proposed reduction communicating with 

(«) letter from tie Gorernment of India. Public Works Department, No. 162R.T., dated 

ZQu JU.Qroii 1883* 

(« Of.p'itch ftorn Sccretaiy cf State, No. 16 Ey, dated Mth Eelwuafy 1886. 
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m.& another or witli Government before notifying- tbe corresponding reductiou. 
Ja England, cbangee of classidcation are considered only once a year. In India, 
I would recommend that all changes of rates come in quarterly on the Ist 
January, April, July, and October; and that the system be modified so as lo 
compel Companies to give much longer notice of proposed changes than they 
do now; changes to be brought in force otherwise than quarterly -as proposed, 
only with the full consent of all Companies concerned- 

157. BH,7tciple VI (-4). —The * undue preference’ clause, though introduced 
in Buglish law in 1854, was not inserted in the ludian Railway Act of 1879, 
nor in any Railway contract previous to the year 1882 when it was entered for 
the first time in the contract with the Rohilkhaud and Kmu^ion Railway- 
Subsequent to this, it has been forgotten in the contracts with the Nizam’s 
Railway; with the East Indian Railway for working State lines; with the 
Bombay, Baroda and Central India Railway for working the Rajputana-Malwa 
iiae ; and with the Great Indian Peniusula Railway for working the Bhopal 
line. It is probable, however, that any Court would consider it to be part Qf 
tlie eoiamon law of the country ; and an “ undg.e preference ” clause has been 
inserted in the draft Railway Act. 

158. It seems to me that there is a good deal of undue preference shown in 
India, which the Consulting Engineers should be instructed to stop. As ^ 
glaring case, I might mention the salt rates from Sambhar to and vid Achnera 
as compared with the rates from Satabhar to and vid Agra introduced by tho 
Bombay, Baroda and Central India Railway on the 20th October 1886, which 
were specifically complained of by the Agent of the East Indian Railway iiji 
his letter No. i066G., dated October SOth, 1886. In this case Government 
apparently did nothings although it is difficult to imagine a more striking 
instance of undue preference between the East Indian Railway and the Gawn- 
pore- Achnera Railway ; the whole object of the preferential rate (o Acha*^rn 
being to benefit the Cawnpore-Achnera line at the expense of the East Indian. 
On the other hand, on the East Indian Railway, in February 1885, the through 
rate for salt from Howrah vid Benares, 475 miles, was R31 per 100 maunds. 
The through rate from Howrah vid Patua, 332 miles, was R3S per 100 maunds. 
This was ccmplaiped of by the Agent of the Bengal and North-Western Rail- 
way in his letter No. 6823, dated February 3rd, 1985. 

159. The matter seenus to njeed Government intervention, as these preferen- 
tial rates on the East ludian Railw^-y show h^w, in moments of tempt^tipii, 
railway administrations slide back from the high principles they have previ? 
ously expressed. In the year 1882, the Agent of the Bast Indian Railway 
wrote: — 

Ibis discrimination in favour of traffic vid Agra to Bombay by means of a 
lower rate per mile for a shorter distance is directly opposed to the recognized 
practice.^* (a) 

And sp late as the year 1884 : — 

And since we could not quote this rate from Delhi, and at the same time main: 
tain in force higher rates for stations below Delhi with a shorter lead to Howrah, 
we had also to consider how the rates for these stations should best he adjusted.*’ (6) 

160. Brinciple VI (J?).— No ** traffic facilities” clause was entered in any ojE 
the Contracts previous to the year 1879, idthough it was introduced in England 
ji n 1854. Even now; the latest Contracts do not give Government t^ie powprg 

(a) Letter from Ag^eijt, East lD4ian Eailway, No. 527Gt„ dated 3r4 Jon.e 1882. 

(h) Letter from Agent, East Indian Kailway, flo. 9500., dated 28tli August X884, 
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of ordering Railway Administrations to accept throngli rates wliicli were given 
to the English Railway Commissioners by the Railway and Canal Traffic Act? 
1873. Nor does the draft Railway Act contain any provisions to this effect. 

161. This is more to be regretted, because our present experience shows that 
these are the powers which are more specially required by Government in deal- 
ing with the disputes now arising between the various Railway Companies. In 
India, the almost universal practice is to make the through rates the sum of the 
local rates; in other words, lengths of line belonging to two or more Railway 
Administrations are not worked as if they belonged to a single administration. 

162. The disputes between the Oudh and Rohilkhand Railway and the Kast 
Indian Railway ; between the Bengal and North-Western Railway and the East 
Indian Railway ; and between the North-Western Railway and the Bombay, 
Baroda and Central India Railway, are all questions of quoting through rates. 
The matter seems to be one of the very greatest importance for the new Railway 
Companies, such as the Bengal and North-Western Railway, the Indian Midland 
Railway, and the Bengal-Nagpur Railway, which have all been floated in Eng. 
land, under the tacit assumption that the Government of India will see to their 
getting their rights in the same way as the Railway Commissioners would have 
done at home. They are all cut off from the sea-board by other powerful Com- 
panies, and unless Government intervenes and insists on these Companies quot- 
ing through rates, the traffic of all these new Companies will be most prejudi- 
cially affected. The story of the way the rates of the East Indian Railway 
have been worked, first, to make as much as possible of the Oudh and Rohil- 
khund Railway through traffic come on the East Indian Railway at Aligarh 
instead of Benares, and now to make the traffic which is being competed for 
between the Oudh and Rohilkhund Railway and the Bengal and North-Western 
Railway come on the East Indian Railway at Benares instead of Digha Ghat, 
is not a very bright page in the history of Indian Railways. 

Ifi3. In think it is to be regretted that Government did not unreservedly 
accept the principles for working through traffic put forward by Sir B. Leslie in 
his letter Nc. 633G., dated 26th August 1880. They are all that could possibly 
be required : 

"The various Railway systems should as far as possible serve the country as if 
they were under one management, and the dealer in country produce should not be 
hampered iu^is operations by the necessity to base his calculations on as many 
different scales of rates as there may be railways between the starting point and 
destination. This can only be attained by adopting a uniform scale of rates for 
special or lower class goods which form the bulk of the country trade, and where 
there are alternative routes, by sending goods according to sender’s option. The 
adoption of a uniform scale of rates for special class goods for the whole of the dis- 
tricts served by East Indian Railway and Oudh and Rohilkhund Railway will in my 
opinion contribute largely to develop traffic. 

" It will be in my opinion to the material advantage of the two Railways and 
interests of the public to adopt a uniform gradation scale of rates for special class 
goods both for through and local traffic on both Railways; the earnings from through 
traffic to be divided in the ratio of the mileage.” 

Had Government accepted these principles in the year 1880, it would pro- 
baWy not have been necessary in the year 1886 to recommend to the East 
Indian Railway Company a return to the principles whioh their Agent 
had advocated five years previously, (a) 

(a) Letter from the Government of India, Public Works- Department, No. 429B,T., dated 

15th M:ay 1885. 
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164. I strongly recommend that the powers secured tinder the Railway and 
Canal Traffic Act, 1873, be secured to Government by the new Railway Act ; 
and that the whole influence of Government be exerted to make the various 
Railway Administrations in India carry into practice the measures required ia 
the general intersts of the public. At the very least, Government should see 
that the State lines are worked on proper principles. 

165. JPrmciple VII . — Until the Courts of Law in India give a decision on 
the legality or otherwise of charging a lower or an equal rate for a longer than 
for a shorter distance, it would be as well for Government to instruct their 
Railway Officers as to the view they would wish taken on this subject, 

166. The Railway Commissioners in the Denaby Main Colliery case objected 
to the same rates being charged for a difference of only 17 miles. What they 
would say to the East Indian Railway in this country charging the same rates 
to Howrah from Delhi and Cawnpore, a difference of 270 miles, it is almost 
impossible to conceive, especially as this Railway charges higher rates from the 
intermediate stations. For instance, the present rate for wheat from Delhi to 
Howrah, 954 miles, is E53 per 100 mannds ; the rate from Cawnpore, 684 miles, 
is also R53 ; on the other hand, the rate from Aligarh, 876 miles, is R57 ; and 

. from Phaphund, 735 miles, and a whole group of stations near it, R60. It 
seems to me that this difference in rates does constitute undue preference between 
merebants residing at Delhi and Phaphund and elsewhere. The race for salt 
from Howrah to Cawnpore, 684 miles, is R45, whereas the rate from Howrah 
to Fatehpnr, 637 miles, is R54. And many other instances of preferential rates 
could he mentioned. 

167. It may here be noticed that in his letter No. 2357, dated 29th June 
1882, the Consulting Engineer, Calcutta, actually argues in favour of lower 
rates for longer distances ; but the principle was not admitted by the Govern- 
ment of India, in* their reply No, 678R.T., dated 11th July 1882. This is the 
only indication of any leaning on the part of the Government, either to one side 
or the other, that I have been able to find on record. 

168. It is to be remembered that Mr. Mundella’s draft English Railway 
Bill to a certain extent legalized grouping ; but at the same time, clause 25 pro- 
posed a radical alteration in the law by throwing upon the Railway Company 
concerned the burden of proving that any disputed preferential rate did not 
amount to undue preference. This question should be settled in the draft Indian 
Railway Act. 

169. Some of the recommendations I have brought forward cannot obviously 
be introduced without either the consent of the older Companies or Legislative 
action. As regards the consent of the Companies, I think the various ques- 
tions should he kept in mind, and whenever the Companies apply for any addi- 
tional privileges or powers, these privileges or powers should be given only on 
the Company agreeing to accept such reasonable restrictions as Government may 
consider are necessary in the interests of the public. For instance, at the 
present time, I would certainly give the East Indian Railway greater liberty of 
action in regard to rates on condition of their accepting the general principles 
approved by Government. 

170. And lastly, I think the record of the measures taken by Government 
in respect to rates and fares shows forcibly the necessity of permanently attach- 
ing to the head-quarters of the Government of India an officer intimately 
acquainted with the detailed railway management, and with the working of 
railway tariffs generally. 
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171. In conclusion, I will briefly recapitulate my recommendations :— 

L — That a model scbedule of maxima rates and fares be drawn up, to 
be departed from -only on due cause being shown ; 

II.— That the maxima rates and fares flxed for each railway be notified, 
•and be available to the public : 

III. — That a general goods classification be drawn up for acceptance by- 

all new companies : 

IV, — That the principles under which Railway Agents and Managers 

may regulate their rates within their maxima be decided upon, 
and .advised to all concerned : 

V. — That 'mAue preference he put a stop to: 

yi. — That powers be secured to (rovernmeut in the new Railway Act to 
order companies to accept through rates : 

VIL — That a Standing Committee of Railway Managers he formed to 
secure a reasonable amount of uniformity in working : 

VIIL — That all proper influence he brought by Government to induce the 
various Railway Companies to accept the principles decided upon, 
Me lY above.; and also the conclusions generally accepted by 
,the Standing Committee, Me VII aboye : 

IX.— That an experienced traffic officer or Railway Manager he peiN 
.manently attached to the head-quarters of the Government .of 
India. 


Resolution by the Government of India, Public Works Dept., No. 1101 R. T. dated 

17th October 1 888 . 

Bailway Rates and Faree in India., 

Read again— 

Despatch from the Secretary of State, No. 13? Ry., dated I9th October 1882. 

Public Works Department No. 162 B. T., dated 2nd March 1-883, to the Govern- 
ment of Bombay. 

Public Works Department Resolution No. 655 R. T., dated 18th July 1884. 

Public Works Department Resolution No. 200 R. T., dated 25th February 1886. 

Despatch from the Secretary of State, No. 16 Ry., dated 25th February 1886. 

Public Works Department Resolution Nq. 1446 E. T., dated 12th December 1887, 

Read also— 

Letter from the Director General of Railway.s, No. 775 T., dated 20th August 
1887, and extract from enclosure. 

Obsekvations.— At the Railway Conference of 1884 it was suggested that 
a General Classification should be adopted by all Railways, to include all articles 
Carried on any railway and recognized by a distinctive name. It was also 
proposed that for jjwrposcj of through looUng, commodities entered in the Gen- 
eral Classification list should be subdivided into two sections. That in Section 1 
should be included all articles, the carriage of which was of real importance to 
any^ railway as a source of revenue, and that in respect of articles named in this 
section each rmlway should retain entire discretion in fixing or adopting rates 
for their camap over the Home line, or any portion of the Home line included 
in the through journp. That in section II should be included all other articles 
in the General Classification, in regard to which the traffic was of no great im- 
portance, and that in respect of these a scale of common mileage rates should be 
adopted in through booking. 
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•2. It -was further provided that any Railway should he at liberty to transfer 
;any item of through traffic, which at any time became of importance, from Sec- 
-tionJI to Section I, on giving three months' notice of such transfer; but that 
transfers from Section I to Section II should be ^made only hy general agrees 
ment. Although these proposals were agreed to hy a majority of the Deleiiatea 
at the Conference, little or.no action has since been tahen in regard to them by 
any of the Railways concerned. 

3. The intention of Public Works Depaitment Resolution No. 1446R.T., 
dated 12th December 1887 (Railway Rates and Fares in India), paiagraph fc), 
was, as far as was practicable, to bring into operation the proposals brought 
forward at the Conference of 1884 and enumerated above. 

4 The Railway Conference, which has just concluded its sittings, has to 
some extent modified the decisions of the Conference of 1884. Resolutions 
bearing on the subject of the General Classification of, and the rates for, goods, 
we^e passed in the following terms 

Resolution No, 52. “ That the Committee is of opinion that a uniform classi- 
fication and uniform conditions are very desirable. The Committee is not 
prepared, however, to deal with the question at the Conference, hut con- 
siders that each railway should endeavour to make its own classification and 
conditions uniform with others, as far as may he practicable/* 

“ That all articles, of which the (dassification is uniform on all Railways, be 
printed in small capitals/’ 

[*‘ It was stated that the Oudh and Rohilkhand State Railway, the Eastern 
Bengal State Railway and the Sonth Indian Railway agree to adopt, for pur- 
'^poses of through hooking, the five and special classes of goods obtaining on 
other Railways/*] 

Resolution No. In respect to through goods traffic, each Railway shall pub- 
lish tables of rates from each of its junctions with foreign lines to every 
station on its own system. Terminals, when charged, shall he included iu 
the rates quoted.” 

5. The Confeience of 1888, while making a considerable advance towards 
the acceptance of uniform charges for various descriptions of through coaching 
traffic, has thus abandoned the scheme, accepted hy the Conference of 1884, fop 
uniform rates for all the articles which would have been included in the pi’o- 
posed Section II of the General Goods Classification. It is, therefore, necessary 
to somewhat modify Resolution No. 1446 R. T,, dated 12th December 1887^, 
with the object of making it as far as possible in accord with the conclusions 
arrived at by the Conference of 1888. 

Resolution. — His Excellency the Governor General in Council is accord- 
ingly pleased to rule— 

(a) That in local hooking of goods, every Railway Administration shall 
be free to fix its own rates for all staples, subject to the maxi- 
mum rate and the minimum rate of ^^th pie prescribed by 
Government, 

(5) That the Eastern Bengal State Railway and the Oudh and Eohil- 
khand Railway, on its transfer to the State, shall, as soon as is 
practicable and convenient, adopt, /by* through boohing ^purposes^ 
the five and special classes of goods generally obtaining through? 
outthe Indian Railway system. It is understood that the South 
Indian Railway Company also agrees to adopt this classification 
for through booking. If this be so (these three having been 
hitherto the only important exceptions), the uniformity of the 
division of goods for through booking into five and special classes 
will be practically secured throughout India. 
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(c) That in all cases in which the East Indian Railway and the Great 

Indian Peninsula Railway have come to an agreement as to the 

inclusion into one of tho five classes o£ 
* The Indian Midland. , ,, ^ t» -i i 

The B'>P2T''-Npjr'^or^. any articles, the State Railways and 

The >-ii (.1 ! I those Railways* over which the Gov- 
ernment has reserved authority with regard to tho regulation of 
rates, shall accept the same classification, provided that the re- 
ceipts from such article are not of importance as a source of reve- 
nue to the railway concemed. 

(d) That in the event of the receipts of any such article being of import- 

ance as a source of revenue, the Governor-General in Council will 
be prepared to consider an application from the Railway Adminis- 
tration interested, for the inclusion of the article into a diilerent 
class, or to its being carried at a differential (or sliding scale) rate. 

(e) That where an article is carried on the Great Indian Peninsula and 

East Indiau Railways at sjoecial rates, or, when an article is not 
included on both these railways in the same class, every railway 
will he free to classify the article in through hooking from time 
to time as thought desirable. But iu such cases where the 
receipts from such articles are unimportant, the classification 
adopted by the East Indian Railway should be followed by the 
State Railways and the three railways indicated in the margin of 
clause (c), ante, 

(/) So long as an article is under clauses (c), (<^), or (e) included in any 
of the five classes, it will on the State Railways and on the Rail- 
ways indicated in clause (c) iu respect of through booking, be 
carried at the rates per maund per mile prescribed in the schedule 
that accompanied Resolution No. 1446 R. T., dated 12th Decem- 
ber 1887. 

{g) It will be convenient, whenever the following special (not differontiall 
rates are used on State Railways, that the folllowing nomencla- 
ture should be adopted iu order to distinguish them 
Clause A — ^ pie per maund per mile. 


„ B „ „ 

9> ^ 6 99 99 

» ^ 99 99 

,, B — ‘ I ,, „ 

>J ^ “ i' 99 99 


99 ^ xh 99 99 

2. Further orders will he passed regarding the resolntions of the Confer- 
ence prescribing uniform charges in through booking for certain descriptions of 
coaching traffic, as soon as it is known how far these proposals are accepted by 
the Boards of Directors in England, the effect of one of these resolutions being 
to alter the rates for parcels laid down in the schedule of maximum and mini- 
mum rates and fares, which accopipanied Resolution No. 1446R. T,, dated 12th 
December 1887. 

3. In giving these enlarged powers in regard to rates, His Excellency the 
Governor General in Council trusts that Railway Administrations will realize 
the necessity of acting on the general principles which are accepted by the 
Legislature in England, and which the Railway Commissioners in that country 
are empowered to enforce; and will recognize that, in through booking, the 
various Railway Administrations should serve the country as though they were 
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under one managemeni: ; and that, when there are two alternative routes, the 
shorter should fix the minimum rate for both routes. 


Oedeb,— O rdered, that this Eesolution be communicated, for information 

and guidance, to 

The Goveraments of Madras, Bombay, Bengal, and the North-Western 
Provinces and Ondh. j UOVernUQentS 

The Chief Commissioners of the Central Provinces, Burma, and Assam, Administra- 

The Resident at Hyderabad. 

The Director Geneial of Railways. tions and Officers 

The Consulting Engineers to the Government of India for Railways, , . . ,, 

Calcutta, Lucknow, and Central Division, noted in tne mar- 

gin, also for in- 
formation to the Government of the Punjab, the Agents to the Governor General 
for Rajputana, Central India and Baluchistan, and the Accountant General, 
Public Works Department. 

Ordered also, that this Resolution be published in the Supplement to the 
Gazette of India, 
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5.— flailway Stores. 


No, 256 (Financial), dated 27th September 1887. 

From— The Government of India, 

To— The Secretary of State for India, 

The existing rules regarding the purchase of European stores required for 
the public service in India prescribe that, as a general rule, and with certain spe- 
cified exceptions, such stores shall be obtained by indenting on the Store De- 
partment of the India Office, which is described as a special agency maintained 
for the express purpose of purchasing stores in England on account of the 
Government of India- 

2. We are satisfied that the Government of India can, as a general rule, 
through this agency buy European ^stores at a smaller cost than through any 
other agency. This is especially the case in regard to Railway stores, the ex- 
penditure on which, both for the construction and renewal of railways, is very 
large, and is yearly increasing ; and it, therefore, becomes a matter of consider- 
able financial importance that we should he able, in as many instancejs as pos- 
sible, to secure all those advantages, in the way of goodness and cheapness, 
which should naturally accrue to us from the existence of a home agency, with 
^ good staff of Inspectors, for the purchase of such stores as we require. 

3. We, however, find it to he the case (and the matter has been brought pror 
minently to our notice by the Finance Committee), that the annual expenditure 
on European stores purchased in India amounts to a very large sum. The 
figures for the last three ye^rs for which returns haye beei]i recejLyed were 1882- 
!B3, 41 lakhs ; 1883-84, 65 lakhs ; 1884-85, 41 lakhs ; and wheye such large 
figures are inyolved, the resuljiant loss, if regard be had only to outlay in purr 
cha^e, must he considerable. It may be admitted at once that some portion of 
this loss would in any case have been unavoidable, ^nd that any attempt to 
^void it would only have resulted in greater indirect losses through delay tp 
works or otherwise. The plea of urgency must in many cases be admitted as 
Justifying the purchase of European stores in India even at an advanced price. 
In regard to Railway works especially, it is certain that no amount of foresighi^ 
ican prevent a large demand arising for articles of Europee-n manufacture, which, 
owing to the delay that would necessarily result, ij: would only he extravaganfj 
to order from England. 

4. But, while admitting that it is impossible absolutely to prohibit the pur- 
chase of stores in India, we think that the present yearly amount of ^uch pur- 
chases is very much larger than it need be, if the arrangements for procuring 
stores from England were fully efficient. Our examination into this matter 
leads us to the conclusion that the chief reasons for the excessive expenditure 
ou such purchases spring from the inadaptability to the actpal requirements of 
working officers of the rules of business adopted by the India Office Store 
Department. We have little doubt that purchases of European articles ii^. 
India would bo very largely reduced, and would not be made, except iq cases 
of real urgency, and that the loss on account of such purchases would be re- 
duced to a minimum, if the system of supply by the India Office Store Depart- 
mept were as unobjectionable iu other respects as it is in the matter of the coat 
and quality of the articles supplied. 

Several objections, however, do exist to the system as now worked ; and as 
we are convinced that the removal of these objections is a necessary preliminary 
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to a stricter enforcement of the rules which may from time to time be laid 
‘down for regulating the purchase in India of articles of European manufacture, 
We are constrained to lay these objections before Your Lordship for such action 
as may be requisite. 

5 . The most important objection which has been brought against the Store 
Department system, and that on which practical unanimity of opinion appears 
to exist on the part of indenting officers, is its dilatoriness in the execution of 
indents. The delay which takes place in supplying stores, no matter how 
Urgent the demand may he, necessarily leads to the multiplication of local pur- 
chases. If an officer in charge of works could obtain any article required 
within a reasonable period by a telegram to England, his chief motive for pur- 
chasing locally would be removed. Such an officer is certainly not less inter- 
ested in keeping down his expenditure, and keeping within the estimates, than 
in getting the woik finished promptly ; and he would have no object in pur- 
chasing locally, when the local purchase would be mote expensive than purchase 
through the home agency, unless the immediate extra expense would be niore 
than saved in the end by tbe more rapid completion of the work. The know- 
ledge of the delay that will occur in meeting his requirements through the 
regular channel must often influence an officer t6 purchase locally on the occur- 
rence of an emergency. The reduction of the time occupied in the execution of 
indents to that which would ordinarily suffice for the execution of an order by 
the best Calcutta and Bombay firms would accordingly, without any action on 
the p4r’t of the Government of India, remove one principal inducement to a 
resort to the plea of urgency, and largely diminish the local purchase of articles 
which, as a general rule, it is considered desirable to purchase in Europe. 

6. Of the validity of the objection referred to in the foregoing paragraph 
there appears to us to be ample proof. We have frequently had occasion to in- 
vite Your Lordship’s attention to the serious inconvenience which has resulted 
from this cause in the case of important works. Quite recently we were com- 
pelled to complain of the very great delay which had occurred in complying 
with the indents for stores required for the Tirhoot and the Bellary-Kistna 
Railways. The Finance Committee have in their Note, a copy of which is 
appended to this despatch, given a list of cases in wliich the delay was very 
great, even where the indents were urgent ; and further illustrations are afforded 
in the two letters from the Director General of Railways, and their accompani- 
ments which we also append. These illustrations might be multiplied almost 
indefinitely, if occasion required. 

7. We entirely agree in tbe view of the Finance Committee that the instances 
mentioned seem to show that at present avoidable delay occurs in each of the 
various stages through which the indent pa‘^ses at the India Office, in obtaining 
the sanction of the Secretary of State in Council, in the issue of calls for ten- 
ders, in obtaining delivery, and in shipment of the stores. 

8. The requirement of the Secretary of State's sanction to each indent 
before complying with it causes very material delay ; and, in connection with 
this point, we invite Your Lordship’s special attention to the remarks of our 
Director General of Railways. He shows that in almost every case a month’s 
delay is thus occasioned, and that in some instances the delay is considerably in 
excess of that term. Under the existing procedure for providing for the payment 
of stores purchased by the Store Department for the Public Works, tbe responsibi- 
lity for seeing that funds are available for the purchase lies with the officer who 
submits the indent to the Director General of Stores. It must be remembered 
that under the system by which all operations in the Public Works Department 
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are controlled, there is a very close financial check over executive officers at' 
every stage of expenditure. Limits are placed on the money value of the stock 
of each Division ; estimates for all original works and repairs, which are put in? 
hand, require the sanction of different authorities; budget allotments are 
granted for all works or repairs before they are commenced. By means of this 
system any extravagant purchase— or the intention of making any extravagant 
purchase— of stores is far more effectually checked than it can be' by any sub- 
sequent reference to higher authority, and we do not understand the necessity 
for obtaining the special sanction of the Secretary of State in Council to any 
indents from the Public Works Department either for Revenue (Railway) stores,* 
or for stores for works the estimates for which have already received sufficient 
sanction. We would suggest that this-dolay might be avoided if it were made 
the rule that no reference to the Secretary of State should be required, and that 
in all ordinary cases the Director General should proceed at once to call for 
tenders, or to take such other action as might be requisite. In certain oases he 
might suggest modifications by letter or telegraph, to the indenting officer, but 
delay would presumably occur only in cases iu which there was good and suffi-- 
cient reason for it. 

9. As regards the practice of calling for tenders in almost every case, we 
would bring to Your Lordship*s notice the specially long delay which hae^ 
occurred in some cases in making the call, and in giving out the contracts after 
tenders have been called for. In one of the cases noticed by the Finance 
Committee, tender’s had not been invited, even after nine months from the 
receipt of the indent ; and in another case no contract had been let a year after 
the indent was received. We can conceive no reasons which would justify such 
delays as these, and we would strongly urge on Your Lordship the necessity for 
the issue of such orders as will ensure the prompt disposal of all indents as far as 
these stages are concerned. As a means to this end we would recommend to* 
Your Lordship's notice the suggestion made by the Director of the North- 
Western Railway, and supported by the Director General of Railways> that the* 
Indian plan of inviting periodical tenders from well-known firms for smaU 
stores and supplies in constant demand should be adopted in the India Office 
Store Department, so that orders received from India might be placed at once* 
without the necessity of calling for a tender in each individual case. Substantially 
the same proposal is made by the Finance Committee in slightly different 
terms. It seemsi to us to be well worthy of adoption and we strongly re* 
commend it to Your Lordship’s consideration. 

10. We would also suggest that measures be devised for ensuring the more' 
prompt delivery of stores when the contract has been given out. This is a 
point which, in our opinion, should be strongly insisted on ; and we endorse the 
suggestion of the Finance Committee that, where time would be saved by such 
a course, articles should he inspected and passed iu the manufacturer's yard, 
and sent off by the manufacturer direct to the ship's side, without being taken to 
the India Office Store Dep6t, 

In this connection, we bring to Your Lordship’s notice a letter from the 
Director of the Indian Marine suggesting, with a view to prevent delay, that 
he should be authorised, when the annual contract for steel required for ship- 
building purposes has been given out by the Director General of Stores' at the 
India Office, to xLemand from the contractor materials included iu the contract 
in such quantities and according to such descriptions as may he from time to time 
neede d, the contractor despatching and shipping the materials himself direct. 
We think that this suggestion may he adopted with advantage, if it can bo 
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arrangied that the goods shall, as at present, he inspected by the Store Depart* 
ment officers before shipment. 

11. We think that the adoption o£ the suggestions detailed above would, to 
a great extent, obviate the delay which now occurs in the execution of indents, 
and we would strongly press them on Tour Lordship*s consideration. Bu^ 
whether these particular suggestions, or any modification of them, approve 
themselves to Your Lordship or not, we trust that it will be q.uite evident that 
the delay which does incontestably occur in the execution of indents, is a 
serious obstacle in the way of carrying out the policy — which, on general 
grounds, we believe to be the best and most economical for India— of obtaining, 
our European stores through the agency of the India Office Store Department 
and that it also occasions considerable extra expenditure. We trust that it will 
be found possible to devise some measures which will prevent the recurrence of 
such delays in the future. 

12. Another objection which exists to the system now in force arises out of 
the attitude which the Store Department has been permitted to assume both 
towards the Government of India and the indenting officers. 

We have already expressed our opinion as to the very decided advantages of 
an agency in England for the purchase of stores ; hut it appears to us that 
much of the advantage to be derived from such an agency is lost through the 
independent position which the Store Department occupies . That Department 
should, in our opinion, he in reality, wha,t it is in name, an agency of the 
Government of India. The Head of the Store Department should understand 
that he is the Agent of our Government, and he should he responsible, not 
for the propriety of our proposals, but for the prompt execution of our 
orders. 

The duties of the Store Department should he strictly confined to those of 
an agent for purchase, and it should not assume the position of a controlling 
department. Although the indenting 6fficer presumably knows what is wanted 
better than an officer at a distance can do, the Store Department con- 
stantly assumes authority to substitute other articles for those which are 
indented for, entirely disregarding the competent opinions of officers on the 
spot, who are acquainted with all the facts and requirements ; and this course 
often causes in the end a considerable increase of expense. We had recently 
occasion to report to Your Lordship the serious inconvenience which had result- 
ed from the total alteration of the description of permanent- way for rcnowals on 
the North Western Railway, which had been settled by our highest authorities 
after most careful deliberation ; and, again, from tbe substitution, on the Toun- 
goo-Mandalay Extension, of complete iron wagons for ironwork for wagons with 
wooden holies, the bodies having been made up locally in the Railway work- 
shops in anticipation of compliance with the indent. The uncertainty as to this 
essential point— of getting exactly what is wanted and is asked for — counter- 
balances to a very great extent the other advantages of the Store Department, 
and forms in the eyes of many indenting officers almost as serious an objection 
to the employment of its agency as the serious delays referred to above. 

It is of great importance that officers in this country should be constantly 
supplied with information as to prices and as to new inventions, which have 
been successful in England, and which might he thought likely to supersede 
with advantage existing types. We consider that it would add to the efficiency 
and economy of our Public Works Department, if all officers in charge of exe- 
cutive divisions were able easily to obtain from England information concern- 
ing improvements and inventions, and details concerning rates, prices, tSbe. 
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We would propose that all such officei's should be permitted to correspdnd 
■direct with the Director General of Stores, and that it should be one of the^ 
duties of the Director General to reply folly to till enquiries thus made. But hd' 
should not, in our opinion, be authorised to question the demands made, or to 
alter the orders given, by substituting other articles for those ordered, though he 
might bring to the notice of an indenting officer, in the same way as any ordinary 
agent would do, any alternative method of meeting his requirements, which his 
own experience might suggest, provided that this could be done in such a manner 
as not to interfere with the supply by the date required. 

13. Another ohjectionahle feature of the existing rules is the requirement of 
annual indents based on average past consumption, which appears to us to h0 
the cause of much waste and extravagance. 

It is doubtless more convenient, and in some cases more economical, that the 
Store Department should have large a nnual, than small occasional, indents to deal 
with. In some few instances, where the demand is tolerably certain and there 
is little risk of changes of fashion, the convenience and economy secured are 
sufficient to justify the adoption of the system of annual indents; but as 
regards many kinds of stores, especially Public Works stores, the sysleni is 
certainly most costly. 

In the management of a large business, it is quite impossible to foresee a 
long time beforehand all requirements. The objection entertained by the Store 
Department to small indents practically bars them, except in cases of extreme 
urgency ; and thus local purchases at a higher cost are necessitated in many 
cases in which, though there would be time to get the articles required from 
England, if they could he ordered at once and supplied with promptitude, it is 
impossible to wait for thek supply till the next annual indeut. Extra expense 
is thus occasioned, which in the aggregate of these small transactions amounts 
to a considerable sum. 

But the most iiicoavenient result of this rule is the unnecessary accumula- 
tion of stores which it causes. The rules in force in this couutry for the check 
by the Director General of Railways of indents for Railway stores (the most 
important item iu the imports of Government stores) are framed with the view 
of preventing, as far as possible, the accumulation of surplus stores, which eventu- 
ally, owing to their becoming obsolete or from other causes, have to be sold for a 
mere fraction of what they cost. And in the case of stores required for the Mili- 
tary Department the indents are, as a rule, checked by heads of Departments with 
the same object in view. But such accumulatious cannot be prevented under a 
system of annual indents. An instance has recently been brought to our notice 
in which the manager of a Railway withdrew an indent for his yearly require- 
ments and substituted one of double the amount, on the ground that he must 
provide, not only for probable, but for all possible, requirements. This is cer- 
tainly an extreme case, hut it serves to indicate the tendency which must exist 
under such a system. Officers iu charge of important works or. lines must 
either accumulate larger stocks than are likely to he required, or must run the 
risk of having their work hampered for want of some article, the supply of 
which has from sudden and unexpected causes run out. 

The loss involved in such aocumuiations mateiially diminishes the eoonomy 
of purchase through the home agency, though it might to a large extent be 
avoided by the alteration of the rules enjoining annual indents. 

U. If the Store Department were rendered thoroughly efficient in the points 
which we have noticed ; if ordei-s were executed promptly ; if the Department 
occupied the position of an agent, so that officers might be reasonably certain 
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obtaining the articles for which they indent ; and if annual indents were abolish-, 
ed — we should feel ourselves in a position to deal effectively with the question 
of local purchases of European stores, by prohibiting them, save in cases of 
urgency, the necessity in each ease being determined by such officer as may 
under the rules be competent to deal with it, and by strictly enforcing the rules 
so laid down. 

15. The existing rules admit of local purchases of European stores being 
made only with the previous sanction of the Government of India or the Local 
Government (including the Director General of Railways in respect of Railways 
under his direct control), which have unlimited powers of sanction, in certain 
special cases of obvious expediency, which are defined in the orders on the sub- 
ject in the following terms 

When for any special reason it may be more economical to do so. 

2nd — When stores indented for from England have not arrived, and in- 
convenience to the public service is anticipated from delay in 
supply. 

5r«2-^When the articles are perishable. 

We have stated already that the plea of urgency must be admitted in some 
cases; and we think that the condition in the second of these special cases, 
which restricts the admission of the plea of urgency to cases in which stores 
have been already indented for from England, but have not arrived, should be 
cancelled. The Government of India and Local Governments should, in our 
opinion, be empowered to sanction the local purchase of European stores 
in any case in which inconvenience to the public service is anticipated from 
delay in supply whether the stores have been indented for or not. A sudden 
emergency may give rise to a demand, for which no amount of foresight could 
have provided, and with which it may be impossible without great loss to 
avoid immediate compliance; and even in cases where the necessity may 
arise from the fault or omission of the officer concerned, it is not right that the 
public service should suffer during the time necessary to remedy it. 

We also consider that it will he necessary to go beyond this in recognising 
the plea of urgency, and to extend the rules so as to admit of controlling officers 
sanctioning local purchases subject to certain limitations. The limits suggested 
by the Finance Committee do not approve themselves to us ; but we think that 
some such limits as the following should be prescribed, 

A Superintending Engineer of a Circle, or a Manager or Bngineer-in-Chief 
of a Railway, might be permitted to- sanction local purchases up to a cost of 
RljOOO for any single item, subject to a maximum limit of R20,000 a year in 
the case of a Superintending Engineer, and of 5 per cent, on the average amount 
of stores purchased yearly in the case of a Manager or Engineer-in-Ohief of a 
Railway. A report of the action taken should be made in each case to the Gov- 
ernment having the control of the work or railway, together with an explana- 
tion of the urgency and of the reason why the demand was not foreseen, and why 
an emergent indent on the Home Store Department would not have met the case, 
and with an estimate of the probable loss or gain. 

In issuing these rules, we should take the opportunity of impressing on all 
officers that, with the new facilities for obtaining stores promptly from England 
(if our recommendations are accepted), the necessity for all such purchases would 
be carefully scrutinised, and that we should view with serious displeasure al 1 
local purchases which we consider to have been made unnecessarily. 

Under these precautions, we think that no evil consequences would result 
from the extension of the rules now advocated, and that the anticipation ex- 

3i. 
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pressed above in our 4th and 5th paragraphs as to local purchases being largely 
diminished, and confined to cases of real urgency, would be fulfilled. 

16. We propose at once to issue orders, calling atteiitiou to the matter noticed 
in paragraph 26 of the Finance Committee’s Note, and prohibiting strictly the 
irregular practice of puchasing stores, which are not required for immediate use, 
merely with the view of preventing a lapse of grant. 

17. We do not endorse the proposal of the Finance Committee for the ap- 
pointment of a Director of Stores in this country, who would exercise a general 
control over all stores transactions, and would be the general agent for the pur- 
chase in this country of stores required for the various Departments. As far as 
the Public Works Department is concerned, there is a distinct advantage in 
having only one purchasing authority at the Presidency towns and at Karachi ; 
hut the Port Store-keepers are already largely recognised as the channel for such 
purchases at these places, at any rate as far as railways are concerned. We con- 
sider that their position in this respect should be more clearly defined, and we 
propose to issue orders under which they will be more fully utilised by all Public 
Works officers as agents at their respective stations for the purchase of all arti- 
cles, whether of local or European manufacture. 

C Enclosures not printed. ] 


No. 191 (Financial), dated 26th July 188S, 

From— The Secretary of State for India, 

To— The Government of India. 

I have considered in Council Your Excellency’s letter, dated the 27th of Sep- 
tember 1887, No. 266, in which, with reference to the remarks of the Finance 
Committee upon the costliness of the practice of buying in India stores of Euro- 
pean manufacture, you express yoar opinion that it would be possible to make 
the regulations on the subject more definite, and to act on them more strictly, 
if less delay occurred in compliance with indents transmitted to this country ; 
and yon forward a very long list of cases in which it is allegt*d that the Store 
Department in this office is responsible for the long time that elapsed before the 
articles were received. 

2. I do not propose to discuss these cases in detail, especially as explanations 
have been given in the Despatches noted in the 
margin, to which no reference is made in Your Excel- 
lency’s letter. Cases of unavoidable delay have no 
doubt occasionally occurred and may probably occur 
in the future, in spite of the best efforts of those on 
whom the responsibility for this business olnelly 
falls. I have, however, satisfied myself that a con- 
siderable improvement in the working of the Store Department has lately been 
effected, and no pains will be spared to bring about further improvement as 
opportunities may occur. 

3. Your Excellency speaks of the Director General of Stores being the agent 
of your Government, and responsible not for the propriety of your proposals 
but for the prompt execution of your orders. It would, however, be much more 
correct to describe the Government of India as being in these matters the agent 
of the Secretary of State. Under the Act for the better Government of India, the 
expenditure of the revenues of India, both in India and elsewhere, is subject to 
the control of the Secretaxy of State in Council, and is incurred upon his respon- 


14th Jane 1883, No. 84. 

30th September 1885, 
No. 17. 

16th Eebrnary 1886, No. 4. 

22Qd April 1836, No. 8. 

20th May 1886, Nos. 10 
and 11. 

See also snhseiinent Des- 
patch of 3rd November 1887, 
No. 37. 
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sibility ; and it is only by his delegating to your Government a portion of the 
power thus entrusted to him, which he does with complete confidence that it 
will be well exercised, that it is possible for your Government to purchase stores 
with that freedom from minute check which is essential for the prompt despatch 
of business in India, It would, however, be entirely contrary to the spirit of that 
Act if the Secretary of State were to divest himself of the control over the officer in 
this country whom he has appointed to manage the purchase and despatch of 
stores for India, and for all whose acts he alone is directly responsible to 
Parliament. 

4. It is further necessary for me to point out that for any interference with 
the literal execution of the indents, it is the Secretary of State in Council, and 
not the Director General of Stores, who is responsible. Experience shows that 
indenting ofiicers do not necessarily and invariably know how the require- 
ments of any given case ought to be met better than the officers of the Store 
Department in this country, acting with the advice of the professional autho- 
rities consulted by that Department, since the indenting officers must sometimes 
he unacquainted with the changes in price or in pattern which are continually 
occurring, or with improved designs for the stores to be supplied which may be 
available ; and it is certain that were the demands received from India to he 
complied with by mere agency, without any attempt at examination or control, 
much waste and needless expense would occur. 

6. With reference to the suggestion that time would be saved by the inspec- 
tion of articles in the manufacturer's yard, and their direct shipment thence, 
I have to observe that this course is invariably followed with such railway sup- 
plies as a permanent-way, bridge-work, rolling stock, machinery, &c., delivery 
at the Store Dep6t being confined to comparatively small miscellaneous articles 
which it would be neither practicable nor advantageous to inspect elsewhere. 

6. With regard to the further suggestion as to the adoption of a system of 
running contracts for articles in constant demand, I have to observe that under 
such a system, even for small supplies, it has been found that contractors are 
not, as a rule, prepared to bind themselves in advance to supply at favourable 
rates indefinite quantities of stores, the cost of which to them may at any tinae 
he enhanced by a rise in the prices of materials or labour. A contract of this 
nature must necessarily be a speculative one, and prices would be quoted, to 
cover the contractor's risk, in excess of those which can be secured if a definite 
tender be invited for specific quantities, to be paid for at a price which the con- 
tractor can safely calculate when he makes his offer. 

7. In my Despatch of the 24th of April 1884, No. 24 (Public Works), I 
sanctioned various arrangements for tbe acceleration of business in regard to 
indents for that Department ; and I see no objection to a similar extension of 
the system of direct communication with tbe Director General of Stores by the 
heads of other Departments, if you think it advisable. 

8. It appears to me, however, that the supply of all minor articles might be 
accelerated and their wasteful accumulation obviated, by tbe constitution of 
dep6ts for such stores at each of the five great ports in India. In this view I 
am of opinion that the suggestion made in the last paragraph of your letter 
under reply, to the effect that the Port Storekeepers' position may with advan- 
tage be made more clear, and their services more fully utilized, is one to which 
further attention should he given. I accordingly request that the subject of tbe 
supply of stores from England may be reconsidered from this point of view 
with the intention of amalgamating as far as possible the requisitions for mis* 
cellaneous stores, and arranging, by means of a general indent, for their simul- 

3 a2 
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taneous purchase in this country, and subsequent despatch to the several ports 
from which they would be most conveniently distributed. 

9, I observe that you doubt the expediency of the sugjycsted appointment in 
India of a Director of Stores to supervise the entire business of supply. But I am 
disposed to think that a valuable check on all these transactions, especially in 
relation to the economical purchase of the stores, locally, might he secured 
under the control of some such superior officer, and I therefore desiro to commend 
this arraugement to your further consideration. 

10. Moreover, the action of a Director of Stores would also apparently be desir- 
able to provide for the compilation from the various requisitions for miscellaneous 
stores of all descriptions of such a general indent as is above referred to, show, 
ing the ports to which the several portions of the supply should he despatclied. 
Then by forming depots at those ports of the stores that are in most frequent 
demand, officers requiring such articles, whose wants had not been foreseen^ 
might, by applying to the Storekeeper, he at once supplied in many cases from 
one or other of the dep6ts. Under some such arrangement, subject to the control 
of the Director of Stores, it seems probable that not only would ‘the inconve- 
nience arising from the necessity of awaiting the result of a reference to 
England, or the expense involved in local purchase, be avoided, but there 
would be much less likelihood of a needless accumulation of stores iu various 
paits of the country than with the present system, under which each Railway or 
Department has its own reserve dep6t. 

11. A further advantage to be derived from action in this direction would 
probably be the diminution of the number of urgent indents on England. In 
the two years from October 1885 to October 1887, there were 147 indents from 
State Railways, of which all but 14 were marked as urgent, and 98 as of a 
specially urgent character ; and the same remark applies to no less than 38 out 
of 44 indents received in the last six months. When nearly all indents are 
described as urgent, it is difficult to say to which preference should bo shown, 
and such pressure results in undue haste, and in consequently enhanced expense. 

12. I notice that you speak of much waste and extravagance as resulting 
from the system of preferring annual indents based on average past consump- 
tion. This arrangement, however, is mainly within 
Your Excellency’s control. The form of indent seems 
to have been adopted in the Military Department* 

with the view of ensuring a regular supply of the stores required by a large 
Department, and of avoiding applications of a special kind which might lead 
to trouble aud expense. It would probably be useful to maintain it for such 
articles as can he kept in stock at the depdts which I have above proposed, 
and it is certain that one regular annual indent can he contracted for on 
cheaper terms than a number of minor indents received at irregular intervals. 
On this point I may mention that during the last year it has been necessary 
for State Railways only to enter into upwards of 150 contracts under £10, 
nearly one-third of which were for stores valued at less than £2, As an 
illustration of this, I subjoin the following abstract of the operations needed 
in supplying the stores required under an indent lately received from the Wardah 
Coal Railway (No. 2 of 1887) 


* Despatch to India, 24th 
October 1860, JN'o. 393 
(Military). 


Number of items ........ 165 

Total value ^62,084 

Number of contracts necessary ...... 62 

Number of contracts under £2 13 

Number of contracts, value £2 to £10 10 
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There is not, however, or ought not to he, any obligation on the identing officer 
to prefer demands based on average past consumption, unless there is a distinct 
probability of a further supply of such articles being required ; nor, in such an 
event, is there any obligation on him to demand the full established proportion, 
reference to which is chiefly useful to show primdfane that the demand is not 
excessive. Your officers are at any time at liberty for well-established articles 
of supply to reduce the stocks required to be maintained to such an extent as 
may appear to be prudent; and I request that instructions may be at once given 
to prevent any misapprehension as to the intentions of the Secretary of State in 
Council in this respect. 

13. Since your letter was written. Your Excellency will have received my 
Despatch of the 3rd of November 1887, No. 37 (Stores), in which I explained 
in some detail the course followed in regard to certain indents, and the general 
system of dealing with indents and contracts for the supply of stores, on which 
theie has been considerable misconception. I trust that its perusal will have 
satisfied you that, whatever may have been the case in former years, there is no 
longer any ground for the remark of the Finance Committee, in which Your 
Excellency has expressed entire agreement, that avoidable delay occurs in each 
of the various stages through which an indent passes in this office ; and that by 
adopting some such measures as those to which reference has been made in 
this Despatch, you will be able to place on a more satisfactory footing the local 
purchase of stores other than those produced or made in India, to the great and 
needless expense of which the Finance Committee has drawn your attention. 

14. To effect this result, the rules laid down iu paragraphs 2 and 3 of your 
Resolution, dated 10th January 1883, ought to be adequate if they be properly 
understood and applied. They are to the effect that all articles required for 
the public service which, in the opinion of the authoiities in India, cannot 
without disadvantage in respect of cheapness or quality, or both, be manufactur- 
ed in India, are as an almost invariable rule to be obtained by indenting on the 
Secretary of State ; but that in special cases stores of European manufacture 
may be obtained in India — 

When for any special reason it may be more economical to do so ; 

2nd , — When stores indented for from England have not arrived, and in- 
convenience to the public service is anticipated from the delay ; 

3rd , — When the articles are perishable. 

15. It would be an abuse of these rules if want of care or forethought in 
preparing indents for stores which ought to be supplied from this country make 
it necessary to have recourse to purchase in India. True economy demands 
that purchases in India should be limited to articles which can be produced or 
manufactured in that country of a quality and price which compare not unfavour- 
ably with those of similar articles of European manufacture ; and a supervising 
officer, such as the suggested Director of Stores, might be expected to apply 
the needful check to ensure that departures from the spirit of this rule shall not 
pass unnoticed. 

16. Subject to these remarks, and within the limits just stated, the 
purchase in India of such articles, when found suitable, is likely to be beneficial, 
not only in effecting direct economy, but in avoiding delay and simplifying the 
procedure under which the stores required in India can he obtained. 
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Madras Harbour. 


No. 25, dated 16tli May 1887. 


From — The Govenunent of India, 
To— The Secretary of State for India. 


In Public Works Despatch No. 1, dated the 3rd February 1887, addressed 
to His Excellency the Governor of Madras, Your Lordship referred to the action 
taken by the Harbour Board with reference to the authorized design of the 
Madras Harbour. We have received from the Secre- 
mSt 0 ?Mafra^ Nos? 78 l^ tary to the Government of Madras the papers mar- 

and^psw. of the 14th Mara ginally noted, of which copies have already, we un- 
derstand, been forwarded to Your Lordship by His 
Excellency the Governor. These papers afford an explanation concerning the 
action taken by the Harbour Board which will no doubt be accepted as satisfac- 
tory, for it is clear that the Board had no intention of carrying into execution 
any alteration in the Harbour without the sanction of competent authority, 
while they were not in any way exceeding their authority in asking the Superin- 
tending Engineer of the works to prepare a design for any proposals which 
they might wish to make. 


2. In Lord Kimberley’s Despatch No. 56 P. W. of 25th September 1884, 
reference was made to the views of Sir John Hawkshaw's Committee and to 
those of Mr. Parkes, on the subject of the proposed change in the position of 
the entrance to the Harbour, and it was said that " Mr. Thorowgood, who is in 
full possession of Mr. Parkes* views, and of the reasons which have led him 
and the Committee to adhere to the Eastern Entrance, has already started on 
his return to Madras, and will be able to furnish the authorities there with any 
additional particulars they may require, and it is to be hoped that conflicting 
views may be reconciled by further discussion.** 


3. At the time when this Despatch was received we thought it better to take 
no immediate action concerning the question of the entrance, ipartly for the 
reason that it was evidently our duty to allow scope for the further discussion 


which Lord Kimberley thought would have beneficial results, and partly because 

there was no apparent advantage to be 
gained by attempting to arrive at an 
early decision on the matter. The opi- 
nions expressed by Mr. Parkes in the 
documents noted in the margin, showed 
that, if it should prove desirable to alter 
the entrance, the alteration could be both more cheaply and more expeditiously 
made when the works had been completed in accordance with the authorized 
design. 


Letter dated 9th March 1882, from Mr. 
Paikcs, to tlie Secretary to Government o£ 
Madras, Pnhlio Works Department, para- 
graphs 4ii and 4,5. 

Letter dated 10th February 1883, from Mr. 
Parkes, to the Under-Secretary of State for 
India, paragraph 14. 


4. The diflerence of opinion to which Lord Kimberley referred may be said 
to have been the difference between tho opinion of Sir John Ha wkshaw’s Com- 
mittee, in which Mr. Parkes concurred, and the opinion of all persons or bodies 
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in India who were interested in the Harbour, or who had been officially or pro- 
fessionally consulted concerning it. 

Among those who maintained an opinion favourable to an alteration in tho 
site of the entrance were — 


The Madras Committee of local professional gentlemen, which reported on 
the 30th Jane and 22ud September 1883. 

The Madras Chamber of Commerce. 


* Mr. G. L. Molosworth. 

Colonel H. A. Brownlow, R.E. 
,, W. S. Trevor, R.E. 


The professional advisers of tlic Gov- 
ernment of India.* 


All Commanders of first class steamers using the Port of Madras who had 
been consulted 


The local Nautical authorities. 
The Madras Government. 


We axe not in a position to know whether the opinion of the gentlemen who 
were members of Sir John Hawkshaw*s Committee may have been in any way 
modified, but it is a fact that the experience of the last three years and the fur- 
ther discussions which have taken place .have in no way altered the opinion of 
all competent authorities in this country. That opinion is steadfastly opposed 
to the retention of the eastern entrance, and generally, although not quite 
unanimously, in favour of a north-east entrance to the Harbour, 

6. The Government of India lias hitherto refrained from tho assertion of 
any very decided opinion on this question of the entrance. We think that the 
time has now come when our opinion may be advantageously expreased. The 
balance of evidence is strongly adverse to the eastern entrance, and it may well 
be deemed hardly politic or safe to compel the Madras Harbour Board to con- 
struct a harbour in a manner which is opposed by nearly all, if not by all, per. 
sons in India who are competent to judge of the matter, or who have interests 
at stake in the work. But we would add that the opposition of tho Madras 
Government and of all Madras local authorities to the eastern entrance has our 
entire concurrence, and that we are convinced that no harbour at Madras, which 
is made with an eastern entrance, can be at all effective. We append a brief 
summary, by our Consulting Engineer Mr. Molesworth, of the opinions he has 
previously recorded on the subject. 

6. We understand, from the reports of Mr. Parkes and of Sir John Hawk- 
shaw's Committee, that there is no engineering difficulty in constructing a north- 
east entrance. The Committee, indeed, appear to admit that the question of 
the proper site for the entrance is more a nautical than an engineering one. Tho 
absolute unanimity of all commanders of steamers using the port, against the 
eastern entrance, must, we think, have great weight in this respect, 

7. We would ask Your Lordship to take this question of the position of tho 
entrance again into*consideration; for we are convinced that the matter cannot 
be set at rest until either our views and those of the other authorities in this 
country are accepted, or the views held by Sir J. Hawkshaw's Committee and 
Mr. Parkes have received the support of the highest Nautical authorities. It 
would seem to be essential, in the latter case, that the opinion of those authori- 
ties should he given after they have fully satisfied themselves, by local investi- 
gation, concerning all the circumstances, and have shewn good cause for sotting, 
aside the opinion of all the commanders of local experience who have been 
acquainted for many years past with the various conditions of the problem. 
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Memorandum hy Me. G. L. Molepwoeth, C.I.E ., — dated 9th May 1887* 

No new engineering feature has been imported into the case since I wrote 
my notes of July 17th, 1883, and April 19th, 1884. 

With regard to the engineering points at issue, I may sum up my opinions 
as follows : — 

Ist'—lt is impossible with an eastern entrance to exclude from the bar-- 
hour waves of considerable magnitude, even should the entrance 
be narrowed to 460 feet. 

2nd — The adoption of a north-east or south-east entrance is the only 
mode of excluding such waves from the harbour. 

Brd — The north-east entrance appears to be preferable to the south-east 
entrance, because the north is less exposed than the south to en- 
croachments from sand. 

Mh — The re-entering curve proposed by the Madras Committee in the 
overlapping arm to the north-east elbow is open to serious objec- 
tions ; but I notice that Mr. Thorowgood, in his letter, dated 
January 31st, 1887, has submitted a sketch in which this is modi- 
fied to meet the objection to a re-entering curve raised in my note 
of July 17th, 1883. 

6^^— A prolongation of the present face of the harbour so as to avoid 
the necessity for this re-entering curve would throw the entrance 
200 or 300 feet nearer to shoal water, 

d^/i— The alternative plan for forming a noith-east entrance by the pro- 
longation of the south-east face so as to overlap the present east- 
ern entrance as suggested in my note of July 17th, 1883, would 
afford shelter to the harbour and would at the same time allow 
more sea room for vessels entering the harbour, but it would in- 
volve greater expense. 

The feasibility of entering or leaving the harbour by the north-east is a 
question for nautical men to decide, and whether an entrance at the north-east 
elbow would allow sufficient sea room is also a nautical point on which I do not 
feel qualified to offer an opinion. 


No. 6, dated 19th May 1887. 

From— The Secretary of State for India, 

To— The Government of Madras. 

With reference to the telegrams noted in the margin, I have to inform Your 

Excellency that, taking into considera- 
tion the conflicting opinions which have 
been expressed as to the position of the 
entrance to the Madras Harbour, and 
the importance of the interests involved 
in the settlement of the question, I 
have determined to obtain advice in the 
matter from eminent naval and engineering authorities. 


Teleprram to Governor, Madras, dalod 29th 
March 1887:— 

Question of harbour entrance will be at 
once re-considered and referred to a Commit- 
tee here. Work should be prosecuted with 
due refyard to possible change of plan. Keep 
me informed of arrangements proposed in 
this view.” 
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2. A Committee has accordingly been formed, conaisling of Admiral Nowell 

Salmon, C.B., V.C., Admiral Sir George 
Nares, K.C.B., and Sir Jolai Goode, 
K.C.M.G., who have been requested to 
examine the question thoroughly, obtain- 
ing such nautical and other evidence as 
they may think necessary. 

3. You were authorized by my tele- 
gram of 27th April to allow Captain 
Taylor to come to this country, should 
you think it desirable, in order that ho 
might represent the views entertained by 
the Port Trust on the subject. 


Telegram from Governor, Madras, dated 
26lli April 1887 , 

The Port Trust has resolved nnanimouHly 
that the Trust should he adequately repre- 
sented on the London Committee appointed 
to consider the harbour entrance. The Board 
has suggested Captain Taylor should bo ap- 
pointed, He could go by next mail it you 
consent to this.” 

Telegram to Governor, Madras, dated 27th 
April 1887 

“ Yours, 26th. Committee already formed 
and at work (Admirals Salmon, Nares, and 
Coode), but I shall bo very glad that Taylor 
should come to represent views of Port Trust, 
if you think desirable.” 


4. The decision which may ultimately he come to will be communicated to 
you when the Committee have submitted their report. In the meantime, the 
prosecution of the harbour works need not seriously be interlercd with, due cave 
being taken to avoid any action that Would prejudice the question of the 


entrance. 


Calcutta Docks. 

No. 1512, dated 23rd March 1885. 

From— J. F. Finlay, Esq., Offg. ITnder-Sooy. to the Govt, of India, 

Department of Finance and Cominorco, 

To — ^The Secretary to the Government of Bengal, Financial Doparimeiit. 

I am directed to acknowledge the receipt of your letter No. 1078, dated the 
7th March 1886, and enclosures, relative to the request of the Calcutta Port 
Commissioners that, in addition to the advance of 16 lakhs of rupees granted to 
them in connection with the commencement of the docks at Kidderpore, a 
further advance of 16 lakhs of rupees may be granted to enable them to meet 
expenditure on account of the docks until they are in a position to raise funds 
by loans under the new Act, 

2. In reply, I am directed to inform you that the Governor General in 
Council regrets that he is unable to grant any further advance for the con- 
struction of the docks. I am at the same time to state that it would bo well if 
the Port Commissioners should consider whether their chunuos of llouting a loan 
here are sufficient to justify continuation of the works at present, it being im- 
possible to f urnisb them with other funds than those which they may be able to 
raise in the open market. 

3. I am further to state that His Excellency in Council has noticed with 
regret that the Port Commissioners have borrowed money for the construction 
of the docks on the security of the Hooghly Bridge Reserve Fund, and fully 
approves of the remarks which His Honour the Lieutenant-Governor propoat^s 
to make on this point. Under the law the securities forming the Hooghly 
Bridge Reserve Fund are held in trust exclusively for the purposes of the 
Bridge Act, and in order that they may.be at once released, I am to say that the 
Government of India is prepared to advance to the Commissioners whatever sum 
may be necessary for this purpose. As soon as the Port Commissioners intimato 
that the necessary an-angements have been made to release the securities, and 
state the amount which will he required, the necessary orders for an advance will 
he given to the Accountant General, 
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No. 38 (Financial), dated 19th February 1885. 

From— The Secretary of State for India, 

To— The Government of India. 

At the close of my Despatch, dated the 27th of November, No. 73 (Public 
Works), I expressed my intention of writing further to j^our Government on the 
question of the manner in which the money needed for the extension of the 
Calcutta Docks, and certain other large works which are to be constructed by 
local bodies in India, should be raised. 

2. According to the 16th paragraph of the letter from your Government of 
the 29th of August, No. 44 (Public Works), it is expected that at least 300 
lakhs will be required for the Calcutta Docks, 30 lakhs by the Calcutta Port 
Trust for other purposes, 350,000/. by the Calcutta Municipality, nearly 50 
lakhs for the Madras Harbour, 96 lakhs for the extension of dock accommoda- 
tion in Bombay, and a large sum also for the water-supply of the Bombay Muni- 
cipality, the total being upwards of 6 crores of rupees requiied to meet the wants 
of local bodies during the next five years. 

3. You are of opinion that the Indian market cannot supply, at a reasonable 
rate, the whole of the money which in that period will be required both by the 
Government and by these local bodies; but that, if the Goveinmeut only raises 
occasional loans of moderate amount in India, and obtains any further sums it 
may require in England, the local market may probably be able to supply the 
wants of the local bodies. As, however, those bodies appear generally to be of 
opinion that it would be to their advantage to borrow in London, and in gold, 
and they are willing to do so, you do not think it is sound policy to oppose their 
wibhes in this respect. The lower rate of interest payable on gold loans is, you 
consider, suflScient to cover any probable future fall in the price of silver, while 
the borrowing by local bodies in England would, you observe, leave the Indian 
market free for your own operations. 

4. Two other letters have been recently received from your Government on 
the subject of the funds required for local purposes. In the one, dated the 13th 
of October, No. 310 (Financial), you gave your reasons for thinking that the 
assistance which had been exceptionally promised to the Trustees of the Calcutta 
Port for the construction of their docks, should not be extended to the loan of 
94 lakhs of rupees which the Bombay Port Trust desire to raise for the exten- 
sion of docks at Bombay, but you recommended that they should be permitted 
to raise the money by a gold loan in London, if they thought fit. In the letter 
of the 20th of October, No. 318, you reported the failure of the Calcutta Muni- 
cipality to raise a loan of 15 lakhs, on debentures at 5 per cent., for thp intro- 
duction of further improvements in the town of Calcutta and its suburbs. 

5. The principal considerations raised in these letters may be summarized as 
follows:— 

(1) Are there valid reasons for refusing to the Port Trusts and other 

local bodies in India the advantage enjoyed by similar bodies in 
British Colonies, of borrowing iu sterling in the London market? 

(2) If there are such reasons, should the Government itself borrow the 

money needed, and advance it to the local bodies at a somewhat 
enhanced rate of interest ? 

(3) If not, is there sujBScient reason for treating any of these bodies in an 

exceptional manner, and for granting a guarantee of the loan which 
it desires to raise P 
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6. As regards the first question, it appears to mo that iho circnmstancos oF 
India are so entirely different from those of the Chief British Colonies (other 
than Crown Colonies) in Australis, North America, or Africa, as to render iho 
arguments which apply to the latter inapplicable to the former hodios. The 
latter are in most respects self-governed countries, with popular legislatures, and 
are wholly responsible for their own financial arrangemonts. The interests to 
be promoted are those of the colony, and the standard in which contracts for 
loans are made is that in which the revenue of the colony is raised. In India 
the case is entirely different. The responsibilities of the administration are not 
shared by any popular legislature, and all the financial operations are directly 
controlled by the Secretary of State in Council. And if a loan wore raised in 
London, both the principal and interest would have to bo discharged in gold, 
while the receipts for supplying the necessary funds could only bo procured in 
silver, so that the amount of the liabilities would bo continually, fluctuating with 
the variations in the price of silver. 

7. Holding, then, the opinion that it is not expedient that local bodies 
should borrow in England for local works, I proceed to consider whether it is 
desirable that the Government should take advantage of its superior credit to 
raise the money, and then lend it to those bodies at a rate of interest some what 
in excess of that which it is called upon to pay. 

8. On this point I may remind Your Excellency that this was tho pract.ico 
for many years ; but that, as the loans of the Government for its own workg? 
increased, it was found that the additional burden of borrowing for local pur- 

* India Financial Proceedings, NoTCmber post's oould not couvoniontly "bo sustain* 
1878, Accounts and Finance, page 747.^ dotonuinod that, 

whether in the case of the municipality for a single city, or in that of tho Trust 
of a port which was an emporium for tho commerce of a province, tho local body 
should he required to provide for its own needs, by raising funds in India. Tho 
reasons which led to that decision are of even greater force at present, when it 
has become necessary strictly to limit the rate of expenditure at which tho pub- 
lic workg that your Government deem essential shall ho constructed from bor- 
rowed money, and when, for the first time, a difficulty has arisen in placing on 
the Indian market the loans authorized for Productive Public Works. If tho 
Government is to he exposed to the disadvantage of raising loans in sterling, 
owing to the absence of any demand from capitalists in this country for rupee 
securities, it is obviously desirable to restrain within as narrow limits as possihlo 
the amount of borrowing in Loudon, and not to encourage the competition of 
local bodies in a market upon which we are likely to make heavy demands for 
the direct requirements of your Government ; while the liighor price given in 
India for loans raised in rupees should bo paid by the particular bodies for whoso 
benefits those loans are raised, and not by the whole people. 

9. There remains the consideration whether any exceptions should bo made 
to this general rule. In my Despatch of the 6th of March 1884, No. 13 (Public 
Woiks), I stated that, in view of the general and Imperial interests involved 
in the construction of the Calcutta Docks, it might perhaps he proper to give to 
the Port Trust some financial assistance, as had been done at Bombay when the 
foreshore properties were acquired ; and I indicated, in the tenth and eleventh 
paragraphs of that Despatch, the manner in which it appeared best to give the 
assistance desired. I continue to hold the views therein expressed. 

1 the extension of the docks at Bombay, I learn, from your 

letter of the 10th of November 1884, No. 59 (Public Works), that you have 
authorized the commencement of the works, and the raising of a debenture loan 
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in rupees ; and I doubt not that this is the proper manner of carrying out such 
an undertaking* 

11, With reference to the case of the Calcutta Municipality, mentioned in 
your letter of the 20th of October, I am glad to learn, from your further letter of 
the 23rd of December, No. 368, that the balance of the loan which they had 
invited was, on the 24th of October, subscribed at par. 


No. 1828, dated 7th July 1885. 

From—D. Babboub, Esq.,, Secretary to the Govt, of India, 

Dept, of Finance and Commerce, 

To— The Secretary to the Government of Bengal, Financial Department. 

In continuation of the telegram from this Department, dated the 6th June 

1885, quoted in the margin, I am directed 
to convey the following observations on 
the questions raised by the Calcutta Port 
Commissioners in their letter No. 76, 
dated the 10th April 1885, referred to the 
Government of India with yours of the 
8th May, No. 651 T. — F. 

2. The questions raised are — (1) how 
the funds necessary to meet expenditure 
on the Docks are to be provided ; and 
(2) how the Commissioners are to meet 
expenditure for general purposes connect- 
ed with the Port ? 

3. As regards the first question, I am 
to say that the Bill to enable the Com* 
missioners to construct docks has received 
the assent of His Excellency the Viceroy 
and Governor General. A communica- 
tion on this subject has been made to the 
Government of Bengal from the Legis- 
lative Department. 

4. As to the second question, I am 
directed to refer you to the telegram of 
the 6th ultimo, from which it will be 
seen that the Secretary of State has re- 
fused to accept the recommendation of 

^he Government of India to guarantee the interest on the loan of 30 lakhs of 
rupees required by the Commissioners to meet the cost of works other than 
works connected with the Docks. 

As arguments have been used both by the Commissioners and tho Govern- 
ment of Bengal which seem to imply that some special responsibility rests with 
the Government of India in connection with the expenditure on these general 
works, I am to say that the Governor General in Council cannot accept any 
such contention. 

The circumstances are these ; the Commissioners applied in February 1884 
for permission to raise in London a loan of 30 lakhs for general purposes. The 
Secretary of State did not approve of local bodies raising loans in England ; and 
in 1884 the Commissioners were informed that they must borrow in India. 

In the meantime it bad been decided to guarantee a loan of 20 lakhs for the 
construction of the Docks, and it was represented to the Government of India 


No. 1302, dated 6th June 1885. 
Telegram from— Finance Secretary, Simla, 
To— Financial Secretary, Bengal, 

Your 651, We addressed on 28th. May 
the following telegram to Secretary of 
State : — Message legins—** The Calcutta Port 
Commissioners are in urgent want of 30 lakhs 
to meet the cost of works other than works 
connected with the Kidderpore Docks. A 
large portion of the money required has in 
fact already been spent. 

We have sanctioned the raising of a loan of 
80 lakhs by the Port Commissioners, but they 
are unable to raise money economically by an 
unguaranteed loan, so long as the probability 
of an early Kuaranteed loan for the Docks 
hangs over the market. 

lu the peculiar circumstances of the case, 
we strongly recommend that Government 
guarantee interest on the loan of 80 lakhs 
now required. There Is no likelihood of 
Government having to make any payment 
under the guarantee, and the Port Commis- 
sioners will he enabled to repay money now 
due to Government, Please telegraph reply 
Message ends. 


Secretary of State replied on 2nd June as 
follows begins— **i have received 

your telegram of 28th May 1886— Calcutta 
Port Trust. I cannot agree to j our recom- 
mendation regarding works other than Kid- 
derpore Docks .*’ — Message ends. 

There will be no Government loan in India 
this year. 

Orders on the whole question will follow 
shortly. 
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that it would be, on financial p;rounds, inexpedient for the Port Comniisssionors 
to issue simultaneously proposals for a {guaranteed loan of 20 lakhs and for an 
unguaranteed loau of 30 lakhs. Some correspoTidence followed, and finally the 
Government of Bengal submitted tlie proposals contained in the tolograin of 
2nd August 1884, and the letter of dth August 1884), No, 1501. In paragraph 
4 of the letter of 4th August, it was said : “ A solution of the present difiiculty 
might be found if the Government of India could advance the Commissi oners a 
sum of 15 lakhs and further on in the same paragraph : “ if the simpler and 
more satisfactory expedient of an advance from Imperial Funds pending the 
settlement of the general question of the sterling loan cannot bo adopted, the 
obvious course is for Government, in supersession of tbo Notili cation of lOlli 
ultimo, to announce that it will guai-antce a loan of 30 lakhs to ho raised under 
the existing law, for general improvement. Those proposals wore understood to 
mean that either an advance of 15 lakhs should be made from Imperial funds 
to enable the Commissioners to carry on the Dock works, or that Government 
should guarantee a loan of 30 lakhs for general purposes, from the proceeds of 
which money could be advanced for the Docks. The Government of India 
decided to accept the first of these alternative proposals and to advance 

15 lakhs, and the Govornnumt of Ben- 
gal was informed that the proposed ad- 
vance would be made in the telegram of 
16th August, No. 2863, quoted in the 
margin. This'demion obviously nega- 
tived the alteriiativo plan of raising 
a guaranteed loan of 30 lakhs; and 
it rested with the Port Commissioners 
on receipt of the telegram of the 15th 
August, to take steps for obtaining the money they required by calling for tenders 
for an unguaranteed loau. Hence His Excellency in Council is at a loss to 
understand why it is stated in paragraph 23 of the Port Commissioners' letter 
that “the Commissioners had every reason to expect that tho loan of 80 lakhs 
required for their ordinary works would be guaranteed by Government or why 
in the concladlng portion of paragraph 6 of your letter it is stated that “ no reply 
has yet been given to the questions connected with the loan of 1130,00,030 
for general improvements." 


Telegram No. 2853, dated 16th August 1894. 

Your letter No. 1501, dated 4th— Calcutta 
Port Trust. Government ol India will ad- 
vance 16 lukhs to Port Comtnissiouers, but is 
anxious thit only so much of the advance be 
withdrawn from tho public treasury before 
1st December next as is needful. Notification 
regarding guarautood loan not to exceed 
60 lakhs will bo cane oiled. Arrangements 
should be made to proceed with the ueeossary 
legislation without any avoidable delay so as 
to obviate future difficulties. 


5. In connection with the question of the provisions of funds for general port 
purposes a further question has heen raised regarding tho release of the secu- 
rities and balances held by the Port Commissioners on various accounts, and 
which have been appropriated by them towards expenditure on general works. 
In the letter in this Department, No. 1512, dated the 23rd March 1885, the 
Government of India promised to advance money to release the securities and 
balance connected with the Hooghly Bridge. The Government of Bengal urges 
that it is equally desirable to release the other securities and balances appropri- 
ated towards the expenditure on general works. This, however, the Government 
Lakhs I^dia is unable to admit ; and, as since 
* On 31st March 1B8B . . . i| * ^be date of the promise sums aggregating 

On mh ‘ * * lakhs of rupees have heen advanced 

— to the Port Commissioners, the Govern- 
_ ment of India regrets that it is at the 
present time unable to advance the 
money required to release even the Hooghly Bridge securities and balance. As 
It is the Government of India that possesses a lien on the Hooghly Bridge 
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securities and balances, I am to say that it will not formally object to tbe use 
which the Port Commissioners have made of them, but the Commissioners 
should arrange for their release on the earliest possible date. 

6. In conclusion, I am to state, with reference to your letter ‘N'o. 1235, dated 
the 3rd April 1885, that the Port Commissioners should take an early opportu- 
nity of raising the money reqnired by them for general works so as to enable 
them to repay to Government the advances which have been made, at some public 
inconvenience, for these works, and also to make the overdue payments which 
have been temporarily postponed on account of the financial difBculties of the 
Port Commissioners. 


Copy of paragraph 6 forwarded to the Accountant General, Bengal, for 
information and guidance. 


Dated 18th July 1885. 

Telegram from — ^The Financial Secretary, Bengal, Calcutta, 

To — ^The Finance Secretary, Simla. 

Port Commissioners want sanction of Government to raise loan of 60 lakhs 
under Act II of 1886. They say that present is most favourable opportunity, 
and want early sanction to Notification under section 4. For Commissioners’ 
purposes 60 lakbs will sufSice for works within tbe next twelve months ; but 
they represent that, if Government of India want immediate repayment of its 
advances amounting to 23i lakhs, they would invite tender now for 75 lakhs 
and repay Government. The Lieutenant-Governor would support application 
for loan, hut must leave India to decide whether it shall be 60 or 75 lakhs. 
Early orders by telegraph requested. 


Dated 19th July 1885. 

Telegram from— The Financial Secretary, Bengal, Calcutta, 
To— The Finance Secretary, Simla. 

Your telegram of this morning. Bate of interest 4| per cent. 


No. 2107, dated 21st July 1885. 

Telegram from— The Finance Secretary, Simla^ 

To — ^The Financial Secretary, Bengal, Calcutta. 

Your telegrams of 18th and 19th instant — Kidderpore Docks Loan. Govern- 
ment of India wish repayment of suras already advanced for Docks ; and under 
section 4 of Bengal Act II of 1885, sanction the raising of a loan of 75 lakhs 
by Commissioners at rate of interest of per cent, per annum. 


No. 2321 T.— F., dated 7th October 1885. 

From — J. Wa.re Edgar, Esq., C.S.I., Offg. Secy, to the Govt, of Bengal, Finl. Dept., 
To — The Secy, to the Govt, of India, Dept, of Finance and Commerce. 

With reference to your No. 1828 of the 7th July, I am directed to forward, 
for the information of the Government of India, a letter from the Commission- 
ers for making Improvements in the Port of Calcutta, No. 1710 of the 25th ulti- 
mo, reporting the complete failure of their attempt to raise in Calcutta the loan 

3 B 
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of seventy-five lakhs sanctioned in yonr telegram of the 21st July, and solicit- 
ing that the Government should advance the amount required to complete the 
sanctioned work in progress, adding the sum to the consolidated doht duchy the 
Commissioners ; or, if this course he not open, should again ask the Secretary of 
State to withdraw the orders prohibiting the Commissioners from going into 
the London market for a sterling loan. 

2. Looking to the acknowledged necessity for providing increased facility to 
the trade of the Port of Calcutta, to the progress made in taking up land and 
making arrangements for the construction of the dock, to tho amount already 
expended on the work, and tho liabilities incurred in connection with it, tho 
Lieutenant-Governor considers that it would be superfluous to urge any further 
arguments in favour of completing an undertaking the nocossity of which is 
so strongly represented in the letter from tho Port Commissioners. The sole 
point which practically remains for consideration is the manner in which tho 
required capital can he provided. But in addition to tho amount needed for 
the construction of the docks, the Port Commissioners are in immediate want 
of funds to complete other sanctioned works of urgent importance, to replace 
their revenue balances and reserves, and to adjust tho advances from time to 
time made by the Government. As is pointed out in the present letter, the 
result of the attempt to raise the guaranteed loan clearly shows that it would 
be useless to go to the market for an unguaranteed loan at present ; and tho 
Lieutenant-Governor would most strongly urge on the Govornixiont of India 
the desirability of aiding the Port Commissioners in this matter. 


In Mr, Baker*s letter No. 1416 T.**— P. of the 26th June 1884, the Lieute- 
nant-Governor proposed that the Government should advance tho funds required 
for the construction of the docks by instalments as required, charging interest 
at 4 per cent, on such advances, and that when the works wore coxnploted the 
Commissioners should raise a loan upon an Imperial guarantee sumcient to 
^ahle them to repay the whole amount, principal and interest, so advanced by 
Government. Sir Rivers Thompson also suggested that if tho Govornment of 
India shodd be of opinion that it was undsireahle that tho money should bo 
advanced by Government, the Secretary of State might bo moved to ginnt per- 
mission to the Port Conamissioners to raise a gnaranteod loan in the London 
market. He still adheres to the opinions expressed in that loiter, and desires, 

r r commissioners, to express his 

SL ^ of lodia will be able either to advance the 

£cretLTofHT'’ l i! *0 obtain the consent of the 

feecietaiy of State t6 a loan being raised in the London market. 


No. 1710, dated 23rd September 1886. 

J^h!^e2Z?f T r “ f “P-ve-ents in the Port of Calcutta, 

To The SeereWto the Government of Bengal, Pine^oiol Department. 

We have the honour to submit, for the consideration and orders of His 

rniit Govern- the Lieutenant-Governor, tho 

(2) Government of iSengal to^ * . ffflowingremarks upon the several finan- 

” (3° Gwerameiuf inSifto QotcSK questions which have been the subject 

of pxw.ons correspondence in the com- 
No.^s^raSaoui munications noted in the margin. 

(4) Government of Bengarto Port Com letter No. 76, dated the 

loth April 1885, we placed before Gov- 
ernment a statement of the oircum- 
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stances under wliicli the Port Trust found it impossible to provide funds to 
carry on — 

(1) the construction of the Kidderpore Docks, 

(2) the construction of other works urgently required for the accommo- 
^ dation of the trade of the Port. 

All these works, it was pointed out, had been duly sanctioned in accordance 
with the provisions of the Port Improvement Act, and, pending the issue of 
orders which would place the Trust in a position to borrow the necessary capital, 
the works had been carried on partly with the assistance of temporary advances 
made by Government, and partly by using the revenue balances and drawing 
against the reserve securities belonging to the Trust. 

3. In paragraph 19 of the letter No. 76, above referred to, it was stated as 
follows : — 

When the Commissioners undertook originally to carry out the dock works, they 
did so upon the condition that Government would advance at 4i per cent, such funds 
as would be necessary during construction, and on completion would sanction the 
raising of a guaranteed loan by the Commissioners at per cent, to repay the ad- 
vances made during construction. Subsequently, to meet the views of the Goyern- 
ment of India and the Secretary of State, they acquiesced, with some reluctance, in 
the condition laid down by the latter that assistance should not be given by a direct 
grant of funds from Government, but that the Commissioners should be empowered 
to raise a loan for the purpose under the guarantee of the Secretary of State. The 
Act necessary to legalise the construction of the docks by the Commissioners, and 
empowering them to raise a loan under Government guarantee to meet the cost, has 
been passed by the Legislative Council of the Government of Bengal, but has not yet 
received the sanction of the Governor Gedexal. The Commissioners are therefore at 
the present moment, twelve months after receipt by them of orders to take up the 
land, unable to take any measures for raising the necessary funds. ” 

4 The notification giving the assent of the Governor General in Council to 
the Act referred to in the paragraph above quoted was published on the 23rd June 
1885, and the Commissioners at once submitted to Government an application 
for the sanction required under section 4 of the Act (II B.C. of 1885) to raise a 
loan of 75 lakhs. This sanction was notified in the Calcutta, Gazette of the 22nd 
July 1885, and the form of debenture having been approved by Government, 
tenders were invited for a guaranteed 4| per cent, loan, this rate of interest 
having also received the approval of Government. The advertisement calling 
for tenders was published continuously in every important paper in India, Eng- 
lish and Vernacular, for six weeks, and the Commissioners also placed them- 
selves in communication with Messrs. Coutts and Company and Messrs. Mathe- 
son and Company, with a view to ascertain what response would probably be 
made to advertising the loan in the London market. In answer to this refer- 
ence the Commissioners were advised that there was no prospect whatever of the 
successful issue of such a loan in London on any terms. With a guaranteed mini- 
mum rate of exchange for principal and interest, Messrs. Coutts and Company 
considered that the loan might be placed at a price to pay investors full 4 per 
cent., but that for an ordinary Indian currency loan, though supported by a 
Government guarantee, there was no prospect of success. Messrs. Matheson 
and Company were of opinion that a sterling loan properly secured on the reve- 
nues of the Port Trust without a Goverament guarantee would be more sucess- 
ful in the London market than a rupee loan with a Government guarantee. 
With this advice before them the Commissioners did not consider it worth while 
to advertise in London, but the date for receiving tenders was extended so as to 
give time for a reference to London from India in case Agents here desired to 
make their principals at home aware of the opportunity for investment. 

8 B 2 
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5. The postponed date fixed for openiiij:^ tho loiulora was SopIcMuber 
1885j and after recordinjy^/i!'/’ as the miniinuiu rate to bo iicooptod, llic tenders 
for the loan were opened and found to be us follows ; — 


Amount tendered. 









Kate. 

A’ a., p. 

1,000(7?) . 










0 0 

2,000 „ . 









m 

0 0 

2,000 „ . 









07 

8 0 

1,500 „ . 









i)t> 

0 0 

13,000 „ . 









05 

0 0 

4,000 „ . 









Oi 

0 0 

500 „ . 









03 

8 0 

500 „ . 









03 

4 0 

3,700 „ . 









03 

0 0 

3,000 „ . 









02 

8 0 

3,000 „ . 









02 

0 0 

5,000 „ . 









00 

0 0 

1,000 „ . 

40,200 









85 

0 0 


C. In reporting this result to Government, tho Commissioncvs, while admit- 
ting that there are at the present moment some special oircmnstanccH, notably 
the great uncertainty in regard to tho future of silver, which make tho time an 
unfavourable one for raising the loan, desire to represent that they have always 
considered that it would be a very difficult matter for tlio Port Trust to raise 
even with a Government guarantee, so largo a loan as that reciuirod for tho con- 
struction of the docks. They have considered ft essential to tho success of tho 
scheme that the money should be raised at a moderate rate of iuterest, and tlujy 
have been consistent throughout in representing that the only chance of getting 
the capital on such terms would he for Government to raise the money and ad- 
vance the sums required for construction as needed. At the first meeting at 
which the report of the Dock Committee came before the CommissionorH they 
recorded a resolution embodying these as the terms upon which they would 
undertake, if Government sanctioned the works, to carry them out. It was 
upon the understanding that, either indirectly by a guanaitee, or by direct 
advances, Government would assure tho certainty of the required capital being 
forthcoming, that the Commissioners, urged thereto by Government., proceeded 
to take up the land, and made all arrangements for carrying out tlio works to 
completion with as little delay as possible. In this faith tho present liabilities, 
so far as the dock works are concerned, have been incurred, and now that it has 
been shown that the assistance of Government in the form of a guarantee ^to a 
Port Trust Debenture loan will not enable the Commissioners to raise tho 
necessary funds, other measures must be taken for providing the capital required 
if the works are to be carried on. 

7. The Commissioners are as much convinced now as they have hitherto 
been of the importance of the. dock works as affording the best moans for giving 
facilities to the trade of the Port which are now urgently required, and the 
want of which will he still more felt in the event of there being any develop- 
ment of trade beyond its present limits. At a Conference held at the Cliamber 
of Commerce sp recently as the 28th August 1885, the representatives of tho 
firuas engaged in the export trade of the Port stated that, in the conduct of 
their business, they were most seriously hampered by the want of sufficient 
space in which produce brought down for shipment could be conveniently 
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stored, ready for shipment. For want of such space both at the East Indian 
Railway goods terminus on the Howrah side and at the jetties and wharves on 
the Calcutta bank of the river, charges were incurred in storing and moving 
produce which in ordinary seasons often absorbed the margin of piofit, and at 
times when shipments would otherwise be largely increased proved an insur- 
mountable obstacle to the development of the export trade. The Acting Agent 
of the Railway stated at the Conference that want of space prevented the Com- 
pany from giving the increased facilities demanded hy exporters, and it was 
also shown that there is not the space available on the Calcutta bank of the 
river to enable the Port Trust to give the accommodation required. 

8. The Commissioners believe that the additional facilities already demanded 
hy the trade can only be fully met by the construction of docks ; and on this 
point they cannot do better than repeat the representation made in the closing 
paragraph of the note which accompanied their letter No. 76, dated the 10th 
April 1885 — 

''As railways extend, the sea-board terminal arrangements must be increased ; 
such terminal arrangements can best be provided by docks, where railway wagons can 
be brought into sheds alongside of the vessels into which the goods are to be shipped. 
The docks at Kidderpore will really become the goods station of all the railways 
which lead into Calcutta, and must therefore be considered part of the railway system 
of Bengal. Without the docks the increased traffic to be carried on the railways 
cannot be economically worked, and the trade of Calcutta will suffer, and traffic on 
the railways be lost, if the terminal accommodation and appliances which the docks 
will provide, have not been constructed before these railways are completed.’* 

- 9. For these reasons the Commissioners desire again to urge upon Govern- 
ment the necessity for proceeding with the undertaking, for which a considerable 
amount of expenditure has already been incurred, and would submit for the con- 
sideration of His Honour the Lieutenant-Governor the expediency of asking. the 
Government of India to again place before the Secretary of State the impossibility 
of the Commissioners raising the necessary funds, and request him to accord his 
sanction to the provision of ways and means in the manner originally suggested 
by the Commissioners when they first undertook to carry out the work, as ex- 
plained in paragraph 3 of this letter. 

10. So far the Commissioners have referred only to their difficulty in raising 
the money required for dock works, but they have now to submit for the consi- 
deration of Government the difficult position in which the Trust has been placed 
in regard to carrying out other sanctioned works of Port improvement which have 
to be paid for with borrowed capital. They desire to refer back to paragraphs 22 
to 28 of their letter No. 76 of the 10th April, and to point out that as the cir- 
cumstances therein stated had then debarred them from attempting to raise loans 
for other important works so long as the question of raising a guaranteed dock 
loan remained unsettled so now their failure to obtain any offers for the 
guaranteed dock loan must operate most seriously to their prejudice in going to 
the market for the smaller loan required to meet expenditure on ordinary works 
which should be constructed from borrowed capital. 

11. In the opinion of the Commissioners any attempt to raise such capital 
n,ow in the local market, except upon terms which would impose an unfair 
burden upon tbe trade of tbe Port, would be futile. The Commissioners are 
therefore, under present circumstances, precluded from replacing the revenue 
balances and discharging the other liabilities which they have incurred in carry- 
ing out works of Port improvement, which have received the sanction of Gov- 
ernment, which are urgently required ; and some of which cannot be stopped. 
,A11 the works are essential to the convenience or secuiity of the trade of the 
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Port* The large expenditure upon the Howrah foreshore wharves was incurred 
not only with the sanction, but with the express orders, of Oovernniont to push 
this work on to completion. Tho Tea Warehouse has been designed to meet, 
and has been accepted generally as meeting, a pressing need of ono of the most 
important branches of tlie export trade of this Port. Tho construction of tho 
Petroleum Wharf at Budge-Budge was resolved upon in order not only to pro- 
vide a convenience for that particular branch of tho import trade, hut to secure 
the safety of the shipping of tho Port from such a danger as was threatened in 
1883 by the burning of the Atircra* The importance of this work is as press- 
ing now as it has ever been. The construction of now light-vossola, now that 
there is not a single spare vessel in reserve, is a work so iin])ortant to the siife 
navigation of vessels coming to the Port, as to be unquestioned. For all these 
works funds are urgently needed. Some have been stopped for the want of 
funds, but ways and means have to be found to meet drafts for the new light- 
vessel and for materials ordered from England for tho Petroleum Wharf and 
the Tea Warehouse. All these works are absolutely necessary in the interests 
of the trade of the Port, and the present position in which tho Uonnnissioners 
are placed in regard to them is, in their opinion, principally due to the action 
taken on the question of loans for dock works. 

12. The view taken of this part of the question by the Qovorninont of India 
is expressed in the following paragraph 4 of their letter, Department of Finance 
and Commerce, No. 1828, dated 7th July 1886 : — 

As arguments have been used, both by tho OommisHionors and tho Govorn- 
xnent of Bengal, which seoms to imply that some special rospoUHibility rests with the 
Government of India in connection with the expenditure on tlusso general works, I 
am to say that the Governor General in Council cannot accept any such contention. 
The circumstances are those ; The Commissioners applied in Fol^ruary 1884 for por- 
miBsion -.to raise in London a loan of 30 lakhs for general purposes. 1'ho Becrotiiry 
of State did not approve of local bodies raising loans in England ; and in May 1884 
the Commissioners were informed that they must borrow in India. In tho mean- 
time it had been decided to guarantee a loan of 20 lakhs for tho construction <'f tho 
d,ocks, and it was represented to the Government of India that it would bo, on 
financial grounds, inexpedient for the Port Commissioners to issue simultancouHly 
proposals for a guaranteed loan of 20 lakhs and for an unguaranteed loan of 30 lakhs. 
Some correspondence followed, and finally the Government of Bengal submitted tho 
proposals contained in the telegram of 2nd August 1884, and tho letter of 4ih August 
1884, No. 1501. In paragraph 4 of the letter of 4th August it was said ; * A solution 
of the present difficulty might be found if the Government of India ootild advance 
the Commissioners a sum of 15 lakhs ;* and, further on, in tho ^samo paragraxuh ; * If 
the simpler and more satisfactory expedient of an advance from Imperial Funds 
pending the settlement of the general question of the sterling loan cannot bo adopted, 
the obvious course is for Government, in supersession of tho Notification of Ifith 
ultimo, to announce that it will guarantee a loan of 30 lakhs to be raised, under tho 
existing law, for general improvements/ These proposals were understood to moan 
that either an advance of 15 lakhs should be made from Imperial Funds to enable 
the Commissioners to carry on the dock works, or that Government should guarantee 
a loan of 30 lakhs for general purposes, from the proceeds of which money could bo 
advanced for the docks. The Government of India decided to accept tho first of 
Xdegrcmm.sm,dat.dmh ^“6 altematire proposals and to adraaoe 15 lakhs, and 
Augmi 188^, Government of Bengal was informed that the proposed 

Tour letter No. 1601, dated ad.vanoe would be made in the telegram of 15th August, 
aov'^ffi®Uflna?awS I^o-^8,auotedinthe margin. This dooision obviously 
•rauee 16 lakhs to Port Com- ^©Sratived the alternative plan of raising a guaranteed loan 

rested with the Port Commissioners, 
advance be withdrawn from of the telegram of 15th August, to take steps 

the public treasury before 1st for obtaining the money they required by owning for ten** 
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December next as is needful, dera for an unguaranteed loan. Hence His Excellency in 
SdloSS ’" bo" l”eed Council is at a loss to understand why it is stated in 
60 lakhs will be cancelled, paragrapli 23 of the Port Commissioners’ letter that ‘ the 
mSe the Commissioners had every reason to eipeot that the loan of 

necessary legislation without 30 lakhs required for their ordinary works would he 
guaranteed hy Government’ ; or why in the concluding 
portion of paragraph 6 of your letter it is stated that ‘ no 
reply has yet been given to the questions connected with the loan of 1130,00,000 for 
general improvements.” 

13. The Commissioners desire to represent that, in this summary of the 
correspondence, no reference is made to the fact that the Government of India 
in the G-azette of the 19th July 1884, notified the sanction of the Government 
of India to the Commissioners raising a guaranteed loan of 50 lakhs, and that 
by a telegram from India to Bengal on the 3rd July, the Commissioners were 
informed of this intention, and were authorised to appropriate a portion of the 
proceeds of this loan for ordinary works of Port improvement, such as those 
above described. The Commissioners h ad no intention of putting forward, as 
alternative propositions, a request for an advance of 15 lakhs, or sanction to a 
guaranteed loan of 30 lakhs. The 15 lakhs were to be spent in acquiring laud 
and starting the dock works, and the Commissioners asked Government to ad- 
vance this amount, pending the decision of the Secretary of State upon the 
financial questions in connection with, the dock scheme. The 30-lakh loan was 
required for certain other specific works making up that amount, a list of 
which was submitted to Government, and in respect of which a draft notifica- 
tion was prepared and received by the Commissioners under cover of your office 
letter No 959 T.G., dated 30th June 1884. The permission of the Government 
of India to raise a guaranteed loan of 60 lakhs for dock works, with power to 
appropriate what was needed for ordinary works, did away with the necessity 
for the notification by the Government of Bengal in respect of the unguaran- 
teed 30-lakh loan. The advance of 15 lakhs to replace what the Commissioners 
had spent on dock works was not understood to negative the proposal to raise 
the 30-lakh loan, nor did it in any way lessen the Commissioners’ need for that 
amount. Nor does it seem to have appeared in this light to the Government 
of India at the time, for in cancelling the notification for sanction to raise the 
60 lakhs, it was stated (Resolution No. 2865, dated 16th August 1884) that 
the notification was cancelled because " it had been found impossible to proceed 
immediately with the legislation necessary to enable the Commissioners to raise 
a loan for the construction of the Docks.” The Commissioners at that time, 
and for twelve months after*, were left under the impression that as soon as the 
necessary legislative enactment had been passed, any guarantee to he given to 
dock loans would cover loans for other works. It was only in June 1885 that 
the Commissioners were informed that, notwithstanding the representations 
made to the Secretary of State by the Government of India, he could not agree 
to guarantee loans for any other works than the docks. 

14. The Commissioners were of opinion that, had there been no legal objec- 
tion to their raising the loan in July 1884 with the guarantee of the Govern- 
ment, and in the particularly favourable state of the money market then 
obtaining, they might have raised without much difficulty a sufficient sum 
to have covered all the liabilities incurred up to that time. The result of the 
attempt now made to raise money for thevorfSlruction of the docks shows plainly 
that, in regard to smaller loans required for ordinary Port Works, it will be 
most difficult, if not impossible, for the Commissioners to raise the money in 
the local market at the rates they have hitherto paid, or indeed on any terms 
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which they would he juatifiod in accoptinj^. The oxpovionco which huH now 
been gained both hove in Osdentta nnd at Umnhay proven that Port Trtist 
Debentures are not popular with invoslors; ihoy art* not ojisily c^onvortihlo, and 
the available capital w^bich could abs(»rb them finds a tnon* prodtahle return 
than 4f| per cent. With a higher rate of iulorcst and a Oov(*rnnu‘nt guarantee, 
small loans might be raised, but the Ooimnisaiowers consider it. more udvinablo 
that Government should advance the amount reipiired to eomplot.o the sanc- 
tioned worhs in progress and should add the sum to the eonsolidated debt in- 
curred at a time when the Commissioners %vcre prohibited hy Government 
from borrowing in the open market, and drew all the capital required for l\)rt 
improvement works from the Govornment treasury. If this (uuirso is not open 
to them, the only altornativo available will be to ash tbo Secretary of State to 
withdraw the orders passed prohibiting the Oonnnissioiiors from going into tho 
London market for a sterling loan, Tho advance of tho money as a loan hy 
Government would be the simplest and most aatisfaoiovy solution of the diiH" 
culty. But if this advance cannot bo made, tho Commissioners think they may 
fairly aak that the Government shall not in any way impede their action in 
obtaining a loan from the public on tho most favorrrablo t(‘rms. 

16. Prom tbe foregoing remarks it will bo soon that tho Commissioners are 
not at present in a position to moot the call referred to in your endorflomont 
No. 1373, dated 20th July 1885, for releasing tho scouritios hold by tbo Bank 
to cover advances made. Nov arc they able to state when ihoy will he in funds to 
pay up the overdue claims of .Government roforrod to in your lottur No. 161)8 
T.M., dated 4th September 1885. A statomont is appended to this letter, 
giving a summary of the total expondituro which had boon incurred by tho Com- 
missioners and met from Revenuo and Advances against securities instead of 
from Capital. A further statement shows tho paymonts which have still to be 
met and for which money will have to bo provided. hVom tboso statomonis 
it will be seen that to replace the revenuo balances, and sot freo tho socuritios 
and to meet all the liabilities incurred, tho sum of R23,67,805 is immodiately 
required without taking into account tho balance roquirod to complete the 
ordinary works now in progress — 

Dock works. Ordinary now works. Total, 




K 


Expenditure to 31st August 1885 
Accepted kills . , . , 

Bills still to be met . 

. 23,12,379 
64,403 
, 2,80,000 

36,49,217 

1,48,704 

2,88,102 

39,61,r)0C 

2,i:(,Kt7 

6,68,162 

Less advances from Goyomment . 

26,56,782 
. 22,50,000 

20,86,083 

1,25,000 

47,'12,866 

23,76,000 

Net Total 

• 4,06,782 

19,01,083 

23,67,805 


It will not therefore be possible for tbe Commissionex's to do anything in tho 
way of releasing their securities or repaying the advances made, and other sums 
due to Government, until the question of raising money not only for the con- 
struction of the docks, but also for carrying out other impoi'tant works, has 
been finally settled. 

16. As the matter is one of urgency in respect of the obligation to provide 
funds to meet liabilities incurred, and for which bills bave been already ac- 
cepted to a considerable amount, the Commissioners would solicit the favour of 
orders being passed with as little delay as the circumstances will permits 
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Expenditure on new works for which loans have to he raised. 


Names oe Works. 

Expenditure to 
31st August 
1885 alter 
deducting 
appropria- 
tions from 
.loans already 
raised. 

Expenditure 
for which 
.drafts have 
been accept- 
ed, but 
not paid. 

Bills still 
to be paid 
in respect 
of orders 
given. 

Total. 

Balance 
required to 
meet the full 
sanctioned 
expenditure. 

' 

R 

R 

R 

R 

R 

Dock works .... 

23,12,379 

64,403 

2.80,000 

26,66.782 

1,73,13,218 

Howrah foreshore road . 

9,70,084 

17,366 

3,19,162 

11,()6,6{)2 

1,04,842 

Vessels for surveying and 





lighting .... 

1,66,632 

48,162 

1,06,00'^ 

3,19.694 


Tramway .... 

1,65,362 

... 


], 05,352 


Jetties ..... 

1,35,053 


... 

1,45,053 

6;42,925 

Tea warehouse 

78.889 

73,666 


1,52,446 

Wharves 

70,978 



70,978 


Petroleum wharf . 

35,819 

9,630 

48,000 

45,449 

2,*24,839 

Dredger 

48,000 

... 

Minor works .... 

*16,600 

... 

16, '100 

32,600 


Totai 

39,61,696 

2,13,107 

6,08,162 

47,42,865 

1,86,16,824 

Xess— 

Amount received as tem- 
poiary advances by Gov- 
ernment, pending lai&ing 






of loans . . . o. 

23,76,000 

... 


23,76,000 

... 

Net Total 

15.86,596 

2,13,107 

6,68,162 

1 23,67,865 



Expenditure on new works for which loans have to be raised. 


Names oe Works. 

EXPEBrniTFBB TO END OB 
ATTGUST 1886, AFTRR DB- 
nUOTING APBBOPRXATIONS 
FROM LOANS ALBBADY 

RAisun. 

Bemarkb, 


Amount. 

Total. 


Dock works 

R 

23,12,370 

R 

23,12,379 


Howrab eorbsborb boab— 



Boat wharf, landing stages, and tramway at 

Shalimar Point 

Howrah foreshore road reclamation works . 

Spurs opposite the Howrah foreshore 

Two new jetties for Ganges and Howrah Mills , 
Impiovcmcnts in Sulkea Banda Gbit 

Coii'iiiiiciins spur between Messrs. Apear & Co.'s 
Jetty and Gauges Mills ..... 

4,43,012 

3,93,676 

1,26,896 

170 

6,466 

977 

9,70,084 


Vessels bob survbkino and LiaiiTiiTG— 



New steamer for Port approaches 

One new light -vessel 

New lamps for light-vessels and light-houses 

21,669 

01,467 

60,606 

1,66,632 


Tramway— 



Extension of tramway ..... 

New station on site of old workshop yard . 

1,26,603 i 
39,869 

1,66,802 


Jetties— 



Warehouses at Nos. 1 and 3 Jetties . 

Taking down No. 2 Import Shed and re-erecting 

it at No, 6 Jetty 

New shed for No, 6 Jetty ..... 

93,766 

7,287 

44,001 

1 

1,46,063 

78,889 


Tba-warehovsb 

78,889 1 
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jLHT 1C S 

Two landing stages at Moorbo'hur and Chandpal GUfit for 60,000 
passenger tratlie. 

Two landing stages at Grcy*s wharf and Cossiporo , . 20,l)7H 

Pbtbolbitm Wzeabb . U6,H10 

HizroB Works 10,500 


Less amount received as temporary advanoos from Qovoru- 
ment pending raising orioan-i — 

Special advance for dotic works roooivod on 3l8t Dooombor 16,00,000 
1881. 

Special advance to pay interest and sinking fund on Doben- 1,25,000 
ture loan, &c., received on 30th March 1886. 

Special advance to meet bills for capital works received on 4,00,000 
12th May 1886. 

Special advance to pay for land for docks rocoivod on let 8,60,000 
June 1886. — ^ 


28,75,000 


Amount re(iuircd to replace revenue balances and to free 
curities hold by the Hank of Bengal against overdrafts. 


JEcojpenditure for wTiich drafts have been accepted hut not jiaid- 


KaZIBS OB WOBKS, 


IwDiAir Mohbt. 


Amount. Total. 


Date when 
payable. 


Dock wobks— 

Pifty sets of wheels and axles for ballast 
wagons. 

Fifty ballast wagons, four bearing wheels, 
and one volute spring. 


23rd Sept. 1886. 
41 h Nov, „ 


Howbak Fobbshobb Boas— 

Two Bcrew-pile jetties , . , , 

TbSSBUS bob BUBVBYIBrO ABD UGHTIBTCh- 
Third instalment for the new light-vessel 

Tea-wabbhousb— 

Columns, girders, &c., for tea-warehouse 
Ditto ditto 

Two ornamental iron balcony verandas 


17,366 41h Oot. „ 


PBIBOXiBTrU Whabb-— 

Four bridges for landing stages 


Tom 
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'Bills still to he ^aid on account of orders ginen. 


Names of Woeks. 


Dock Woeks— 

Final payment to Messrs. Burn & Co. for lift bridire 
Further payment to contractors on cement contracts 
Other works 


Howeah Foebshoeb Road— 

Further payment for acquisition of land . , , 

To erect jetties at Howrah 

Vessels foe suevetiitg akd lighting— 

Final payment for one new light-yessel . . , , 

Beedgee— 

Minor works , 

Total 


Amount of Bills. 

AmouDt. 

Total. 

S 

It 

30,000 

1,60,000 

1,00,000 

9. QA AAA 



93,000 

26,162 

1,10,162 


1,05,000 

1,06,000 


48,000 

48.000 

10.000 


... 

6,68,162 


No. 295, dated 20tli October 1885, 

From— The Goyemment of India, 

To~The Secretary of State for India. 

In continuation of our Financial Despatch of the 8th of Aujjust last, No. 
218, we have the honour to forward a copy of the papers noted in the annexed 
schedule, reporting the failure of the Port Commissioners of Calcutta to raise 
the loan of 75 lakhs which they recently ofEered to the public in order to pro- 
vide funds for the construction of the Kidderpore Docks, and to repay the 
advances made to the Port Trust by Government from time to time. 

2, So far as we have been able to learn, the extreme uncertainty at present 
hanging over the future of silver and the consequent instability of rupee invest- 
ments may be regarded as the main causes of the failure of the loan. The large 
ultimate amount of money to be borrowed for the construction of the dock, the 
probable demands of other local bodies for considerable sums at an early date, 
difficulties in placing local loans experienced by banks and others who take them 
up, and the doubts which exist as to the policy of the Government in regard to 
the market for its own borrowings, have added to the difficulty. The immediate 
object for consideration, however, is as to the course which must now he 
adopted to relieve the Trust from its financial embarrassments. 

d. Pour methods of obtaining the funds required for the prosecution of the 
dock works have at one or other time been suggested in the course of correspond- 
ence on the subject between Your Lordship and ourselves, viz., that the Govern- 
ment should raise the money and lend it to the Trust ; that the Trust should 
raise the money in London on a Government guarantee ; that they should raise 
it in London without a Government guarantee ; or, finally, that they should 
raise it in India on a Government guarantee. The last method commended 
itself to Your Lordship's predecessor ; it has accordingly been tried, but has 
failed. It remains to consider whether any of the other courses should now be 
adopted. The second is open to great objection, for the Government will very 
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possibly bavo to borrow in tlio London niavlcot m^xt yi'or ; and if (bo Porr Trust 
is allowed to oiitor tho London inarkot, it will roinpcto with tbo tiovcnirntMit* 
The third conrso wo do not boliovoiohepraotioahlo; for, espoiMully in tho present 
state of the market for Indian seeuritios, an hitherto unknowti ap]>lieant like the 
Calcutta Port Trust could hardly raise the money without a (L)verinneui j>;uarau- 
tee. There remains thou only the first course. If the horrowin^ neeessitated 
hy our own requirements, with whieh Vour Lordship is fully ae<juainled, admit 
of it, the best method of raisinji; the money required would !)(% in these circum- 
stances, that which wo have indieat.ed in tlie tirst of t-he four eimrses above 
specihod; and should it be thoui^ht that the sum, prestuit. or pi‘osp<M‘tive, which 
must be laised on account of the Port Trust, wdll not prejudi(i(» our own opera- 
tions, this is the course wliich wo recommend to Your Ixirdship's favourable 
consideration. 

4. We are not prepared to recommend stoppiiif^ the doek works, in the face 
of the strong opinion expressed hy the Bengal Gov(‘rnment and the Port 
Commissioners. 

6. In regard to the other sanctioned works for the improviunent of the Port, 
for which funds are required, wo think that, if Your Lordship agrees to the 
money for the dock works being raised in the manner wi' have advised, the 
Commissioners should be left to raise a loan in the local markid-, ns hitherto, for 
purely Port Trust purposes. There is doubt whether tlu^y would ho able to 
raise the money they reipure at reasonable rates during the present silver crisis, 
and so long as uncertainty exists as to the market of our own operations next 
year ; but we see great objection to extending a guarani(u‘ to ibis class of optwa- 
tion, and we cannot at all admit the contention of the OomnnHsioners that they 
were encouraged to boliovo that such a guarantee would bo extendi^l to tlnun. 

6. We request that Your Loixlship’s decision on the subject may he iiom- 
municated to us with as little delay as the circuiustauces will permit, and by 
telegraph. 


No. 377 (Finl.), dated 17th Bocombor 1885. 

From— The Secretary of State for India, 

To — ^Tho Govommont of India. 

I have considered in Council your letter, dated the 20Lli of October, TSfo. 295, 
forwarding papers relative to the failure of the Port Commissioners of Calcutta 
to raise the loan of 75 lakhs guaranteed by Government, which they recently 
offered to the public in order to provide funds for the coiistructiou of the Kid- 
derpore Docks, and to repay the advances made to the Port Trust by Govoyn- 
xnent from time to time. 

2. You are not prepared to recommend that the works at the ICiddex’poro 
Bock should be stopped, in the face of the strong opinion exprossod by the 
Bengal Government and the Port Commissioners; and you propose that the 
money required for those works should he raised by Government and lent to tlio 
Trust, provided that the adoption of this course will not prejudice the borrow- 
ing necessitated by the requirements of your Government. 

3. You add that the Commissioners should be left to procure by loans in the 
local market, as hitherto, the funds required for purely Port Trust purposes. 

4. Having regard to the financial arrangements proposed by your Government 
for the coming year, and to the state of your balances, it appears to me probabl® 
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that large sums will have to he provided in 1886-87 by borrowing in the London 
market ; and I am, therefore, only able to accede to your recommendation that 
Government should advance to the Port Trust the money, as required, for the 
construction of the Kidderpore Docks, on the condition that the funds are raised 
in India by means of a rupee loan. 

6. The rate of interest to be charged to the Commissioners should, in my 
opinion, be the rate at which you are borrowing money in India in the year in 
which the advances are made, with an addition of one per cent, as a sinking 
fund for the repayment of the principal debt. 

6. I have also had before me in Council your telegram of the 5th of Nov- 
ember and letter of the 10th November, No. 311 ; and, subject to the same con- 
ditions as in the case of the Kidderpore Docks, I authorise your Government to 
advance to the Bombay Port Trust the funds required for the extension of the 
Bombay Docks, estimated at 96 lakhs in your letter of the 29th of August 
1884, No. 44 (Public Works). 

7. I am satisfied that the circumstances of the case are such that it is not 


desirable to press upon the Port Trust the construction of the dry dock ; and 
I concur with your Government in thinking that the widening of the entrance 


of the wet dock and the increase of 
and I see no reason for accepting the 

“Tour Financial letters No. 296, 20tliL Octo- 
ber last. No 311, 10th November, and your 
telegram of 6th November. Proposed ar- 
rangements sanctioned, on condition that 
money is borrowed in India, rate of interest 
charged being actual rate of borrowing plus 
one per ceut. for sinking fund. Inibrm 
Bombay.’* 


its depth must be regarded as necessary, 
charge for these modifications of design. 

8. In accordance with the request 
contained in the concluding paragraph 
of your letter of the 20th of October, 
I addressed to Your Excellency on the 
8th instant a telegram, of which a copy 
is given in the margin. 


No. 282, dated 19th January 1886. 

Telegram from— The G-overnmont of India, 

To — ^The Secretary of State tor India. 

Your Lordship's Financial Despatch No. 377 of 17th ultimo. Calcutta 
Docks. Calcutta Port Commissioners object to one per cent, sinking fund, 
except on conditions similar to those contained in section 5 of Bengal Act 11 of 
1885. We recommend acceptance. Please telegraph reply. 


Dated 26th January 1886. 

Telegram from— The Secretary of State for India, 

To — ^The Government of India. 

Yours nineteenth — Calcutta Port Trust. Repayment may be deferred for 
four years ; then one per cent. 


No. 585, dated 6th February 1886. 

From — J. Wa.be Ed&ab, Esq., C.S.I., Offg. Secy, to the Govt, of Bengal, 

Municipal Department, 

To— The Secy, to the Govt, of India, Dept, of Finance and Commerce, 

I am directed to acknowledge the receipt of Mr. O’Conor's letter No. 468, 
dated the 29th ultimo, forwarding a copy of a telegram addressed to the Secre- 
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tary of State and o£ his reply regarding the provision of a sinking fund of 
one per cent, towards the repayment of the proposed loan for the construction 
of the Kidderpore Docks. The Government of India desire to be furnished 
with the views of the Port Commissioners and of the Government of Bengal 
on the decision of the Secretary of State in the matter, 

2. In reply, I am directed to submit, for the information of the Govern- 

. No. 2668. dated 4tli February 1886. f®”* “cksed copy of a 

letter * from the Vice-Chairman of the 

Port Commissioners, from which it will be seen that the Commissioners decline 
to accept the Secretary of State’s decision if it is intended by it that a sinking 
fund of one per cent, is to be invested at the end of four years from the date 
on which each instalment of the loan required for the dock works is raised. 


If the terms already proposed by them cannot be sanctioned, they will be pre- 
pared to accept the loans subject to the condition that they may be required at 
any time, not less than four years after the completion of the works, to provide 
a sinking fund of one per cent, for the repayment of the capital, should the 
Government of India consider it advisable to order such investment. 

3. The Lieutenant-Governor desires to express a hope that the offer now 
made by the Port Commissioners will be accepted by the Government of India 
and by the Secretary of State, I am to point out that, when the estimates 
were framed, no provision was made for a sinking fund during the period of 
construction, and that it seems clear that the Secretary of State could not have 
meant that a portion of the money borrowed should be set apart for the repay- 
ment of the loan which would be the result of beginning the contribution to 
the sinking fund before the completiou of the works, and therefore before the 
Dock scheme could possibly give any return for the outlay expended upon it. 


No. 2658, dated 4th February 1886, 

Prom — W. Dui’i' Bbuce, Esq,, C.E., Vice-Chairman to the Commissioner 
for making Improrements in the Port of Calcutta, 

To— The Secretary to the Government of Bengal, Municipal Department. 

I have the honour to acknowledge the receipt of your endorsement 
No. 451, dated the 29th January, forwarding -a copy of letter No. 468 of the 
same date, from the Assistant Secretary to the Government of India, Depart- 
ment of Finance and Commerce, enclosing copies of a telegram to the Secretary 
of State and of his answer thereto, regarding the provision of a sinking fund 
of one per cent, towards the repayment of the proposed loan for the dock works, 
and desiring that it may be ascertained whether the Commissioners accept the 
decision contained therein. 

2. The question has been again considered by the Commissioners, who 
desire me in reply to forward the following resolution which they have passed 
on the subject Resolved that in reply Government be informed that the Com- 
missioners cannot accept the decision of the Secretary of State, if they correctly 
understand it to mean that a sinking fund of one per cent, is to he invested at the 
end of four years from the date on which each instalment of the loan required for 
the dock works is raised. If the Secretaj^y of State will not sanction the terms 
proposed by the Commissioners and recommended by the Government of India, 
the Commissioners will agree to accept the loans subject to the condition that 
they may be required at any time, not less than four years after the completion 
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of tlie works, to provide for a sinking fund of one per cent, for the repayment of 
the capital, should the Government of India consider it advisable to order such 
investment. 


No. 725 (Financial), dated 12tl3L February 1886. 

Telegram from — ^The Government of India, 

To — ^The Secretary of State for India. 

Your telegram of 26th January — Calcutta Docks. Port Commissioners will 
not accept condition, unless it is understood to mean that Government will have 
power to order formation of sinking fund at any time not less than four years 
after completion of works. We recommend acceptance of this proposal ; the 
earlier bringing into operation of sinking fund possibly entailing diversion to 
such fund of part of loan itself. 


Dated 23rd February 1886. 

Telegram from — ^The Secretary of State for India, 

To — ^The President in Council. 

Your telegram in the Finance Department, dated 12th February, I accept 
your proposals. 


Bombay Docks. 


No. 19 P.W., dated 30th AprU 1885. 

From — ^The Secretary of State for India, 
To— The Government of India. 


In your letter No. 69 P.W. of the 10th November last, you describe the 
measures which had been taken at Bombay, with the concurrence of your Gov- 
ernment, for extending the present dock accommodation there, at an estimated 
cost of E93,68,662, including a sum of filO, 11,301 for interest on capital while 
the work is being executed. 

2. Upon receipt of this letter and of the plans which followed, I communi- 
cated the same to the Lords Commissioners of the Admiralty, and requested to 
he furnished with any suggestions which they might wish to offer in respect to 
the work as affecting vessels of Her Majesty’s Navy ; and at the same time I 
enquired (with reference to former correspondence) whether they would desire 
to make any further proposals on the subject of a dry dock suitable for ships of 
Her Majesty’s Navy. 

3. I forward herewith copy of the correspondence which Has passed between 


Letter to the Secretary to the Admiralty, 
dated 21st Jatmary 1885. 

Ditto from ditto, dated 30th March 1886, 
Ditto to ditto, dated 29th April 1885. 


the two Offices, by which you will see 
that, with regard to the proposed exten- 
sion of the existing docks, for which I 
understand a contract has been made, 
the Admiralty agree in the opinion of your Government that the entrance of 
the new wet dock should be at least 80 feet wide, and as respects a dry dock, 
they consider the immediate provision of such accommodation for ironclad ships 
** a matter of vital importance for the defence of India and its commerce.” 
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4. Your Excellency will have received my telegram of the 9th instant, in 
which I informed you that Sir John Coode, who is about to advise the Admir- 
alty on the question of docks at Trincomalee and Singapore, has been instructed 
to visit Bombay, and to report to Your Excellency his opinion on the best site 
for a dry clock there, and on the suitable dimensions for it, and I requested 

X TV n A<.+.A onfv. that, if you required him to propare 

• Letter to Sir John Coode, dated 30th in . 

March 1885. , estimates for the same, you would give 

Ditto from ditto, dated 30th March 1885, • j. a.* j 

S to ditto, dW 31st March 1885. him the necessary instructions accord- 

Ditto from ditto, dated 31st March 1886. ingly. The correspondence* with Sir 

John Coode is forwarded herewith for your information, 

5. I anticipate Your Excellency *s concurrence in the view entertained by Her 
Majesty’s Government, that the time has arrived when this work should be 
taken in hand, and it is therefore unnecessary to enter into a consideration of 
the grounds which have convinced them that it has become a matter of urgent 
importance. I have to request that, upon your receiving Sir John Coode's 
report, the subject may receive the careful consideration of your Government, 
and that you will give me the result of your deliberations, and inform me how, 
in your opinion, the work can best he carried out, furnishing at the same time 
the necessary estimates both as to its cost and the period that will be occupied 
in completing it. 

6. It is matter for regret that the Port Trust is not disposed to undertake 

the work. It may be worth while for your Government to consider whether 
any further suggestions could not he made by which their objections might be 
overcome. 


No. P.W. 2324—84, dated 21st January 1885. 

Prom— J. A. Godlet, Esq., TFnder-Secretary of State for India, 

To— The Secretary to the Admiralty. 

I am directed by the Secretary of State for India in Council to transmit 
herewith, for information of the Lords Commissioners of the Admiralty, copies 
of two plans which have recently been received from India, showing the nature 
of the extension of the existing wet dock accommodation at Bombay which has 
recently been commenced by the Port Trustees of that harbour. In forwarding 
these plans to this Office, the Government of India observe as follows 

"Atthetime when the present dock was constructed, it had been foreseen that 
an extension might probably bo required ; in view of this extension a space was left 
in the dock wall for the connecting entrance between the old. dock and the now one. 
The extension now proposed is designed on the lines originally contemplated, and is, 
in fact, little more than a duplicate of the old one. Both the designs and the esti- 
mates follow the precedent of the old dock closely ; they are, therefore, to bo received 
with confidence. 

The water area of the Prince’s Dock is 30 acres ; that of the extension is 244 
acres. But although the area of the extension will be less than that of the Prince’s 
Dock, the former dock, owing to the arrangement of jetties, will give accommodation 
to a larger number of ships than the latter. The Prince’s Dock has quay berths for 
sixteen ships ; the extension wilL accommodate nineteen. The arrangement is one 
which appears to be suited to the oircumstanoes, and to the land to be devoted to the 
dock ; but, while it accommodates a larger number of ships in a smaller area than 
either the Prince’s Dock or the proposed Calcutta Dock, it is one not equally con- 
venient for the in-coming and out-going vessels. 

<^The of the entrance to the new dock has been fixed two feet below the level 
of the existing one ; this appears desirable, for, although very little inconvenience 
is felt in the Prince’s Dock in consequence of the level of its sill, it does sometimes 
occur that ships have to be removed from that dock to complete their freight. Con- 
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Corning the width of the entrance from lihe harbour, we are about to address the Gov- 
ernment of Bombay j the drawings show this entrance to be 66 feet wide, it has to he 
considered whether this figure should not be increased to 80 feet, in order that the 
dock may be available to the larger ships of Her Majesty’s Navy.” 

I am desired to request that you will bring these remarks and the accom- 
panying plans to the notice of the Lords Commissioners of the Admiralty, with 
a view to any suggestions they may have to make in respect to the work as 
affecting vessels of Her Majesty's Navy being furnished to this Office for trans- 
mission to the Government of India. I am to add, as regards the question of 
width of entrance to the new dock, alluded to in the remarks of the Govern- 
ment of India quoted above, that the entrance to the proposed new Calcutta 
Docks has been fixed at 80 feet. 

Lord Kimberley desires further, in connection with this subject, to direct 
the attention of the Lords Commissionei*s to the recent correspondence which 
has passed with this Office relative to the construction of a dry dock at Bombay 
suitable for the use of the ships of Her Majesty’s Navy, and to inquire whether 
there appears to tbeir Lordships to be any advantage in considering this matter 
while the new wet dock design is still only about to he commenced upon, and 
whether they would desire to make any farther proposals on the subject. The 
great general importance of the object to he secured by the suggested dry dock 
is so manifest that the Secretary of State for India would be prepared to press 
upon the attention of the Government of India any proposals which might be 
put forward by the Admiralty with a view to the provision of dock accommo- 
,dation which might be deemed of national importance, subject only to the con- 
sideration that no undue burthen should thereby be thrown on the revenues of 
India, 


No. D. W. 3159, dated 30th March 1885, 

From— B. D. Awdrt, Esq,, pro Secretary to the Admiralty, 

To— The TJuder-Secretary of State for India, 

With reference to your letter of the 2 1st January 1885, P. W. 2324, trans- 
mitting copies of two plans showing the nature of the extension of the existing 
wet dock accommodation at Bombay which has recently been commenced by 
the Port Trustees of that harbour, I am commanded by the Lords Commissioners 
of the Admiralty to state, for the information of the Secretary of State for 
India in Council, — 

1. That the Admiralty have no suggestion to offer with regard to the plan 
for the proposed extension of the existing docks of the Bombay Port Trust at 
Moody B«y. 

2. That the Admiralty concur in the opinion expressed by the Government 
of India that the entrance of the new wet dock (the sill of which has been fixed 
two feet below the level of the existing entrance) should be at least 80 feet wide, 
in order that the dock may be available for the larger ships of Her Majesty's 
Navy. 

3. Their Lordships fully agree with the Earl of Kimberley that the provi- 
sion of dry dock accommodation at Bombay is a matter of national importance. 
They are unable to express an opinion as to the weight which is to he given to 
the objections made by the Port Trust to the work being connected with the 
extensive works now proposed by that Trust ; but they desire once more to urge 
upon the Secretary of State for India in Council the pressing necessity that ex- 
ists for the immediate provision of a dry dock for ironclad ships at Bombay as 
a matter of vital impoitance for the defence of India and its commerce. 
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The dimensions of such a dooh, to admit ships of the Liflexihle class, and 
longer ones, should be as follows : — 

Foot. 

Length from stern to head at broad altar • • • - 500 

Width of entrance at coping 94 

Depth over sill at the lowest high water (if possible) • .30 

■ 4. I am to add that Sir John Coode starts on the 31st March for Singapore 

and Trincomalee on his way to Australia. 

My Lords desire me to mention this fact, as they think it very important 
that the Secretary of State for India in Council should take advantage of this 
opportunity to obtain Sir John Coode*s opinion as to the best site for the dock. 
If so, it could no doubt be arranged that he should visit Bombay for the pur- 
pose. 


No. 604 P. W., dated 29th April 1885. 

From—J. K. Cross, Esq., Under-Secretary of State for India, 

To— The Secretary to the Admiralty. 

I am desired to acknowledge the receipt of your Jetter, dated 30th March 
1885, in reply to that addressed to you on the 21st January last, regarding tho 
extension of the existing dock at Bombay, and the construction of a new dry 
dock suitable for ships of Her Majesty’s Navy, 

Lord Kimberley is glad to find that the Lords Commissioners of the Ad- 
miralty agree with him that the latter work has become a matter of national 
importance. I am directed to inform you that in view to taking immediate 
measures to enable a decision to be passed on the subject, Lord Kimberley 
has, in accordance with the suggestion contained in your letter of 30th March, 
taken advantage of Sir J ohn Coode’s visit to Ceylon to request him to examine 
the proposed sites at Bombay, and to advise the Government of India as to 
which, in his opinion, is the best position for the dock, and what its dimensions 
should be. 

The Government of India have also been requested to take the subject into 
their early consideration, and, upon receipt of their proposals, a further com- 
munication will be made to the Admiralty. 


- No. SVl, dated 30th March 1885. 

From— J. ’A. Godlby, Esq., Under-Secretary of State for India, 

To— S ir John Coobb. 

Having been informed by the Lords Commissioners of the Admiralty that 
you are about to visit Trincomalee and Singapore, on their behalf, on your way 
to Australia, I am instructed by the Secretary of State for India in Council to 
inquire whether you could take the same opportunity of visiting Bombay, and 
reporting to the Government of India your opinion on the best site available at 
that port for a dry dock suitable for ships of Her Majesty’s Navy, also as to 
what the dimensions of such a dock should he. 

I am at the same time directed to request that you will have the goodness 
to state the amount of your charges, iu the event of Lord Kimberley availing 
himself of your services for the purposes in question. 
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Dated 30tli March 1885. 

From— S ib John Goode, 

To — The CTnder-Secretary of State for India, 

In reply to yonr letter of this date, I beg to state that with my visit to 
Trincomalee and Singapore I should be able to combine an inspection of the 
port of Bombay, in order to examine and report to the Government of India 
my opinion on the best site available at that port for a dry dock suitable for 
ships of Her Majesty’s Navy, and also as to what the dimensions of such a 
dock should be. 

In the event of Lord Kimberley desiring to avail himself of my services for 
the purpose in question, my fee would be four hundred guineas (420?.), includ- 
ing expenses of myself and an assistant, who would accompany me. 

If, in addition to the above services, an approximate estimate of the cost of 
the work is required from me, as in the case of the inspections I have under- 
taken for the Admiralty at Trincomalee and Singapore, I should have to send 
home such particulars as would enable the requisite calculations to be made in 
my office in England, and there would in that case be an additional fee of one 
hundred guineas (105?). 

No. ^82 P. W., dated 31st March 1885. 

From — J. A. GtODLet, Esq., Dnder-Secretary of State foi India, 

To— S ib John Goode. 

I am directed^ to acknowledge the receipt of your letter of this day's date, 
in which you state, in reply to my letter of yesterday, that with your visit to 
TriuQomalee and Singapore yon would be able to combine an inspection of the 
port of Bombay, in order to examine and report to the Government of India 
your opinion on the best site available at that port for a dry dock suitable for 
ships of Her Majesty’s Navy, and also as to what the dimensions of such a 
dock should be. 

In reply, I am desired to inform yon that Lord Kimberley will be glad to 
avail himself of your services for the purposes specified, and agrees to the terms 
you have proposed, which he understands are regulated on the same scale as 
similar charges are to be made for the services which you are about to render 
to the Admiralty. 

With regard to the question of estimates, I have to request that you will 
obtain the instructions of the Government of Bombay on the subject. In the 
meanwhile, the Governments of India and Bombay will be duly informed of 
your visit and of its objects, and will be requested to give you such facilities as 
they may be able to afford to accelerate your move- 
ments. I forward herewith certain documents* and 
plans connected with the proposed dock, which wiU 
assist you in considering the matter referred for your 
judgment. 


Dated 31st March 1885. 

From— Sir John Goode, 

To — ^The Assistant Under-Secretary of State for India. 

I beg to acknowledge the receipt of your letterf of this date, with enclosures, 
in which you intimate the acceptance of the terms in 
annexed Rcpoits?’ ^ny letter of yesterday for the inspection of the port of 

Bombay, in order to examine and report to the Gov- 

3 


• Military (Marine) letter 
from the Government of 
India, No 40 of 291h October 
1883, and enclosures. 
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ernment of Inclia my opinion on tlie best site for a dry dock suitable for skips 
of Her Majesty's Navy, and also as to what the dimensions of such a dock 
should be. 

■Wifcli regard to the prcparaiion of an estimate for the proposed work, I -vili, 
as requested, obtain the instructions of the Goveniment of Bombay on this 
subject. 

I have been kindly furnished by the Director of Works of the Admiralty 
with charts of Bombay, which will facilitate iny inrestigations, and will look far 
any other documents which may be required from tho authorities at Bombay. 


No. 57 P. W., dated 2nd December ISSC. 

Prom— The Secretary of State for India, 

To— The Government of India. 

Since my predecessor addressed you on the 30th April 1885, by tiis Public 
Works Despatch No. 19 of that year, on the subject of increased dock accora- 
modation at Bombay, I have been supplied by Sir John Coode with his report 
on the best measures to he adopted for the provision of a dry dock in the Bom- 
bay Harbour. Copies of Sir J. Gooden's report, with accompanying plans, are 
transmitted with this letter for the information of Your Excellency's Govern- 
ment and the Government of Bombay, together with comments on the same 
by the Lords Commissioners of the Admiralty and the Military Secretary in 
this Office. 

2. Your Excellency will learn from these papers that Sir J. Coodo has 
recommended the construction of a dry dock capable of accommodating the 
largest type of vessel in Her Majesty’s Navy at an estimated cost of 205,000?^ 
and further suggests the necessity for additional floating basin accommoda- 
tion for gunboats and torpedo boats. 

3. I request, therefore, that the matter may at once be considered by your 
Government, and that you will furnish me with your views as to tho measures 
which should be taken for carrying out Sir J. Goode’s proposals, together with 
carefully prepared estimates of the cost of the work, and I will obtain and 
forward, for your information and guidance, such drawings, &c., as may bo 
thought likely to assist your Engineers in carrying out this important duty. 

4. All preliminary steps may, meantime, be taken for the commencement of 
operations. It will be within Your Excellency's recollection that my predeces^ 
sor, in his Despatch of 30th April 1885, expressed the opinion of Her Majesty's 
Government that the time had come when this work should be taken in hand 
as a matter of .urgent importance. In this opinion I desire to say that X 
entirely concur. 


No. 1 P. W. 1018-86, dated 11th June 1886. 

From— S ib John Goode, 

To— The TJnder-Secretary of State for India. 

Adverting to your letter noted in the margin, I have now the honour to 
p. w. 582 , 31st Matci 1885. «y report on the best site available at Bombay 

T i.n . 1 • for ships of Her Majesty’s Navy. 

ar, ^ f Tvf ““ 1“'* ^ 

im inspection of the port, including Hog Island, and, after fully considering 
aU the circumstances of the case, arrived at the conclusion that the best site fof 
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a dock would be within the existing naval y<ard. I accordingly ari*anged 
with Captain Hext, R.N., Director of the Indian Marine, that the necessary 
borings and technical observations should be placed in charge of the staff officer 
at Bombay Dockyard (Captain A. Campbell, and they have since been 

niost satisfactorily executed under his immediate direction and supervision. I 
found the final instalment of the investigations on my return to England fi-om 
Australia, having proceeded there to fuifil 'a professional engagement after 
leaving Bombay. 

It is satisfactory to learn that the placing of a dock within the existing 
dockyard had, after lengthened inquiry, been recommended by a Committee 
appointed in 1B82 by the Government of Bombay. Th^s Committee was pre- 
sided over by Lieutenant-Colonel W. Merriman, R.B., and in the Minutes of 
their proceedings dated 21st March 1883 I find the following remarks; — 

‘‘ The Committee are of opinion, however, that, notwithstanding the many ad- 
vantages Hog Island possesses as a site for a gcaving dock for the use of Her Majes- 
ty’s ships, it should be premature to construct one there unless Government are pre- 
pared to include in the scheme the provision of workshops and other conveniences 
in connection with the dock, so that the dock and the necessary establishments may 
be together, or are contemplating the removal to Hog Island of the whole of the 
buildings, machinery, and establishments of the Bombay Dockyard, a change of 
serious importance and involving a vast outlay of money;” amd in the summary of 
their Report, dated 12th May 1883, they further say 

Taking into consideration all the suggestions for sites for a large dock, viz.j at 
Elephanta, and Butcher’s Ishmd, Hog Island, and the Prince’s Dock, the Committee 
are of opinion that the wishes of the Admiralty should be carried out by constructing 
a dry dock in Her Majesty’s Dockyard at Bombay, on Captain Trevor’s plans of 1867 
(subject to modification), and so favourably reported upon by the Director of Works 
at the Admiralty.” 

These extracts are entirely in accord, with the views I entertained, and the 
conclusions at which I arrived at the time of my inspection of the port. 

Accompanying this report are four illusti*ative drawings. No. 1 is a gene- 
lal chart of Bombay Harbour, and No. 2 a chart of the port of Bombay between 
the Sassoon Dock at the north end of Kolaba and Prince's Dock at Mazagon. 

On Nos. 1 and 2 will be found the course or track of vessels when passing 
into and out from the dock proposed; these tracks are indicated by blue dotted 
lines. 

1 desire to call attention to the contour shading on Drawing No. 2, as it 
^hows the advantages possessed by this part of the port, in respect of the greater 
depth of water existing close to the shore in the immediate locality of the dock- 
yard, as compared with the depths along the water frontage to the north and 
south of it, thus indicating that the depth in the eutriince channel, if not self- 
maintaining, will be far more easily kept open than at any other part of the 
frontage. 

Drawing No. 3 is a plan of a poition of Bombay Dockyard, showing the 
site which I recommend for the proposed dock, guide pier, and deep-water 
channel. 

Drawing No. 4 is a plan on a scale of 40 feet to an inch, showing in detail 
the buildings, graving docks, &c., now existing at the northern end of the dock- 
yard, and the general scope and character of the proposed works. 

Upon referring to the drawings above named, whereon the works I have fo 
recommend for execution are shown by red colour, it will be seen that I pro- 
pose to place the graving dock almost parallel to the Bombay and Duucan 
Docks, and at a distance of about 150 feet from the former. 
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The following are the general dimensions of the i)roposed dock : — 


Foot. 

Length of floor from inside of caisson to head .... fiOt) 
Breadth of bottom iDotwoon altars (JJl 

Breadth at coping l‘2(i 

Breadth of entrance PI 

Depth over sill at high water of ordinary spring tides . . JIB 

Ditto ditto ditto neap tides . , Jtr) 

Ditto at low water ditto ditto . . . *20 

Ditto ditto ditto spring lidos . , *2(5 


The dimensions and form adopted for the dock are almost, prec-istdy similar 
to those of the Malta Dock now in course of exocnfcion, which work, 1 believe, 
embodies all the improvements which have been intrixlncod to date, and is in 
accordance with the most recent practice in the Government dockyards. Parti- 
culars of the work at Malta have been kindly furnished to mo by the Director 
of Works of the Admiralty. 

If it is desired, as doubtless it will be, that provision sUoultl he made at 
Bombay for docking the largest class of ships, thereby necessitating what is 
known in the service as a ** first class dock,'* a structure of less width and depth 
than that just described and shown on the accompanying drawings would not 
be suitable. 

Although a dock of this capacity would alFord perfect accommodation, never- 
theless it would, of necessity, entail a very considerable expenditure in its exe- 
cution. I have provided in the estimate, hereinafter given, for the construc- 
tion of a work of this class ; if, however, a dock of loss dimonsiouH, and with 
a diminished depth over the sill, should be deemed sufficient to meet the 
requirements, the expenditure would be reduced to a corresponding extent. 

The dock would be constructed entirely on blue basaltic rock, and a con- 
siderable proportion of the excavation would be in that matorial. It is not 
probable that any difliculties will be experienced from water issuing from fis- 
sures, but should such arise in execution they will have to he dealt with as 
necessity may demand. 

The dock sides, altars, and entrance throughout would bo formed entirely 
of stone, principally of the local blue basalt, the material from the excavation 
being utilized in the work wherever practicable. The invert at the ontranco? 
caisson groove, and stop would be of granite. 

I have adopted a ship-shaped in preference to a sliding caisson for the 
entrance, not only on account of economy in first cost, but as iron structures at 
Bombay are subject to considerable “pitting’* near the water surface, a caisson 
of this type would be more readily reversed for scraping the sides, cleaning, and 
painting. 

In connection with the dock suitable centrifugal pumps would bo provided, 
driven by compound engines, embodying all the latest improvements, the capa- 
city of these pumps and the power of the engines being such as to ensure the 
complete emptying of the dock in four hours. Discharge pipes would bo car- 
ried from the pumps through the eastern face of the existing breakwater, their 
outfalls being placed at low-water level, thus acting as syphons, and thereby 
reducing the lift of the pumps from the precise level of the water iu the grav- 
ing dock to that of the sea fox the time being. 

The drawings also show the form of guide pier and wing walls which I would 
recommend for execution, together with the position of the caisson berth, the 
latter being on the north side of the entrance, and immediately adjacent thereto. 

The guide pier would he 420 feet in length, measured from the end of the 
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existiag 'breakwater, the total length of pier and wing wall in connection there* 
vuth being 600 feet measured fiom the entrance to the proposed dock. 

The bottom along the line of the pier is of such a character as to necessitate 
a somewhat expensive structure, and the more so as provision must be made 
for subsequent dredging and deepening alongside this work to afford an ade*- 
quate depth in the approach channel, to which I shall presently refer. In the 
estimate hereinafter given I have provided for the effeebive execution of this 
pier by continuous timbering, internal dredging, and filling in solid with cement 
concrete en masse, to produce a thoroughly substantial structure, suitable to the 
conditions of the case. The inner face would be fendered throughout, so that 
vessels might freely use the pier as a guiding and warping structure in enter* 
ing and leaving the proposed dock. 

I have indicated on Drawings 1 to 3, inclusive, the extent to which the 
bottom would require to he deepened in order to form the entrance channel. In 
determining the width of this channel I have kept in view the present conditions 
of approach to the dockyard, and departure therefrom, as kindly explained by 
Captain Campbell, and laid down on a trace, which he was good enough to 
hand me. The formation of the channel, as shown, will admit of the handling 
therein of long ships, precisely in the same manner as the smaller craft now 
enter and leave the existing docks. In order to afford a margin of depth, it 
will be observed that I propose the bed of the channel throughout should be 
two feofc below the sill level of the new dock. 

For the formation of the channel a considerable quantity of sub-marine 
blasting will be required ; the dock itself, including the entrance and wings* 
would he constructed in a dried area, within a suitable piled cofferdam, and as 
much of the rook as possible, compatible with the safety of the dam, would be 
excavated previous to the removal of the piling. On the taking down of the 
dam the rock and overlying softer material on its site would be removed, and 
the whole channel thrown open and made available for use. 

As before intimated, the fact that the depth immediately seaward of the 
present entrance is so well maintained augurs well for the continuation of the 
improved depth in the proposed channel when executed. Some deposit may, 
however, be looked for, and, in considering any scheme for a dock at Bombay, 
the removal of such accretion is au element of expenditure which should be kept 
in view ; at no other site, however, could the work be carried out with a pro- 
bability of a smaller outlay in subsequent dredging for the purpose of main- 
taining the area deepened to the full extent. 

I estimate the cost of the graving dock complete with wing walls, culverts, 
caisson, pumps, engines, and boilers, also the guide pier, dredged channel, includ- 
ing rook removal, and all the necessary fittings and appliances to render the 
dock and undertaking complete, at the sum of 265,000^. This amount includes 
an adequate allowance for contingencies and for supervision, and has been based 
on rates for which, I believe, a competent contractor would undertake to carry 
out the works iu a thoroughly substantial manner. The quantities have been 
very carefully calculated, and the estimates have been prepared with special care, 
so that the amount abovenamed maybe considered as reliable. 

With regard to the question of defence, the site of the new dock is already 
protected to a great extent on the west and north-west by the existing batteries 
at Malabar Point and Mahalukshmi, both about three miles to seaward of it, 
and by the existing battery on the eastern face of Kolaba Point, and the subsi- 
diary battery now being, or about to be, constructed on the western face of the 
same point near the Lunatic Asylum. 
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On the eastern or harbour side the dockyard is protcotod by four batteries, 
mz,f that on the eastern face of Kolaba Point just rororrod to, one on the Oyster 
Rock, one on Middle Ground, and one on Cross Island ; each of these is marked 
by a brown circle on the accompanyinji; Orawinf? No. 1. Whether any further 
defensive works arc necessary is a matter to be detenuinod by the military au- 
thorities. 

I ought here to mention that, when at Bombay, I was impressed with tho 
fact that there is an entire absence of floating basin accomniodation in connec- 
tion with the dockyard, and, as a necessary consoquoucc, all gunboats and torpe- 
do and other craft that cannot safely take tho ground must, as matters are at 
present, either remain moored outside and the repairs bo offected at additional 
expense and delay, or be hauled in and out again within a space of about two 
hours. It needs scarcely ho remarked that this is not a satisfactory state of 
things at an establishment of such groat importance, and on expressing my views 
on the subject to the Director of Marine, he concurred entirely with mo in tho 
advantages which would accrue from the provision of such accommodation. 

This subject is beyond the scope of my instructions, but I have felt it nocos. 
sary to call attention to it, and have indicated by green colour upon Drawings 
Nos. 3 and 4 the mode in which the needful accommodation might be provided, 
I am not now prepared to give even an approximate estimate of tho cost of such 
a work, because this being, as I have stated, beyond my instruction, I did not 
feel warranted in authorizing the making of the sootions and borings which 
would be necessary for that purpose. 

I gladly embrace this opportunity of recording my best thanks winch are 
due to Captain Hexfc, Captain Campbell, and Mr. Crocker, Constructor, for tho 
assistance which they each and all so cordially and efflcieutly rendurod during 
my inspection and investigations at Bombay. 


No., 3756, dated 8th October 1886. 

From— Evan Maogbboob, Esq., Secretary to the Admiralty, 

To— The Under-Secretary of State for India. 

I am commanded by the Lords Commissioners of Iho Admiralty to request 
^t you will have the goodness to convey to the Secretary of State for India in 
Council their thanhs for the copy of Sir John Coode’s report on the subject of 
provision of dry dock accommodation for ships of Her Majesty’s Navy at Bom- 
bay, and the plans attached to it, which were transmitted for the consideration; 
of their Lordships with your letter of 25th June 1886, V. W. 1018. 

^ With reference to Sir John Goode’s proposals, I am to make tho fol- 
lowing observations ; — 

1. That the position of the proposed dock is satisfactory, so far as facili- 

ties for docking are concerned, and the dimensions sufficient for 
naval purposes, 

2. That the small wet dock suggested by Sir John Goode would he desir- 

^ e, an i would also be a great advantage to have slips for haul** 

q rr! *°^edo boats, as well as sheds for their protection. 

3. That the pier adjacent to the entrance of the dock should he widened 

and provided with a crane capable of lifting 80 tone, in order that a 
ship may lie alongside this pier to refit. 

■ .h! ^ ‘I*® protection of the dock from an enemy’s fire 

should be refeu-ed to the War Office. 
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Their Lordships propose to call for a report on this point from the Com- 
ma nder-in-Chief on the East Indian Station, but will not delay their reply to 
your communication pending the receipt of that report, 

I am to add that their Lordships desire to urge the great importance of this 
dock upon the Secretary of State for India in Council, and to express their hope 
that it may be carried out as soon as possible. 


I do not think the construction of the proposed dock will call for any modi- 
fication of the plans already approved for the defensive works of Bombay. It 
will come well within the area of protective fire, and will he, in fact, a portion 
of the dockyard which the batteries are designed to protect. 

With regard to the wet dock for gun-boats, torpedo vessels, &o., the arrange- 
ment would be convenient, but I should not think it will prove essential, or, in- 
deed, worth any large expenditure. The cost of slips for the torpedo boats has 
already been allowed for in the approved scheme for the Bombay floating defen- 
ces. There will be only two gun-boats, which could, it is imagined, he provided 
for during the monsoons under the same arrangements as have hitherto sufficed 
for Her Majesty's ships or those of the Indian Marine. At any rate, if the 
cost is material, the provi&ion of a wet dock should be postponed in favour of 
first class graving dock, which is of primary importance. The fact of its exist- 
ence will be ah 'inducement to the naval authorities to send first class ships of 
war to the Eastern waters, which, in its absence, they might not unnaturally be 
disinclined to do, especially if the Canal route were closed, as in time of war it 
might be expected to he. The presence of such vessels in Indian waters would 
have a value which can hardly be over-estimated, and in this view I think the 
cost of the dock would he money well invested. 

Allen Johnson, Major General^ 

Mditary Secretar]/, 


No. 14 P. W., dated 15th March 1887. 

IVom — The Government of India, 

To — ^The Secretary of State for India. 

We have the honour to acknowledge the receipt of Your Lordship’s Des- 
patch No. 67, Public Works, dated 2nd December 1886, and enclosures, regard- 
ing the construction of a dry dock in the Bombay Harbour suitable for the ships 
of Her Majesty's Navy. 

2. Sir John Coode has, in accordance with his instructions, estimated for the 
construction of a dry dock capable of accommodating the largest type of vessel 
in Her Majesty's Navy at an estimated cost of £266,000, and has recommended 
the provision of additional floating basin accommodation for gunboats and tor- 
pedo boats, of which the cost has not been estimated. Your Lordship desires to 
be placed in possession of our views as to the measures which should be taken 
for carrying out Sir John Goode's proposals and to he furnished with carefully 
prepared estimates of the cost of the work, 

3. We are fully sensible of the necessity of providing docking accommoda- 
tion for ships of war in Indian waters ; but a dock of the dimensions proposed 
would be practically useless to India, and, so far as the information now 
before us goes, it appears to he needlessly large for even the possible require- 
ments of Her Majesty’s Navy. The necessities of the case would he fully met 
if arrangements were made for docking the largest ships likely to he found in 
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Indian waters, on any day of the year and at high tide, and we believe that this 
can be done with a dock of considerably reduced dimensions. It would appear 
as if, in adopting the dimensions of the Malta Dock for Bombay, the advantage 
given by the tides in these wateis had been overlooked, 

4. The width adopted in the design for the entrance to the dock is 94 feet, 
and the vessel taken as the standard for fixing the dimensions is the Inflexible. 
This ship, we are advised, exceeds by 7 feet the breadth of any other vessel in 
the Navy, and this excess is further added to by a sponson on each side, making 
her total width about 85 feet across the sponsons. Excluding the Inflexible^ 
we believe that there is no ship of more than 68 feet total width of beam ; and for 
vessels of this width the breadth of entrance need nob exceed 76 feet. 

5. The length adopted in the design is 500 feet ; but we are advised that a 
length of 450 feet would be sufficient for any iron-clad in the Eoyal Navy, and 
would be about 100 feet more than is required for vessels of the more recent 
types, and further, that if the reduced length of dock of 450 feet is adopted, the 
length of the guide pier may also be reduced from 600 to 500 feet. 

6. The depth specified is 35 feet over sill at high water in ordinary neap 
tides. The deepest draft of vessel now taken through the Suez Canal is 24 feet 
7 inches, and we are advised that after the proposed deepening the deepest draft 
that can pass will he about 26 feet. We shall, therefore, probably never get 
vessels at Bombay of more than 27 feet draft in their fully laden and intact 
condition; and even if such a vessel were injured and partially water-logged, the 
removal of her coal and stores might he expected to lighten her to 27 feet draft ; 
we therefore conclude that if this depth is provided at high water neap tides 
suffiieient provision will have been made. It may he remarked that owing to the 
set of the tide across the dock approacb> vessels could only be safely docked at 
high water, and any provision for docking at half tide would be useless. 

7. Apart from the reasons given above for considering the dimensions 
adopted in Sir John Goode’s estimate to he excessive, it must he borne in mind 
that a dock of such dimensions would be practically useless to India except for 
the occasional and rare docking of an iron-clad. It could never he used for vessels 
of the Indian Marine, nor even for the largest merchant ships, except with the 
greatest possible inconvenience. The greatest breadth of any vessel now in the 
Indian Marine is 45 feet, and this is a much greater breadth than that usually 
found in merchant vessels frequenting the port, so that the shores for propping 
the vessels would have to be at least 35 to 40 feet long if the dock were built of 
the width adopted in the estimate. Such a dock would remain practically 
unused; further, the required depth in the approach channel could only be 
maintained by continuous dredging, which would add largely to the cost of up- 
keep and working expenses. 


Pect. 

Iiengih o£ floor • • • • « 450 

Breadth of bottom .... 63 

„ at coping . . . .112 

„ of entrance .... 76 

Depth over sill at high water spring 

tides 30 

Depth over sill at high water neap tides 27 

„ „ low water „ . 21 

„ „ „ springtides. 18 


8. From a consideration of these 
points we are led to hcliovo that a dock 
of the dimensions given on the margin 
will sufficiently meet all probable re- 
quirements, and we would recommend 
that the design should be cut down 
accordingly. 


9. The provision of a wet dock adjacent to the yard is, in our opinion, a mat- 
ter of importance. The working of the yard is much hampered by having no 
sea face where ships can he berthed for repairs ; consequently vessels must either 
remain in dock until repairs are completed, or be moved to an anchorage in the 
harbour where, owing to the distance from the dockyard, work is more costly, 
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control is less efficient, and tlie provision of labour difficult. All these disad- 
vantages would be obviated by the provision of a wet dock ; hut the arrange- 
ment plotted on the drawings is, we think, susceptible of improvenaeut. 

10. We have requested the Government of Bombay to cause the estimates 
for a dock of the dimensions noted in paragraph 8 of this Despatch, and for the 
necessary floating basin accommodation in connection with the yard, to he pre- 
pared with the least possible delay, and they will be forwarded to Your Lord- 
ship as early as may be practicable. We anticipate that the reduction of the 
dimensions will cause a saving of about one-third on the estimate prepared by 
Sir John Coode. 

11. Your Lordship authorises us to take all preliminary steps in the mean- 
time for the commencement of operations, but before we commit ourselves to 
the execution of even the smaller scheme recommended by us, we think it will 
be desirable that the source from whence the money is to be provided should be 
definitely settled. The Despatch under reply does not touch on this point ; but 
in a letter to the Admiralty, No. P. W, 2324—84, dated 2Ist January 1885? 
which formed one of the accompaniments to Lord Kimberley^s Despatch No. 19 
P. W., dated 30th April 1885, it is stated that — 

the Secretary of State for India would be prepared to press upon the attention of 
the Government of India any proposals which might be put forward by the Admiralty 
with a view to the provision of dock accommodation which might be deemed of 
national importance, subject only to the consideration that no undue burden should 
thereby be thrown on the revenues of India.” 

12. The works are designed not to serve the interests of India only, but 

for the protection of the commerce, alike of India and of the United Kingdom, 
and, whatever the cost may ultimately prove to be, we consider that an undue 
burden would he thrown on the revenues of India if the entire cost were met 
from that source. If the smaller dock' is sanctioned, we shall he prepared, fol- 

- vv . j lowing the precedent of the Aden* fortifications, to 

20th March 1881 (Military), contribute one-hali the cost or the entire scheme, 

from Secretary of State. including the wet dock accommodation ; the remain- 

ing half ought, in our opinion, to be contributed by the British Government, 
and in this view we trust that we shall receive Your Lordship's support. 


No. 44 P. W., dated 12th August 1887. 

Prom — The Government of India, 

To— The Secretary of State for India. 

On the 15th March last we addressed Your Lordship, in Despatch No. 14 
P, W., on the subject of the dry dock which it is proposed to construct in the 
Bombay Harbour suitable for tho ships of Her Majesty’s Navy. We expressed 
the opinion that a dock of smaller dimensions than those which were proposed 
by Sir J. Coode would be sufficient. In reply we have received from Your 
Lordship the following telegram 

‘‘Bombay Dock. Your Public Works Despatch, 15th March last. Original 
dimensions recommended by Admiralty must be adhered to ; and designs and esti- 
mates must be prepared at once ; incidence of cost remains for decision ; and result 
will be communicated to you.” 

We have issued instructions for the preparation of designs and estimates of 
the dock as reeommeiided by the Lords Commissioners of the Admiralty. 

2. Since writing our D^atch of March last, our attention has been drawn 
to the statement of the Pirst Lord of the Admiralty, explanatory of the Navy 
estimates of 1887-88, an extract from which is appended. In this, it will he seen 



718 


DOCKS' AND HARBOURS. 


that reference is made to the policy of subsidising Cothpanies to enable them to 
build docks abroad capable of accommodating men«of-war of large dimensions. 
Special mention is made of docks which have been constructed at different places 
under these conditions : among thche the dry dock at Esquimault occurs ; and 
it may be inferred from the context that this dock is considered to be one 
which is suitable for Her Ma.jesty’s ships. We would also ask Your Lordship’s 
attention to the enclosed Memorandum by Captain Hext, H. N., Director of 
Indian Marine, and to the following statistics comparing the Esquimault dock 
with the proposals for Bombay : — 



Esquimault 

Bombay 
dock us pro- 
posed by 
Governinont 
of India. 

Bombay 
dock as ro- 
conmi ended 


dock. 

by Lords of 
the Admir- 
alty. 


Feet. 

Feot. 

Foot. 

Length of floor .... . 

Width on coping inside .... 

430 

4.'50 

500 

90 

112 

120 

Width on floor 

41 

03 

03 

Width on coping at entrance 

C9 

70 

91. 

Depth from coping to invert 


35 

43 

Depth from coping to floor .... 

36^ 

38.1 

43i 

Depth at high water low spring tides to invert 

26i 

30 

38 

Cost 

£160,000 

£235,000 

£205,000 


The figures for the Esquimault dock are taken from the Army and Navy 
Gazette and The Engineer. Those for the dock proposed by Sir John Goode are 
his own ; but there seems reason to believe that they may be largely exceeded. 

3. We have not yet received any statement of the reasons which have led to 
the conclusion that our proposals must be set aside and the larger dock con- 
structed at Bombay. We have no doubt that we shall hear further from Your 
Lordship on this point ; but meanwhile we desire to draw attention to the finan- 
cial considerations which are involved. We gather from the telegram which is 
quoted in the first paragraph of this Despatch that the decision on the question 
of the incidence of the cost of this work may be reached without further refer- 
ence to our Government ; and that we may be compelled to accept a charge 
which will bear with undue hardship on the revenues of India. We cannot 
think that it would be right that those revenues should be compelled to bear 
any large proportion of the cost of a dock which, owing to its large size, would 
not be so useful for the general purposes of this country as one of smaller 
dimensions. If the larger dock is constructed, for reasons which cannot be 
accepted as applicable to the interests of India alone, we conceive that the pro- 
portion of the cost to be assessed against our revenues should be considerably 
less than one-half. It is quite unlikely that we shall be in a position to pay 
half even, £265,000, in addition to our present military burdens, out of curren^J 
revenue. 


Extract from Statement of First Lord of the Admiralty in submitting Navy 
Estimates for 1887 ~88. 

GEAVTifG Docks Abroad. 

The policy of subsidizing companies to build docks abroad capable of taking 
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ill and ropairiiig men-of-war of large dimensions has been favoured of late years 
by successive Boards of Admiralty, and co'^siderable sums have in this manner 
been spent in past years. The dock at Esquimault, thus assisted, will this year 
be open and ready for use ; at Hongkong the final instalment for a similar pur- 
pose will tliis year be paid, and at Halifax arrangements have been made by 
which it is hoped like advantages will hereafter accrue on the completion of the 
dock. 

# * ){e « 

The conditions under which Government assistance towards the construc- 
tion of docks is given are that, when constructed, payment shall only be made 
for services or work rendered.’* 


Memorandum hy Cjiptain J. Kext, R.N., dated 2nd February 1887. 

I have had under considemtion the plans and report prepared by Sir John 
Coode for providing a dry dock at Bombay; and although with his usual ability 
the design is in every respect well conceived and worked out for a first class 
dock, I am of opinion that one of more moderate dimensions, as hereinafter 
detailed, will more nearly meet the requirements of Bombay, to say nothing of 
the greatly reduced first cost and subsequent charges for up-keep if the dimen- 
sions named by me are sufidcient. 

I do not gather from the correspondence that Sir John Coode favours 
strongly the provision of a first class dock. On the other hand, he appears to 
have framed an estimate for such a dock on the understanding that it was 
desired ; but at the same time he points out, apparently with a view to direct- 
ing attention thereto, that, " if a dock of less dimensions and diminished depth 
over sill should be deemed sufficient to meet the requirements, the expenditure 
would be reduced to a corresponding extent.’* 

One point of which no account seems to have been taken, or at least no 
reference is made to it in the correspondence, is this: of what use will such a 
dock be to India except for the occasional and rare docking of an iron-clad? It 
could never be used for marine vessels nor even for merchant ships, except with 
the greatest possible inconvenience, even for ihe largest of them. The broadest 
vessel now in the Marine is 46 feet, and this is a much greater breadth than 
that usually found in merchant vessels fiequenting the port ; so that the shores 
for propping the vessel would be from 85 to 40 feet long if the breadth of dock 
is as stated in the report. Thus for the bare possibility of such a dock being 
required in war time, or except for an annual docking, perhaps, of one of the 
largest iron-clads afloat, it would remain practically unused ; and not only would 
a large piece of valuable ground be occupied unvemuneratively, but the dredg- 
ing of the approach to the depth stated must be continually going on, at some 
cost, to keep the channel free from silt, which it is more than probable will ac- 
cumulate, especially when the extensive pier is formed by a continuation of the 
present breakwater. This question of up-keep and working expenses is one 
to which serious attention must be given, as the ordinary working expenses of 
the dockyard will be incapable of hearing the charges of maintaining the dock 
with such limited use. I would point out that the case stands differently in 
the Royal Dockyards, where their large dock is almost continuously occupied by 
one or other of the iron-clads, whereas at Bombay the use to which it would he 
put will be rare and uncertain. 
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One may predict as more than probable that the enemies of England will 
in case of war order one or more of their most powerful iron-dads through the 
canal, or to India by way of the Cape, with the full intention of compelling 
England to detach the same number of vessels from their Home or Mediterra- 
nean s( 3 [uadrons to prevent reprisals at our coast towns in India, or injury to our 
coaling stations; this renders it imperative that docking accommodation should 
he provided. But it is still open to question whether it is necessary that the 
dock should be so large as described in the report. I think all that need be 
considered is that it should he possible to dock the largest ships likely to he 
found in Indian waters on any day of the year and at high water ; the question 
of docking at other time of tide is but of little importance, as it only means a 
few hours* delay. 

I think it may he laid down that we shall never get vessels of more than 27 
feet draft in their fully laden and intact condition ; and if such a vessel were 
injured by one or more of her double-bottom compartments being open to the 
sea, the removal of her coal and stores may he expected to lighten her perhaps 2 
feet or more, and thus provide for the increased draft due to her waterlogged 
condition ; so that if a dock with 27 feet of water on the sill at high water 
neap-tides were provided, we shall, I consider, have gone sufficiently far in the 
direction of depth, taking into account how costly and unhandy such a largo 
dock would be foi' general use. It will be observed that this draft has been 
laid down with reference to high water on a neap-tide, because the set of the 
tide across the dock approach (a deep cutting through silt) prevents docking 
except at slack water ; and so practically it resolves itself into docking at high 
water ; and as with an injured ship the means of control would generally be less 
effective in managing her, the danger from a cross tide would be augment- 
ed. 

In regard to width, the vessel taken by Sir John Coode is the Inflexible; 
this ship exceeds by 7 feet the breadth of any other vessel in the Navy ; and 
this excess is still further added to by a sponson on each side abreast her turrets, 
making her total width across sponsona about 85 feet. As the sponsons are not 
abreast each other, it would he possible to work the ship in through a breadth 
of entrance somewhat in excess of the breadth of ship and one sponson by keep- 
ing the masonry narrow in a longitudinal direction so as to angle the ship 
across the dock. However, with the ship of 85 feet it has been thought neces- 
sary to set out 94i feet as the entrance breadth ; whereas I would submit that 
the smallest possible margin only need have been retained over that taken by 
the ship ; the sponsons if bruised on coming into dock are excrescences of no 
structural importance, and being of thin plate iron can be readily repaired. 
I however go further and say that if the Inflexible he excluded, we have no 
ship of more than 63 feet beam, and these are without sponsons. The vessels 
of the Admiral and latter classes are but 68 feet beam against the 85 feet of the 
Inflexible, I think therefore we may well avoid providing for the single vessel 
referred to ; we shall then be able to reduce the entrance from 94 feet, as designed 
to about 76 feet, which will give a clearance of 8 feet ample for the purpose. 
The breadth at copiug will also be reduced (by taking the shallower dock and 
leaving the Inflexible out of the question) from 126 feet to 112 feet. 

Again, I think 450 feet sufficient for the length of the dock ; this will pro- 
vide for any iron-clad in the Boyal Navy, and is about 100 feet more than the 
more recent vessels require ; in fact, none but our earlier iron-dads approach 
even the limit named : and if this be granted, the guide pier may be reduced 
from 600 feet to 500 feet. 
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. The comparison therefore comes out as follows 

Sir John Sng^e&tcd 
Coode’s modifica- 
design. tions. 

Peefc. Feet. 

Length of floor from inside of caisson to Bead . . 500 450 

Breadth of bottom between altars .... 63 63 

Breadth at coping’ 126 112 

Breadth at entrance 94 76 

Depth over sill at high water, ordinary spring tides . 38 30 

Depth over sill at high water, ordinary neap tides . 35 27 

Depth over sail at low water, ordinary neap tides . 29 21 

Depth over sill at low water, ordinary spring tides . 26 18 

The reduction, more especially in the direction of depth, to the extent of 
8 feet, as shown, will weigh considerably on the estimate of cost of dock and 
subsequent keeping open of the approach channel, the dredging and blasting of 
rock in which will he restricted to the 3-fathom contour line shown on Drawing 
No. 3, instead of being carried to near the 4|- fathom line, which is situated at 
the right-hand margin of the drawing. I shall not perhaps he far wrong in 
saying that the estimate of £265,000 will be reduced by one-third if the smaller 
dock bo adopted ; and the loss in docking power is scarcely appreciable in regard 
to the iron-dads, whilst it will be possible to use the dock for ordinary merchant 
ships and unarmoured vessels, whereas, as before stated, with the larger dock it 
will remain practically unused. 

Secondly, with all due deference to the expression contained in Major-General 
Johnson's letter enclosed with the report as to the provision of a wet dock ad-i 
jacent to the yard not being essential or worth any large expenditure, I desire 
to state that the working of the yard is much hampered by having no sea face 
where ships can be berthed for repairs. We have either to retain the vessels in 
dock until completed, or, if not requiring to be docked, they must lie off at 
anchor a mile or more distant in the harbour. The native workmen in the 
latter case are removed from efficient control by Europeans, and supervision can 
only bo at a minimum ; this adds to the cost and time taken for the repairs, 
necessitates the attendance of steam and other boats, shortens the hours of 
effective labour, and, moreover, during the sonth-west monsoon, prevents a large 
number of men from attending to their duty from timidity, when they know 
they are to be employed afloat ; and, if prevailed on to attend, they are often 
rendered incapable by reason of sea-sickness. It is also necessary to pay some 
attention to their caste prejudices, which prevents them eating food on board- 
ship, a point of some importance when extra time over and above the ordinary 
hours is required of them. 

All this would he obviated by the wet dock, but I do not think full advan- 
tage has been taken of the Custom House basin within which Sir John Coode 
has plotted a dock of 2| acres extending only to the present dockyard boundary ; 
whereas a more commodious basin would be formed by simply continuing the 
Duncan Dock wall across to the Customs pier head, giving the ground imme- 
diately at the edge of proposed wet dock, say, for a width of 60 feet on the 
wharf side for dockyard purposes, and dividing the Customs pier by a boarding 
along the middle lengthwise, so as to permit of the right of way and lauding 
facilities now enjoyed by the public. The Customs work is however almost, if 
not quite, nil at this end of the town and the traffic is inconsiderable ,* the whole 
business is practically carried on at Prince’s Dock. 

The ground referred to, both wharf and pier, are already Government pro- 
perty, aud all the substantial buildings are more remote from the quays than 
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the 60.feet line named. I ,thiuk there could be but little objection to such a 
transfer of wharf when the manifest advantages arising from it are considered. 

By such an arrangement a basin of 6 acres would be formed, giving room 
for three large vessels and several smaller ones to lie afloat locked in with a 
depth of water of 18 feet, say, over the entrance sill instead of 16 feet at high 
water neap tides, as suggested by Sir John Coode. The silt, &c., in the basin 
could be cleared out after the lock wall was built ; and as tho major poi’tion of 
it is very soft and of recent deposit, no difficulty or great cost need be anticipat- 
ed. 

The site marked for the new position of patent slip appears unsuitable ; the 
old boiler workshop cannot be given up ; but the question is unimportant at 
present, because when the scheme for hauling up the torpedo boats contem- 
plated for the Marine is taken up, the whole arrangement can be gone into, as a 
much larger space will he necessary for them, which will cause probably a 
revision of some of the buildings now in the Marine storekeeper’s portion of 
the yard. It will be observed that I have taken occasion to point out and lay 
emphasis on the hearing the dock will have on the working expenses of the 
yard— a question to which considerable attention has lately been given. This ' 
view of the improbability of very large docks being remunerative was taken by 
the Bombay Port Trust authorities— their letter (a copy of which is enclos- 
ed)— to the Bombay Government, No. 2616, dated 14th July 1884, when acknow, 
lodging the receipt of a letter containing a suggestion made by the Lords Com- 
missioners of the Admiralty that the Trustees should provide a graving dock 
suitable for the larger class of Her Majesty’s ships ; their Lordships indicating 
that some contribution might be made by the Imperial Government towards tho 
cost of such a dock. In a letter to the Secretary of State, dated 10th March 
1884, the Admiralty refuse to bear any part of the cost of a dock such as i& 
now proposed ; but, oddly enough, as it appears to me, they say, in paragraph 
6, that ‘*the objection to a share of it being contributed from the Naval esti- 
mates would not be so great in the case of a contribution to a Company as in 
that of a dock constructed by the Government of India ; and the question is 
one which they would not be disposed to decline to consider.” To subsidise a 
private Company and refuse to give it to a Government actually under the' 
Crown seems, to say the least of it, odd. 

I will conclude by saying that the dock I now propose is, in my opinion, 
all that is necessary, taking into consideration the requirements of India as 
well as those of the Admiralty. 

I attach a tracing showing the comparison between the sections of proposed 
and modified dock. 


No. 57 P. W., dated dth October 1887. 


Prom— The Secretary of State for India, 
To— The Government of India. 


Your Excellency’s Government will have learnt by my telegram ot the 

20th June last, as marginally quoted, 
that it had been decided that designs 
and estimates for the proposed dry dock 
at Bombay should be prepared according 
to the dimensions recommended by the 
Admiralty, pending a reference to the Treasury as to the incidence of the 
cost. 


Tehgvawi to Viceroy, dated SOth June 1887, 
Bombay Dock. Tour Despatch, 16th 
March. Original dimensions recommended 
hy Admiralty must he adhered to, and de- 
signs and estimates should be at once pre- 
pared. Incidence of cost remains for deci- 
sion, and result will be communicated to 
you.'* 
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2. I now forward, for Your Excellency's information, copies of the cor- 
* Letter to Admiralty, dated 2i8t April 1887. re»pondence* which has passed with the 


Ditto from ditto, dated 27th May 1887. 
Ditto to Tieasury, dated 29th June 18a7. 
Ditto from ditto, dated 19th August 1887. 


Admiraltj^ and the Treasury, which I 
regret to say has not led to a satisfactory 
result, the Lords Commissioners of the Ireasury having replied that they were 
of opinion that the circumstances would not justify them in asking Parliament 
to make any contribution. 


3. The subject will be further considered, with a view to obtaining a settle, 
ment more in accordance with the wishes of Your Ifixcelleucy’s Government, and 
I shall address you again hereafter, as soon as 1 am iu a position to come to a 
final conclusion regarding it. 

4. Meanwhile, it will be desirable to prepare a modified design and estimate 
according to the reduced dimensions which have been proposed by your Goveru- 


ment. 


No. 628 P. W., dated 21st April 1887. 

From — J. A. Godlbt, Esq., Under-Secretary of State for India, 

To— The Secretary to the Admiralty. 

With reference to the corespondence which took place between the Admiral- 
ty and this OflBce in October of last year, regarding the provision of dry dock 
accommodation for ships of Her Majesty's Navy at Bombay, I am directed by 
the Secretary of State for India in Council to forward herewith, for the informa- 
tion of the Lords Commissioners of the Admiralty, copy of a Despatch which has 
been received from the Government of India with regard to the dock proposed 
by Sir John Coode. 

It will be seen that the Government of India, while fully sensible of the 
necessity of providing docking accommodation for ships of war in Indian waters, 
are of opinion that a dock of considerably smaller dimensions than those recom- 
mended by Sir J. Coode would fully meet the necessities of the case, and that 
they desire to reduce the length from 600 to 460 feet, and the breadth and 
depth in proportion. 

As the Lords Commissioners of the Admiralty have expressed their satis- 
faction with the size originally proposed for the dock, Viscount Cross requests 
that the views and recommendations of the Government of India now communi- 
cated may receive their Lordships' consideration, and that they will favour him 
as speedily as pos sible with their opinion on the question at issue. 

I am to add that it is of very great importance that the cost of this work 
shall be kept down to the least amount that will give the accommodation strictly 
necessary for the objects in view, and that the Government of India, being now 
engaged on other very large projects of a defensive character, objects strongly 
to any burden being thrown on the revenues of India that can be avoided. 
Viscount Cross entirely concurs in this view, and requests that if the dimen- 
sions suggested by the Government of India do not appear to the Lords Com- 
missioners to be sufficiently large, their Lordships will cause him to he farni^hed 
with a full statement of the reasons why the opinion of the Indian Government 
in a matter in which they are primarily concerned cannot be accepted. 


No. 4038, dated 27th May 1887. 

From — Evan Macgebgob, Esq., Secretary to the Admiralty, 

To — The Under-Secretary of State for India. 

I am commanded by the Lords Commissioners of the Admiralty to acquaint 

3 D 
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you, for tLe information of tlio Secretary of State for India, that they have 
carefully considered your letter of the 21st April 1887, and the Memorandum 
therein enclosed, dated 15th March, from the Government of India, and have 
come to the following conclusions— 

1. They consider that the proposed graving dock at Ilomhay fih<»uhl be of 
the dimensions laid down in Adniiialty letter to the India Oilice of the 30th 
March 1885, viz.:— 

Feet* 

Length from stem to head at broad altar .... 500 

Width of entrance at coping ^4* 

Depth over sill at the lowest high water (if possible) . . 30 

In laying down these* dimensions the tidal conditions of Bombay were not 
forgotten, and it was well known at the Admiralty that ships passing through 
the Suez Canal, even after it is deepened, will not draw more than 27 feet of 
water. 

The depth of 30 feet was, however, suggested because the dock might be 
required to receive an iron-clad (and without delay) which, though ordinarily 
drawing only 27 feet, had been so water-logged, either by being struck in action 
or from other causes, as to draw considerably more. 

A depth of 30 feet on the sill, or on the top of the blocks, where this is not 
flush with the sill, is therefore the least that can safely he given, but a depth 
of 35 feet (on the sill, equivalent to from 31 to 32 feet on the blocks), as pro- 
pos(^d by Sir John Coode, would be better, as it would suffice for a ship in a 
still more distressed condition. 

2. My Lords consider that the dock should have an effective width of 
entrance of at least 90 feet, and be capable of receiving H.M. S. Inflexible^ and 
I am to point out that, though that ship is at present exceptional in her beam,, 
there are other recent iron-dads which closely approach her in this respect, e.g.^ 
the Victoria and Sansjpareil are 70 feet broad, the Trafalgar and Nile 73 feet 
broad, the Admiral class (largest) 68| feet Joroad. 

"With regard to the length of 600 feet proposed, it is true that this is not 
required for any iron-clad now existing, but a dock of even greater length than 
this will be necessary to accommodate the merchant cruisers that will be 
employed during war. It is possible that the present Government and commer- 
cial docks may be available to some extent for vessels of this class, but it is 
doubtful whether they have a sufficient depth of water over their sills, for the 
fiist-class steamers of the present day require a depth on sill of 20 or 21 feet. 

If, however, the present local docks are capable of taking in merchant 
steamers of this class, the new graving dock might be made only 450 feet long, 
as proposed by the Government of India. In that case, however, my Lords 
would suggest that room should be left so that it may be lengthened, if at any 
future time the dimensions of the ships of war of the day should require it. 

With reference to the last paragraph of your letter, I am to add, in conclu- 
sion, that my Lords feel sure that the interests of the Indian Government, as 
well as those of Her Majesty's Navy, will be best served by the construction of 
a graving dock at Bombay, which will be capable of taking in the largest 
irou-clads, even under circumstances of distress, either in peace or war, and 
having this object in- view, they are unable to concur that the dimensions 
proposed by Sir John Coode aie in any way excessive. 
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* Dated 21st April 1887. 


No. 993 P. W., dated 29tli June 1887. 

From— John E. Goest, Esq., IJnder-Seoretary of State for India, 

To — The Secretary to the Treasury. 

With reference to 'the question of the provibion of a dry dock at Bombay 
for the accommodation of vessels of Her Majesty’s Navy, 1 am directed by the 
Secretary of State for India in Council to inform you that the Government of 
India have had under their consideration the plan for a dock of the descriptiori 
which was proposed by Sir John Ccode, and approved by the Lords Commis- 
sioners of the Admiralty in October 1886. The estimated cost of the same was 
265,000^., exclusive of the ftoatingf basin accommodation for gunboats and 
torpedo boats, which the Lords Commissioners of the Admiralty considered 
would be of great advantage. The Government of India are of opinion* 
however, that a dock of the size proposed would be practically useless to India, 
and that a smaller and less costly one would he sufficient for the requirements 
of the case. They calculate that the reduction of the dimensions would cause 
a saving of ab^ut one^third on Sir John Goode’s estimate. 

Upon receipt of these views Lord Cross caused the accompanying letter* to 
be addressed to the Lords Commissione s of the 
Admiralty, and I am directed to forward herewith, 
their Lordships* reply, by which it will be seen that they still continue of 
opinion that the dimensions originally proposed are not excessive, 

I am further desired to state, for the information of the Lords. Commis- 
sioners of Her Majesty's Treasury, that the Government of India are of opinion 
that an undue burden would be thrown on the revenues of India if the entire 
cost of the undertaking were met from that source, “ The works,” they contend, 
are designed, not to serve the interests of India only, but for the protection 
of the commerce alike of India and of the United Kingdom,” and they trust 
that the same arrangement as was made with regard to the Aden fortification 
may he applied to this work, the division of the cost equally between Her 
Majesty’s Government and the Government of India, 

It appears to the Secretary of State for India in Council that the arguments 
used by the Government of India deserve the most serious attention of Her 
Majesty’s Government. It has been acknowledged by successive Governments 
that the mattter is one of national importance,” and it is fully recognised in 
the letter from the Admiralty of 27th April that the dock in question is required 
in the interests of Her Majesty’s Navy serving in the whole of the Eastern 
seas, which extend to Ceylon, the Straits Settlements, China, and Australia, aa* 
well as the coasts of India, and consequently in the interests of all that portion 
of British commerce which passes through those seas, and which has of late 
grown to such vast magnitude. 

The view now taken by their Lordships as to the dimensions of the proposed 
dock, while sujpported by sufficiently cogent reasons to justify its adoption, 
does not tend to alter the opinion which has been taken by the Indian authori- 
ties as to the incidence of its cost. 


Viscount Cross feels it to be his duty, therefore, earnestly to press the matter 
upon the consideration of the Lords Commissioners of Her Majesty’s Treasury, 
with every confidence that, after viewing the case in all its aspects, and bearing 
in mind the very heavy expenditure which the revenues of India have heen, 
recently called on to bear on account of the increased military precautions 
required upon the North-West Frontier of that country, they will agree with 
him that it is only reasonable and just that this country should sh.ire with India 
the cost of a work which is required equally for the service of both countries. 
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No. 12364, dated 19tli August 1887. 

From— R. E. Welbt, Esq., Secretary to the Treasury, 

To — ^The XJnder-Secretary of State for India. 

The Lords Commissioners of Her Majesty's Treasury request you to inform 
the Secretary of State for India in Council that they have been in communica- 
tion with the Board of Admiralty respecting the contribution towards a dry 
dock at Bombay proposed in your letter of the 29th June last, and that, after 
full consideration, they have come to the conclusion that the circumstances 
would not justify them in asking Parliament to make any contribution. 

The Indian Government press for a contribution on the ground that the 
dock is designed, not to serve the interests of India only, but for the protection 
of the commerce alike of India and of the United Kingdom. But my Lords 
need hardly say that the acceptance of such a principle as the basis of con- 
tribution would lead to demands upon India in respect of many works at Home 
and in the Colonies which are now paid for out of Imperial or Colonial f undsi 

Of course, if India bears the whole cost of the Bombay docks, the Indian 
Government must determine the amount of expenditure to be incurred, and 
therefore the dimensions of the dock ; but their Lordships may remark that the 
requirements of Indian commerce, in the form of dock accommodation, would 
seem to include the means of docking the vessels of war employed for its 
protection. 


No. 67 P. W., dated 31st October 1887. 

From— The Government of India, 

To— The Secretary of State for India. 

In our Despatch No. 14 (Public Works) of the 15th March, and again in 
onr Despatch No. 44 (Public Works) of the 12th August last, we addressed 
Your Lordship on the subject of the dry dock which it is proposed to construct 
at Bombay for the ships of Her Majesty's Navy. In the latter Despatch we 
stated that the designs and estimates for the dock recommended by the Lords 
Commissioners of the Admiralty were under preparation. 

2. We now forward a report by Mr. Ormiston, the Engineer to the Bombay 
Port Trust, on the subject of Sir John Goode's scheme for this dock. The 
report is accompanied by four plans which are also enclosed. We would ask 
the special attention of Your Lordship to the objections raised by Mr. Ormiston 
to the scheme of Sir John Goode. We think that all these, and particularly 
the objections raised to the entrance channels, have great weight. We entirely 
concur in Mr. Onnistou's opinion. 

3. It will be seen that the estimated cost of the dry dock proposed by 
Mr. Ormiston, together with the wet dock close to it, is 37 lakhs of rupees, of 
which the wet dock absorbs 12 lakhs. 

4. We have further to present, for Your Lordship’s consideration, another 
project which has been submitted to us. This is a proposal made by Gaptain 
Hext, the Director of the Indian Marine, to enlarge and adapt the existing 
‘"Dnncan” docks in the Bombay Dockyard. A letter from Gaptain Hext 
(No. 37 T. S. of the 7th instant), together with the tracing which accompanied 
it, is enclosed. 
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5. The dimensions of the various proposals may be compared thus : — 



Project of the 
Lords of the 
Admiralty for 
a dry dock 
only. 

Captain Hext’ S' 
“ Dnncan 
Dock” project. 

Mr.Ormiston’s 
project which 
includes a 
wet dock. 


Ft. in. 

Ft. in. 

Ft. in. 

Length 

500 0 

660 0 

600 0 

Extreme width 

126 0 

68 0 

108 0 

Width on floor 

63 0 

47 9 

61 0 

Depth over sill at high water ordinary 
spring tides ..... 

38 0 

24 6 

30 3 

Cost 

^265,000 
=E35, 30,000 
at Is. 6d. 

fl6, 25,000 

K37,00,000 


6 The difference in cost in favour of the “ Duncan ** dock project is so 
great that on this ground alone the project commands attention. We are of 
opinion that for all practical purposes this project would satisfy all require- 
ments. and we commend it to the consideration of Your Lordship and of the 
Lords Commissioners of Her Majesty's Navy. 


Dated 16th September 1887. 

From-— G eo. E, Ormiston, Esq., M. Ins. 0. E., Engineer to the Bombay 

Port Trust, 

To— The Secretary to the Government of Bombay, P. W. Department. 

With reference to your No. 778 B, of 28th July^ I have the honour to 
submit the following report on the points therein mentioned. 

The design of dock submitted with Sir John Coode's report is, as he states, 
almost exactly similar to the new dock at Malta now under construction. 

The new Malta Dock is the outcome of the special conditions to be dealt 
with at Malta, and these are an almost total absence of tides, of powerful 
currents, and of expenditure for maiutainiug the channel of approach. It is 
therefore possible at Malta to have a dock which will enable a heavy ship to he 
docked at any state of the tide. But with a range of tide such as obtains in 
Bombay Harbour (16^ 8" at springs) and correspondingly swift currents, it would 
be found impracticable to dock vessels through a cut across the tide, the more 
so if injured and less manageable except af slack water, and as Captain Hext 
justly observes, this practically resolves itself into docking at high water. If 
this is conceded — and I venture to think it must be — the construction and 
maintenance of a dock and channel of approach of the size and depth con- 
templated by Sir John Coode will entail an expenditure for which neither bene- 
fit nor return of any kind can he obtained. 

The long projecting pier is an objectionable feature if it can be disposed of. 
Ds principal object is to steady a vessel before entering the dock. It is also 
to be utilized as a refitting wharf, and for this purpose it would be very valu- 
able, but in this harbour it is always found that any projections pointing up 
the harbour form silt traps, and the longer the arms the greater is the quantity 
of silt deposited. A dolphin consisting of an isolated pier would catch the 
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silt less and wonld answer the purpose of guiding the ship into dock, but it 
would be of use for these purposes only. Taking into consideration the useful* 
ness of the pier for refitting purposes, it may be considered desirable to retain 
this feature : if that be so, it only remains to make it as short as possible, and 
this can he done and a good berth still maintained by building the dock 
further to the westward ; the length of pier could then be cut down by nearly 
one-half and its objectionable effects reduced by the same amount. This 
arrangement I have shown on the drawings accompanying this report marked 
A and B. 

As to the channel of approach I am convinced that its maintenance except 
at immense cost may be considered practically an impossibility. To make it is 
hy no means a serious work. With a dredger of the power of the Port 
Trustees’ dredger Teredo and three hopper barges the mnd and clay could be 
cleared away in from 15 to 18 months. This must be done before the removal 
of the rock could he commenced. There is a very large quantity of moorum 
and rock which can only be removed hy blasting, and this sort of work when 
done under water is an expensive and slow business. In this harbour the cost 
reaches B75 per brass of 100 cubic feet of rock, and I do not think it could be 
done at the dockyard site for less money. It would take one and half years to 
remove the mud and clay, and as the weather will not permit boring and 
blasting in the monsoon, the removal of the rock and hard material would pro- 
bably take three and half to four years, altogether say five to five and half 
years to complete the channel. 

The cost of making this channel would probably be R7,75,000. 

Even were it possible to complete this channel at less cost and eailier than 
I have estimated, its maintenance will entail a large annual expenditure. 

Sir John Coode states that as the depth immediately seaward of the present 
entrance is so well maintained, it augurs well for the continuation of the 
improved depth in the proposed channel when executed. I do not think the 
‘circumstances warrant any great expectation from this source. 

The unusual depth to seaward referred to is caused by the ebb tide swing- 
ing round the flag staff shoal, but the whole of this deep portion is thickly 
covered with fine silt equal in softness to that which silts up all channels or 
depressions dredged across the foreshore. This silt is light and easily stirred 
up, and therefore I conclude that it would not be found in such a place if the 
currents had suflScient strength to remove it. It would therefore he fair to 
argue tha!t if the currents were strong enough to keep an artificial channel 
clear, the accumulation of silt, lying at present within the scope of the cui rents 
could not exist. 

The proposed channel has a remarkable resemblance to the channel dredged 
across the foreshore leading to the Prince’s Dock, and what takes place in the 
latter might be fairly expected in the former. 

The accompanying sketch C shows to one and the same scale the present 
Prince’s Dock cut, Sir John Goode’s proposed out, also the cut proposed by 
Captain Hext, together with the respective levels of the foreshore and the bot- 
toms of the present and proposed cuts. 

The general level of the bottom of the harbour through which the Prince’s 
Dock channel is cut is as much above the bottom of the harbour opposite the 
Dockyard as the bottom of the Prince’s Dock cut is above the bottom of Sir 
J. Goode’s proposed cut. 

Experience shows that silt is deposited mostly in the monsoon, and it is no;t. 
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usual to get a deposit of 18 inches or more in one month and an average depth 
through the year of about 5 feet. 

As the dredging plant on account of the high sea would not be able to 
work during the early months of the monsoon, the full depth of the proposed 
channel during this period never would be available. 

To keep the Princess Dock channel clear and fit for traffic requires the 
removal of nearly 600,000 tons of silt every year at a cost of B67’5500. As 
the proposed cut is more than double the area and very much deeper at the 
west or shore end, at least Rl,50,000 would be required for the annual clearing. 
This and the removal from time to time of the silt catching in the neck of the 
channel would require the services of more than one dredgei*, and considering 
the upkeep of these throughout the year, Government must be prepared for an 
expenditure for maintenance of the proposed channel of not less than, say, 
Pil,7o,000 to R2, 00,000 per annum. 

I consider two dredgers and their attendant barges would be required, for 
this reason that if it takes annually four months’ dredging to clear out the 
Prince’s Dock channel, it would thus take rather more than double for the 
proposed deep cut, as unless such an amount of dredging power was brought 
to hear, no sooner would the channel be cleared out than the monsoon and the 
consequent heavy silting would be on again. 

Dredging plant of double the capacity of that belonging to the Trustees 
would consist of two dredgers and six hopper barges, and the cost would be 
12 lakhs. 

With this dredging power the channel might be cleared of the monsoon 
silt in four months, hut even with all this plant 1 do not feel satisfied that the 
channel would ever be quite satisfactory. 

I observe Sir J. Coode proposes to use a ship-shaped caisson for closing 
the entrance to the graving dock, I would venture to point out that this shape 
is most difficult to handle in stormy weather, and I therefore recommend a 
sliding caisson which would always be under controL It would cost more, hut 
its handiness would well repay the extra cost. 

On the tracings hereto attached I have shown a graving dock practically of 
the size suggested by Captain Hext. I have made a few alterations principally 
in the shape of entrance and length of dock which I believe met with his 
approval. The depth on sill is such that there will never he less than 27 feet 
of water on the sill, at least one high water in any day of the year with the 
exception of 7 or 8 days in the monsoon (July, August, and September), 
when neither of the daily tides reach by a few inches this height. The level 
of this sill will be at 56*00 on T, H. Datum. The width of entrance should 
be 80 feet, and length of dock 500 feet, breadth of dock at coping 108 feet, 
and the clear width on floor between altars 61 feet. A section of this dock is 
attached. It will be seen that I have placed the steps leading down to the 
dock well back. The object of this is to enable steam cranes to be placed on 
rails close to copings of dock. A couple of such cranes would be very useful 
to assist in handling of the heavy shores required by large vessels, and helping 
in confined spaces where the want of physique in the workmen cannot be made 
up by numbers. 

I attach a comparison of Captain Hext’s proposed dock with two docks 
belonging to private companies subventioned by the Admiralty to induce the 
proprietors to build them large enough — said to be— to 'take in the largest 
ships in Her Majesty’s Navy. 
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Captain 

Hext. 

Kowloon 

(Hongkong). 

Esquimault. 

Length inside 

600 

500 

430 

Width at copings ...... 

108 

128 

90 

Do. at floor 

61 

66 

41 

Depth on sill at high water ordinary spring 


29 


tides . . . . • . • 

30i 

27 

Depth on sill at high water ordinary neaps . 

m 

? 

? 

C width at coping . 

80 

86 


Entrance . < 




t do. at inverts . 

75 

70 

65 


It will be seen that the proposed dock is better than either in the most 
important respects, i.c., depth on sill and width of entrance at sill level. The 
Ajax and Agamemnon require 66 feet at this level, and as Captain Hext’s 
dock gives 75, there is ample room for docking vessels of this type. 

The making and maintenance of a channel to this dock is quite feasible and 
at a moderate cost. The area which will be occupied by the channel is tinted 
yellow on plan B. 

The removal of the mud and clay will occupy nearly two months, and the 
removal of the rock 15 months, including a monsoon The whole of the rock 
would be removed and the channel complete and ready by the time the dock ia 
ready. It could he done in this way. 

The entrance works would be first taken in hand and the entrance completed 
and caisson fixed in place ; the water would then he admitted against the 
caisson and cofferdam removed and the remaining rock beneath the cofferdam 
excavated, while the remainder of the dock was in progi’ess. 

The probable accumulation of silt in the monsoon could he removed in about 
a month, but there will he a constant accumulation of silt in the neck which 
will require cleaning out from time to time. This will he of course nothing 
in comparison to the amount of silt which would gather in the proposed deep 
cut. 

The cost to make this channel will he H2, 50,000, and to maintain S20,000 
per annum, with an additional amount for working during the rest of the 
year : depending on the frequency of the neck requiring cleaning, probably 
R 10,000 would suffice. 

Reterring to the small refilling basin, as shown by a green tint on Sir John 
Coode’s plans, even although Captain Hext considers it too small, yet the 
wh<ile of the north wharf is shown on ground the property of the Bombay Port 
Trust. 

Coincident with the growth of the docks farther up the harbour, the trade 
in this basin has very much fallen off, and less space will now suffice, I have 
no doubt the Governmdht could effect an exchange for the portion of the Custom 
house basin required for Government purposes with the Port Trustees for 
Government land elsewhere- I have shown on tracing a basin which would 
contain an aiea of 4| acres, and also leave, as I believe, sufficient basin room 
for the present and prospective requirements of the trade. The Custom 
house pier will require to he demolished ; it cannot he utilized in the proposed 
works as it stands even if its direction were suited to the new arrangements by 
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reason of its dilapidated condition and also owing to the walls being founded 
considerably above the level lequired for the new basin walls. The latter 
difficulty applies also to the other walls, and I have framed the estimate to 
include the removal of the walls and all fresh work as shown by red lines. I 
have also shown a sliding caisson as an entrance instead of gates. This is a 
more expensive arrangement, but it also acts as a bridge, and in this way would 
not only be ciieaper than gates cum bridge but is also less in the way and 
better fitted to withstand the monsoon waves, which are at this place sometimes 
very high. 

I have worked out an approximate estimate for the modified scheme herein 
described, which includes dock, channel, caisson, pumping engines, wing wall 
and guide, pier culverts, sliding caisson, pumps, engines, and all the necessary 
fittings and appliances, to complete the work for H24,00,000. This includes 10 
per cent, for contingencies. 

The cost of the refi.tting basin or wet dock together with channel dredged 
to one foot below sill level, the sill to he placed at the level required by Captain 
Hext, viz , 18 feet under high water neap tides. 

The bottom of basin would also be excavated to 2 feet below sill to allow 
of a certain accumulation of silt which would be removed from time to time 
before it rose high enough to interfere with the working of the entrance. 

I estimate the basin, including caisson, bollards, walls, excavations, en- 
trances, and cofferdam, at R12,00,000. This includes 10 per cent, for contin- 
gencies. 

Another lakh should be provided for the hydraulic engine and capstans 
so necessary for working such a large dock. These appliances were not 
specially mentioned and are therefore probably not included in Sir J*. Goode’s 
estimate. 

As to the locality selected, none better on this side of the harbour exists. 
Of course Hog Island on the eastern side of the harbour possesses all the quali- 
fications of a splendid site for a great naval arsenal and dep6t, hut unless it is 
the intention of Government to create such a place the dockyard is clearly the 
best site for the proposed graving dock. 

I may mention here that the level of sill of the proposed graving dock is 
the same as the level of sill of the entrance to the Port Trustees' new dock now 
approaching completion. 

This report is accompanied by four plans marked A, B, C, D; the three 

first are referred to in the report. 1> 
gives a comparison of Sir John Coode’s 
proposed channel, Captain Hext's pro- 
posed channel, and the Prince’s Dock 
channel. 

The enclosures and plans forwarded 
with your letter under reply, as noted 
on margin, are herewith returned. 


No. 37 T.S., dated 7th October 1887. 

From— Captaiw J. Hext, B.N., Director of the Indian Marine, 

To— The Secretary to the Government of India, Marine Department. 

I venture to lay before the Government of India a proposal for deepening 
and widening the present Duncan Docks at Bombay, which I think ifiight pos- 


Govemment Besolation, Marine Depart- 
ment, No. 199, dated 16t1i May 1886. 

Secretary of State's Despatch, Public Works, 
No 67, dated 2ud December 1886, with three 
enclosures. 

(Minute by Sir John Coode Admiralty’s 
No. D, W. 3766, and Memorandum by Gene- 
ral Johnson;;) 

Four Plans. 
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sibly save a large proportion of the estimated snm for construction of the new 
dry dock, and even if, hereafter, the proposed dock is insisted on^ will render 
expenses of docking ordinary vessels much less, inasmuch as the deepened 
Duncan Dock will take any ship that the Admiralty are likely, as far as can 
be judged by their action up to date, to send to the East Indies. My proposal 
is simply to deepen the existing dock six feet and remove the lower altar or 
offset. This would put the dimensions of the dock as follows : — 

Length (extreme) 560 feet, on blocks, breadth (extreme) 68 feet, depth over 
sill high water ordinary spring tide 24 feet 6 inches, breadth at bottom 47 feet 
9 inches, breadth on blocks 49 feet. 

2. This would enable a ship drawing 22 feet, and in cases of emergency up 
to 25 feet, to be docked at extraordinary spring tides during any month of the 
year. It will be seen from the enclosed letter from Messrs. Kirby & Co , 
the contractors who are now engaged on the great extension works to the 
Prince’s Dock, ihat they estimate the total cost at 5i lakhs, and to this must 
he added 1 lakh for contingent expenses, such as alterations to pumping engine, 
if required, and the cost of deepening the existing channel, — this last, as a new 
dredger must in any case be ordered from home, need not he taken into 
account, as it would be part of the dredger’s current work. By judicious ar- 
rangement I apprehend Government would only lose the use of one of the docks 
(the Duncan is a long dock divided by a caisson) for one cold season, and for 
this time in cases where I could not by lightening the vessels get them into 
the Bombay dock, an aiTaugement could he made with the Peninsular and 
Oriental Company for docking such ships as were required. It will be seen by 
the sketch attached that the new class of steel protected cruiser, first class, of 
which the is one, can get into this dock, as also the Zeander class 

(steel 2nd class steam cruiser). On these two types of vessels defence of com- 
merce and protection of foreign poits will most probably depend; both the above 
are of new design ; besides, the Invincible, Iron Zuhe, Audacious, Shah, and 
Ztupert could also be docked, and the Indian troopships, without lightening. 
This list includes the iron-dads hitherto sent to the China Station as flagships, 
and as long as the present maximum draught allowed through the Suez Canal, 
viz f 24' V, is maintained, practically permits any vessel likely to be sent to 
Indian waters to be docked. Some of the ships mentioned may require lighten- 
ing, but not to any very great extent. 

3. I submit that if India had a dock capable of holding the vessels of the 
glasses enumerated above, that she would be in a position to say to any demand 
from home for a huge dock of a size which would seldom or never be used 
(certainly not once a year, in the event of this proposal being approved), tl»at 
until the Admiralty actually specified the size of the vessel they intended send- 
ing, and proved she could go through the Suez Canal, they saw no cause for 
going to ^uch an enormous expense as that proposed by Sir John Coode. 
Another point should not he lost sight of, and that is that an actual return may 
be looked for, as heavy diaught merchant ships of great length would use the 
dock without interfering with private enterprise, as none of the existing docks 
in Bombay can take them in. 

4. Sir John Goode’s dock is estimated at £265,000, or at Government rate 

of exchange, B35,33,330. This is 6^ 
lakhs, and this dock will be a workable 
dock for all our own vessels, and also 
for any Royal Navy ships hitherto sept 


At It. 
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to the East (with, I think, one exception, the Agamemnon), ajjairst an unwork- 
able dock except for laige iron-dads, which I maintain are unlikely ever to 
come to Indian waters. In any case I am sure that the money will he well 
spent. 

5. I propose subniittiiigr detailed plans directly I arrive in Bombay, about 
the 21st October, which will show the dimensions more fully. I cannot add 
them now, as they must be prepared on the spot under my supervision. 


Bated 22nd September 1887. 

From— John Flemin©, Esq., Bombay, 

To — ^The Director of the Indian Marine. 

As directed, a trial pit has been sunk at the back of the south wall of the 
Duncan Dock, as per tracing enclosed. 

You will observe that the dock walls descend perpendicularly to a depth 
of 12' S", at which level very heavy masses of basaltic rook, with a little 
moorum in the interstices, were met with and the wall is set in 2' to clear the 
rock. 

At 2' 6'' lower it is again set in V 6". At 19' 1" from the coping level 
solid rock was reached, when it appeared needless to carry the exploration 
further. 

At this level yon notice the wall is T 6'' in thickness, and it is probable that 
it is cairied down to the bottom of this thickness. Mr. Sharp and I have 
carefully considered the matter and anticipate no serious difficulty iii widening 
the dock as pioposed, by removing the lowest offset and in deepening to the 
extent of six feet. 

The work must he done with care, and in short lengths, and will therefore 
need time, but we are confident it can he completed in two working dry 
seasons. 

Assuming the masonry to be of the same class as tnat of the existing dock, 
we roughly estimate that four lakhs of rupees should fully meet the cost of 
throwing a sound dam across the entrance, of widening and deepening the 
dock, and providing all necessary masonry ; hut this sum will not cover the cost 
of caisson and gates. 

We have not gone closely into the question of cost of these, but taking the 
cost of the caisson provided by the Port Trustees for the communication passage 
between the Piince's Dock and the extension as a guide, a lakh and a quarter of 
rupees should cover the cost of two caissons. If made of teak timber it should 
be somewhat less. 

We have not quite made up the statement of expenses in connection with 
digging and refilling the trial pit, but they will not exceed R75. 


No. 35 (Public Works), dated 8th June 1888. 

From— Tne Government of India, 

To— The Secretary of State for India. 

Adverting to our Public Works Despatch No. 8, dated the 31st January 
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1888, we have "the honour to report that the Port Commissioners of Bombay 
have decided to build a g:raving dock, opening out of Prince’s dock, of the 
following dimensions : — 




Feet. 

Length 

• • • 

. . . 660 

Width of entrance 

• • • 

. . . 66 

„ dock bottom 

* « • 

. . . 70 

„ » top 

• • • 

. . . 90 

Depth on sill ordinary springs . 

. 26 


The floor of the dock to be 2 feet lower than the sill. 


The Trustees have called upon their Engineer to prepare the necessary plans and 
estimates. 

2. We report this matter in order that Your Lordship may be in a position 
to give the Lords Commissioners of the Admiralty information concerning the 
accommodation which may possibly be available in Bombay for the ships of 
Her Majesty’s Navy. 


No. 48 (Public Works), dated 13th July 1888. 

From — The Government of India, 

To — The Secretary of State for India. 


In the second paragraph of our Dt'spatch No. 8 Public Works of the 31 st of 
January last we informed Your Lordship that arrangements had been made to 

piepare plans and estimates of the dry- 
dock at Bombay of the dimensions noted 
in the margin, as proposed by Sir John 
Coode in his letter No. 1018 of 1 1th J une 
1886 to the Under-Secretary of State for 
India for ships of Her Majesty’s Navy. We now forward these plans and esti- 
mates which have been prepared by Captain Olivier, R.E., with the advice and 
assistance of Mr. George Ormiston, the Engineer of the Bombay Port Trust. 

2. On the 31st October last, we forwarded with our Despatch No. 67 Public 
Works a report by Mr. Ormiston, which dealt with this question of a dry-dock. 
We would invite Your Lordship’s attention to Mr. Ormiston’s objections to the 
proposed entrance cluimel as given in that report. These are substantiall3’' 
repeated in the report which is attached to the estimate now sent, and we would 
again suggest tliat they merit the serious consideration of the professional ad- 
visers of Her Majesty’s Government on this question. In that same Despatch a 
proposal with reference to the Duncan Dock in the Bombay Dockyard was for- 
warded for Your Lordship’s consideration. 

3. We have already reported in onr Despatch No. 35 Public Works, dated 


Sib JoHir Coons’s Bock. 

Feet. 

Clear length . • . • . fiOO 

Breadth at floor level .... 63 

Depth over sill, high-water spring tide B’i 
Ditto low-water ditto • 26 


PoBX Tsitstees’ Dock. 

Feet, 

♦ Length 650 

Width at entrance .... 66 

Depth over riU, ordinary springs , 26 

t No. 14 Public Works, dated 16th March 
1887. 

No. 44 Public Works, dated 12th August 
1887. 

Duvcak Dock. 

Feet. 

t Length 660 

Breadth at floor level . . * 47 

Depth over sill, ordinary springs , 244 

Navy, and the estimated cost of which 


8th June 1888, that the Trustees of the 
Port of Bombay intend to construct a 
dry-dock of the dimensions noted in the 
margin* connected with the Prince’s 
Dock. In the earlier Despatches mar- 
ginally noted,t we reported the dimen- 
sionsj obtainable by deepening the Dun- 
can Dock, which seem to us all that is 
necessary for the ships of Her Majesty’s 
project amounts to R6,26,000. So that 
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Your Lordship is now in possession of all the information on this subject which 
it is in our power to afford. 

4. With reference to the estimate which is now forwarded, we would remark 
that the total of R36,41,042 is for Works ” alone, and is exclusive of charges 
for Tools and Plant and Establishment. In a special case of this kind, these 
charges might possibly not exceed 12| per cent. If so, the ultimate cost of the 
dock might be about 41 lakhs of rupees, or say £275,000. 

5. Captain Olivier is at present in England on leave, and should Your Lord- 
ship consider it necessary, he might be placed on duty in connection with this 
project. 

6. We desire, in conclusion, to record onr opinion that if the Port Trust 
carry out the scheme which was described in onr Despatch No. 35 Public Works, 
dated 8th June 1888, it cannot be necessary for our Government to build another 
dock in addition, at a cost which can be very ill afforded at the present time, if 
indeed the money could be found at all. If, however, it is decided to carry out 
Sir John Goode’s scheme in spite of its great initial expense, and the still more 
formidable cost of annual clearance of the channel, we trust that full attention 
will be paid to our protest as to the incidence of the expenditure. We have not 
been informed of the result of Your Lordship’s latest communications with the 
Treasury on the question of an Imperial contribution towards the expenditure ; 
but we adhere to our opinion that India ought not to be required to hear the 
entire cost of a work the magnitude of which is measured by the demand of the 
Admiralty, and not by the necessities arising from the purely Indian aspects of 
the case. 


Enclosure Nos. 1 and 2 to Public Works Despatch No. 48 of 

1888. 

Report by Captain Heney D. Olivieb, B.E., Executive Engineer, Military 

Works, 

The want of a graving dock in Bombay induced Government in 1886 tc 
obtain the services of Sir John Coode with a view to designing the same. His 
report with certain plans, indicating the site of the dock, has been submitted to 
Government ; and on the lines of these plans, I was ordered in February of the 
present year to draw out detailed plans and estimates, which 1 have the honour 
now to submit. In doing this I have worked as much as possible on the lines 
of the present graving dock at Malta, supplementing the same by some details 
in accordance with the advice of Mr. Ormiston, Executive Engineer, Port Trust, 
and adapting the whole to fit the locality, the nature of the site, and the descrip- 
tion of stone most easily obtained. 

On Sir John Goode’s report Mr. Ormiston had the honour to submit a second 
report, in which he disagrees therewith on several points. 

The two chief of these points were the nature of the closing caisson and the 
extent of channel to be excavated. 

As regards the first of these points, Sir John Coode bases his reasons for 
using a floating caisson on the advantages gained for cleaning and examining 
the same if it be damaged by “pitting.” Mr. Ormiston, on the other hand, 
points out that in a tide way and a harbour like Bombay, where the weather is 
at times very boisterous, a floating caisson will be apt to become unmanageable. 

The dock at Malta is fitted with a sliding caisson, and I am inclined to 
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think that this description of caisson would be better suited to the present case. 
Though if the mouth of the dock be protected by a pier the difficulty of 
management would be reduced considerably. I do not think the question of 
cost, which is another argument used by Sir John Coode, is worth considering in 
a matter of this kind. 

As regards the excavation of the channel. Sir John Coode rectnnmends that 
it be cleared to a depth of 40 feet below high spiing tides, and 28 feet below 
low spiing tides, i.e., to a level of 46 on Town Hall datum. This will neces- 
sitate an initial excavation of rock. 


Cubic feet. 

Itoch, 

Cubic feet. 

R 

875,000 

at BlOO per 100 

. . 8,75,OoO 

190,000 

Mocrrum, 
at B50 per 100 

95,000 

20,000,000 

Mud. 

at B1 per 100 

. 2,00.000 


Total 

. . 11,70,000 


And allowing that the figures quoted by Mr. Ormiston are correct, which, as 
he has much experience of the locality, they most probably' are, the silt will 
accumulate to a height of 60 feet on Town HjiII datum in this channel during 
the monsoon. This will mean a yearly deposit approximately of 25,000,000 
cubic feet of mud. The initial cost of the channel will then be Rll,70,000, 
and the yearly cost of dredging the same B2,60,000. 

Moreover, the channel would he useless during 8 months of the year on 
account of the time required to carry out thisr amount of dredging. 

I consider that this is almost fatal to the larger scheme, 

Mr. Ormiston in his report proposes to give the dock a depth of 36 feet ; this 
would represent a depth of 28 feet at high water over the hill, and an excava- 


tion in the channel of^ 

JRoch. 


Cubic feet. 

Cubic feet. 

B 

200,000 

at RlOO per 100 

. 2,00,000 


Movrum. 


84,000 

at R50 per 100 

42,000 


Mud. 


3,000,000 

at R1 per 100 

. . 30,000 


Total 

. . 2,72,000 


and a yearly deposit of 3,600,000 cubic feet to dredge, which would cost 
K36,000 per annum. Mr. Ormiston, proposing to place his dock further back 
so as to utilize the present pier for a length of 450 feet as a refitting whaif, 
estimates the cost at B21,00,000. I should, however, prefer leaving the pier 
ns proposed on present plan ; and simply altering the depth of the dock and 
channel so as to enable vessels to he docked at high water instead of at low 
tide; as a matter of fact I believe that it will be found almost an impossibility 
for a vessel to enter the dock except at slack water, so that the advantage of 
having a channel deep enough to allow of access during all states of the tide is 
not worth the enormous outlay it will necessitate. 
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By reducing the depth of channel and dock 10 feet vve should get a 
saving — 

K 

In excavation outside dock, of 9,00,000 

5, ,, ini'ido ,, ..... 40,000 

,, rubble masonry inside ..... 20,000 

„ ashlar „ ..... 60,000 

t.e., a total saving of BIO, 20, 000, or approximately B 10,00,000, and a yearly 
saving of B2 lakhs ; moreover the dock will, in consequence of the gi-eater 
rapidity with which the smaller channel can be dredged after the monsoon, be 
available for a far larger proportion of the year. The cost of the dock as thus 
designed would, according to my present calculations, amount to £.26,50,000 
approximately. 

In conclusion, I have the honour to point out that the Port Tiust are, I 
believe, intending to construct a graving dock in connection with their new 
Victoria Dock, and I can hardly imagine but that some mutual arrjingement 
could not he arrived at by which this might be made to meet the needs of 
Government. 

If this could be done it is hardly necessary to point out that it would be an 
immense saving to Government. 

No. So, dated 24th April 1888. 

Abstract JSstimate framed by Captain M. D. Olivier^ R.E., Executive 
Engineer, Military Works, Bombay, of the probable expense that will 
he incurred in constructing a Graving Dock in Ser Majesty's Dockyard 
at Bombay. 

£36,41,042— No. 140B of the 2nd February 1888, from the Under-Secret.iry 
to Government, Public Works Department. 

General Desceiption. 

The graving dock for which the accompanying plans have been designed 
is one which it is proposed to situate in Her Majesty’s Dockyard at Bombay; 
its position will lie between the present old Bombay Dock and the pier or 
breakwater, which will be extended a further length of 600 feet, to afford 
further protection. 

Bosition. — The position was fixed by Sir John Coode, who supplied certain 
site plans, which are attached. No details were however given, and the whole 
of the latter have been worked out in this office, in consultation when necessary 
with Mr. Ormi&ton, Executive Engineer of the Port Trust, whose assistance 
has been of great practical value. 

Dimensions. — The dock itself will have a clear length of 500 feet, and a 
breadth as under : — 

Breadth at floor level 63 feet. 

Breadth at broad altar . . . • . • . 97 „ 

Breadth at coping 126 „ 

The depth will be such as to afford the following : — 

Depth of water over siB, at high water spring tide , , 38 feet. 

Depth of water over sill, at low water spring tide . . 26 „ 

Construction.— TI oq construction of the dock is as follows. The whole of 
the facing, steps, and slides, altars, and flooring will be of the best ashlar, as 
specified, laid in Portland cement mortar, 1 to 1 of sand, and this will he 
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backed with rubble masonry, laid in mortar consisting for the lower 6 feet of 
9 parts of lime mortar to 1 of Portland cement, and for the remainder, of the 
best lime mortar. 

The thickness of the rubble backing will be as shown in the sections, and 
the flooring will be given a foundation of the same, 12 feet thick. 

The entrance to the dock will consist of an invert faced with ashlar, having 
a breadth at coping of 99*6 feet, and a section as shown in detailed drawings. 

The opening will be closed by a floating caisson working in a groove, which 
will be lined with granite. No details of the caisson are given, but can be 
worked out hereafter. 

The sides of the dock will consist of 6 altars, 2 feet broad and 5 feet high, 
leading down to the broad altar, which will he 4^ 6'^ broad. Below this the sides 
are stepped down, as shown in the general section, plate 2 ; at intervals of 70 
feet, slides and steps are alternately provided, the details of which are given in 
the plans. 

The floor of the dock is given a fall of 1 foot towards the entrance, for pur- 
poses of drainage, and to assist in keeping out leakage a drain is run all round 
the dock, beginning at the west side of the entrance, and falling 2/ &' to the 
east side where it enters the sump. 

Filling arrangement. —The dock will he filled by two culverts, one on each 
side of the entrance, which run as shown in plan, and are fitted with double 
faced penstock valves and the necessary stops for inspection purposes. 

Emptying arrangement , — The emptying arrangements are as follows. The 
dock drains into a sump on the east side of the entrance, and thence a culvert 
5' X 6' will run to the pumping well, from which the water is lifted by 3 cen- 
trifugal pumps and discharged into the sea at low water level. Arrangements 
will have to he made to prevent the flooding of the pumps. If, however, it is 
considered that this will result in risk, the alternative plan will have to he to pro- 
vide plunge pumps and to station the engines on the upper level. The cost of 
these will however be very great, and I consider that centrifugal pumps pro- 
p«?rly protected will answer the purpose quite well. 

Itudder cTiamher, 

There will be a rudder chamber provided in the flooring of the dock ; it will 
be 12 feet deep, and lined with ashlar, in order to allow the rudders of any 
vessels which may require it to be unshipped. 

Fier. 

The present pier will be continued, and the wall of eastern approach to the 
dock will be produced to meet it so as to form a new pier 600 feet long. The 
section of the walling will he as shown in plan (3), and will consist of rubble 
masonry faced with ashlar, averaging 2 feet thick ; the latter shall in every way 
resemble the ashlar of the main work ; in arriving at a rate for this work double 
the ordinary rate is taken so as to allow for founding the same, the best means 
of doing which is not here discussed. 

Capstans, 

There will he three capstans worked by hydraulic pressure round the dock, 
one ou each side of the opening, and one at the eud; there will also be one at 
the pier head. 

The whole of them will he connected in the hydraulic machinery, the pipes 
of which will be carried as shown in plan (12). The penstocks, &c., will all 
also be worked by the same means. 
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The Engine Mouse, 

Tliis consists of a boiler room and a coal shed, covered by a cast-iron tank 
capable of holding 50,000 gallons of water, and also of a main engine room and 
supplementary engine room and accnraulator for the hydraulic engines. The 
main engine room will be at a low level, viz , about 42 Town Hall datum, being 
sunk in a well, and it and the hj'draulic engine room will be roofed with Man- 
galore tiles on teak rafters and iion trusses, as shown in plans. 

The details of stairs, doors and windows are shown in plan. The plinth 
and superstructure will be built of coursed rubble masonry backed with un- 
coursed ditto, the cross walls being of nncoursed rubble throughout. The found- 
ations will be of rubble masonry. The chimney will be of brick founded on 
concrete, and the accumulator which is of coursed rubble hacked with uncoursed 
ditto will also be founded on concrete. 

Pumps and Engines, 

The pumps will be capaple of emptying the dock in 4 hours, and a lump 
sum is taken for their cost ; if plunge pumps are used this sum must be inci*eased 
to £30,000. 

Main Dam, 

In order to enable the work of excavation and construction to be carried out 
it will be necessary to exclude all water from the works ; for this end a dam, to 
be called the main dam, will have to be made between the end of the present 
breakwater and the eastern abutment of the old Bombay Dock. This should 
be such a structure that when the space within is empty it shall be capable of 
keeping out the highest tides from the site of the works. If, as is possible, the 
work be carried out by contract, then the contractor shall submit with his ten- 
der a design for the same, and shall be held responsible for the efficacy thereof 
when constructed. 

Further stipulation as to the nature and construction of the dam will he 
given at the time of calling the tenders. 

Eieterior Dam. 

As the present pier is founded on “ Pierre Perdue'* it is quite possible that 
it will he found that when the interior portion is excavated blowing*’ may 
occur ; in order to guard against this it will probably be necessary to face the 
whole of the outside of this pier with a Dam, to be called the exterior Dam. 
This will be put in on the similar conditions to the main Dam. 

Materials of Dam, 

The earth for both of these dams can he taken from the materials to he exca- 
vated from the interior of the dock, and this should be borne in mind in esti- 
mating for these items. 

Excavations and Foundations, 

The whole of the excavation to be taken down to the full depth shown in 
plans, or lower if ordered. The foundations surface to be thoroughLy cleaned ; 
any crevices to be scraped out and filled in with mortar and chips. No founda- 
tion to be laid until the surface of the rock has been passed by the Engineer. 
The whole of the surface so passed should he covered with a layer of Portland 
cement on which the rubble foundations will be laid while it is still wet. 

The pumping operations are to be so arranged that the work should be kept 
perfectly free of water while the fouudations are being laid, and that no mortar 
is diawn out of the work with the pumped water. 

3 E 
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Materials, 

Eulhle.^k\\ rubble xnasonvy to be built o£ large sized flat bedded stones, 
properly selected for their places, the stones to be roughly dressed with a ham- 
mer so as to have no weak edges, and carefully laid with a suitable proportion 
of chips to fill the interstices. The whole to be hand set and solidly bedded in 
mortar, with which also each piece is to be completely surrounded. The stones 
to break joints both vertically and horizontally, there shall be no hollow or dry 
portions in the work. The stones at quoins, offsets, and falls (other than those 
faced with coursed rubble, hammer dressed, as lining to culverts, composite 
facing or ashlar) are to be specially large. They are to be hammer dressed, and 
have the face joints and leads neatly drawn. The rubble masonry is to be car- 
ried up simultaneously with the facing, and be well bonded into it. 

Ashlar , — The facing of the dock walls, penstock chamber, &c., to be of 
ashlar, laid in alternate header and stretcher courses, from 9'' to 18'' high, as 
shown in the plans, the headers to tail into the work twice their height and 
the stretcheis not less than their heiiiht. The joints in all cases are to be 
dressed full and fair to a depth of at least 6 inches, within which they may 
be left rough. The lower beds of all the stones to be dressed full and fair 
tor their whole depth. The upper beds of the binders to be dressed full and 
fair for IS'' inches in depth, and of the headers and stretchers for 9 inches 
in depth. All the stones except binders in wing walls, round head, circular 
head of pier and salient corners, are to be 3 inches deeper on bed than those 
used in straight work or hollow comers (which are described above) and to 
be dressed full and fair, on upper beds of binders for 21 inches in depth, and 
on the upper beds of headers and stretchers 12" in depth, but otherwise they 
are to be similar in description. The tails in all cases are to be left rough, 
the faces to be medium, dressed fair, and to the batter where there is any. The 
upper two courses or as many as may be ordered under the coping headers, to 
be adjusted in height to suit the proper level of the top of the walls. All 
stones are to be laid and jointed in Portland cement mortar, consisting of one 
part of Portland cement to one part of clean sand, and all joints are to be scraped 
out clean 1" in depth, and pointed with Portland cement. No beds or joints to 
exceed f" in width. The flooring will consist of what may be called composite 
ashlar, being composed of alternate headers and stretchers interspersed with 
large bond stones 2' X 2' X 4' tailing down into the rubble below, as shown in 
plan No. (2)* 

Ashlar in eo'ping^ drain ojienings and InverU 

The coping of the top of the dock and also the broad altar is to be laid, one 
header and two stretchers alternately. The headers to be of an average of 18" 
long on the face, and to be of the full height of 18," and the full breadth of 
header in the case of the coping to be 4' aud in the case of the broad altar 6 
feet. The two stretchers between them to average 6‘ long in face. All joints 
to be dressed full and square the whole depth, the front edges to have nosing 
as per detailed drawings. The coping of the altars will be similar to the above, 
but all stones will tail into the work to a depth of at least 1 foot. The steps 
and slides will be laid as shown in detailed plans, all joints being dressed full 
and fair for their whole depth. 

The beds and joints of the ashlar in drain openings, culvert outlets, &c 
are to be dressed full and fair for their full depth. The entrance and emptying 
culverts will, where necessary, be lined with ashlar rough dressed on face, and 
averaging 18" iu depth, all joints being dressed back fair for their full depth. 
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The ashlar of the insert to average 3 feet on the floor and on the curves 
and sides, all beds and joints to be dressed full and fair for the whole depth, 
the edges to be rounded off as shown in plans. 

Granite Worh . — The caisson groove, penstock chambers, 2 stop groove 
junctions, with emptying and filling culverts to be of granite of the best quality, 
as shall be specified when calling for tenders, to be set in one part Portland 
cement and 1 part sharp clean sand, the joints after being raked out 2 inches to 
be caulked with oakum and repointed with Portland cement. 

Stone * — The whole of the stone to be of the best quality, and approved of 
by the Engineer, and with the exception of what is specified to be granite, it is 
to be blue basalt of the best quality procurable in the Island of Bombay or 
adjacent thereto. No stone-witb dries, vents, flaws or any other defect is to be 
put in the work. 

Unless otherwise specified, the exposed faces are to be fine dressed, and in 
every case all surfaces are to be true and out of winding ; the beds to be dressed 
full and fair for their whole depth, and the joints full and fair for at least 6 
inches in depth, the tails being left rough ; the joints, front copings, are to be 
joggle-grooved ; if required the stones in circular work and arching are to he 
cut to suit the circles, and the joints are to radiate and be summered for the 
full depth of the bed. 

The stone to be laid on its natural bed ; the bond to be generally equal to 
the height of the course. Stones which are too heavy for two men to lift are 
to be set by lewises or cramps, or shears and proper tackle. 

The stone which is likely to be used in the course of the day is to be kept 
under shade so as to be cool while being laid; the stones to be wetted with 
swabs just before they are to be laid; the work itself while being built is to be 
protected from the sun by maud ups of matting. The work is to be kept free 
of water while in progress by steam pumps of ample power to do so. 

The present wharfs, fortification walls and slips are to he removed, and 
approved portions of the materials are to be utilized in the new work as the 
Engineer considers may best be done. 

Mortar . — The mortar to be used on the work, unless when specially speci- 
fied as of Portland cement, to be composed of one part of lime and one part 
of clean washed sand, and when specified one-tenth part of Portland cement may 
he added ; but the proportions may he varied at the option of the Engineer, 

The ingredients to be mixed in pan-mill driven by steam power, as long and 
in^ such a manner as the Engineer may order; no mortar mixed with Portland 
cement to be used older than 24 hours. 

Lime . — To be the best audheri Kunker lime freshly burnt, to be approved 
by the Engineer to be slaked on the work in the presence of the Engineer or his 
agent, and screened so as to remove aU foreign matter. 

Sand. — Sharp, clean, hard sand, free from shell, and to be washed free of 
earthy impurities and screened. 

Portland cement.-^To be from approved maker from the Thames or Medway 
in England, it shall weigh not less than 90& per cubic foot, and be ground 
sufficiently fine to pass through a sieve of 2,500 meshes per inch with not over 
10 per cent, residue. Specimens mixed neat in water shall be able to support 
in tension 350 lbs, per square inch when seven days old. The cement for point- 
ing, unless otherwise specified, is to be mixed with its own hulk of moderately 
fine sand, washed and screened. The cement must not set in any season of the 
year in less than two hours. 

3 e2 
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The concrete to he composed of 4 measures of stone metal 11'^ 
gauge or clean shingle, one measure of fresh lime and one and a half measures 
of sand, or in such other proportions as may he found desirable. These ingre- 
dients to he well mixed at the site in a trough of a suitable description, 
sujBScient water being added to bring them to a proper consistency. The con- 
ciete to he well rammed in successive layers of about 8 inches, until the neces- 
sary height is attained ; care must be taken to keep the sides plumb, and if 
necessary planking must he used. 

Coursed Bubble Masonry . — The masonry in the Engine house to he 
similar to that in the new barracks now in construction at Colaba, 

JBrieh work . — Bricks to he firmly and evenly bedded in mortar and laid in 
English bond. The joints not to exceed and in all circular portions to 
radiate truly from the centre, the bricks being gauged to proper shape to this 
purpose, all bricks to be well soaked in water before being used on the work, and 
no broken pieces to he used at closures. 

Wood worki — The doors and windows, wood work, &c., in the Engine 

shed will be according to Captain MarryaVs specification. 

Demolition.^ A. considerable number of buildings, walls, &c., will have to 
be removed, and some of them, for instance, the slip ways and spar sheds, will 
probably have to be rebuilt elsewhere ; a lump sum has been taken for this, 
allowing for the demolition, and also where necessary for their reconstruction. 

Filling The amount of filling in, if the old fortification he taken into 
account, as it will have to he, will not exceed the amount of excavation ; it is 
therefore not proposed to take any account of it, but a sufficient rate has been 
taken for excavation to include the placing of the material excavated where 
required ; the distance in no case exceeds 200 feet. 

Excavation."^ kny surplus materials excavated can in the case of rock, and 
if it is tit for the purpose, be used as rubble ; and this must be taken into account 
in tendering for the work. The remainder must be removed and, in the case 
of rock, stacked, as pointed out by the Engineer. All earth must be used for 
filling or for the dams. 


General Abstract, 


Quantity, 

Items. 

Rate. 

Per 

Amount. 




a. a. p 


R 

dco. 

876;000 

Cubic feet . 

Excavation in rock under 
water in approach, channel. 

100 0 0 

100 

8,75,000 

00 

190,000 

Ditto 

Excavation in rock under 
Moorum in approach channel. 

60 0 0 

100 

96,000 

00 

19,500,000 

Ditto 

Excavation in rock under Mud 
m approach channel. 

10 0 

100 

1,95,000 

00 



Total Cost of Excavating 
the approach channel. 

Excavation in rock within the 
dam. 

... 

... 

11,65,000 

00 

2,639,837 

Ditto • . 

6 0 0 

100 

1,26,991 

85 

1,168,489 

Ditto 

Excavation in earth within the 
dam. 

3 0 0 

100 

34,764 

07 

1,053,062 

Ditto 

Eilling in with Rubble Mason- 
ry as per specification in 
main work. 

27 8 0 

100 

2,89,812 

6 



Carried over . 
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General Ahstract — conid. 


1 

Quantity, 

i 

Items, 

Rate. 

Per 

Amount. 




R a. p. 


R 

dec* 



Brought forward 





261,935 

Cubic feet , 

Ashlar in with Bubble Msaon- 
ry as per specification in 
main work. 

250 0 0 

100 

6,6i,837 

60 

I 

1 

1 

627,725 

Ditto 

Filling in with Bubble Mason- 
ry in Pier. 

BO 0 0 

100 

2,63,862 

60 

100,400 

1 Ditto 

Filling in with Ashlar in Pier 

250 0 0 

100 

2,51,000 

00 

: 1 

80 , Bunning feet | 

Tunnelling • « • • 

80 0 0 

1 B. ft. . 

2,400 

00 

1 

1 Number 

Cost of building. Engine house, 
&c., as per Estimate. 

60,000 0 0 

Each . 

60,000 

00 

1 

i Ditto 

Cost of purchase and erection 
of pumping Machinery. 

1,50,000 0 0 

Ditto . 

1,50.000 

00 

1 

Ditto 

Cost of erecting hydraulic 
Machinery connected with 
Capstans and Penstocks. 

50.000 0 0 

Each 

60,000 

00 

3 

Ditto 

Cost of fixing and Pm chasing 
Penstock arrangements. 

3,760 0 0 

Ditto . 

11,250 

00 

4 

Ditto 

Capstans • • « • 

4.500 0 0 

Ditto . 

18,000 

00 

1 

Ditto 

Caisson (floating) • , 

1,20,000 0 0 

Ditto , 

1,20,000 

00 

400 

Bunning feet. 

Main dam • • • . 

250 0 0 

R. ft. . 

1,00.000 

00 

450 

Ditto 

Exterior dam • • . • 

200 0 0 

Ditto . 

90.000 

oo 

4,969 

Cubic feet . 

Granite facing to Caisson, 
Groove, &c. 

8 0 0 

Cubic ft. 

39,752 

00 

1 

Number 

Cost of removing the present 
Wharf, Slip and Spar shed, 
and leplaclng them if neces- 
sary. 

60,000 0 0 

Each 

60,000 

00 



Total • 


... 

23,02,669 

97 



Add total "cost of excavating 
the approach channel. 

... 

... 

11,66,000 

00 



Total 

... 

... 

34,67,659 

97 



Add contingencies at 5 per 
cent. 

- 

... 

1,73,382 

19 



Grand Total 

a«9 

... 

36,41,042 

... 


H. D. OLIVIER, Captain-, E.E., 
£!xecutive Engineer i Military Works, Bombay District, 
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Karachi Harbour. 


No. 18 (PtLljlio Works), dated 23rd March 1886. 

From — The Government of India, 

To — The Secretary of State for India. 

Adverting to Yoar Lordship’s Despatches Nos. 139 and 30, Railway, 
dated the 8th November 1883 and 27th March 1881*, and in reply to Your 
Lordship’s telegram of the 28th October last and Despatch No. 45, Public 
Works, dated 12th November 1885, we beg to report our proceedings in respect 
of the improvement of Karachi harbour. 

2. The conversion of the Karachi creek into a port suitable for sea-going 
ships of considerable size first was commenced in 1860, upon a regular system, 
under the advice of the late Mr, J. Walker and Mr. W. Parkes. The works 
were mainly directed to sheltering the bar by breakwater, and to deepening the 
harbour and entrance by means of groynes, dredging, and other expedients. 

3. In 1882 the condition of affairs was, that the anchorage area (20 feet 
depth and upwards) had been increased from 68| to 90 acres, and the entrance 
to it over the bar deepened by from 6 to 7 feet ; at Kiamari, which is at the top 
of the anchorage, some wharfage had been built, and an iron pile ship pier, called 
the Merewether Pier, was under construction ; while a creek, a mile and a half 
long, running up to the native town of Karachi, had been deepened for the use of 
native coasting vessels, and lighters bringing cargo discharged by vessels in the 
anchorage, and had been provided with a large jetty. 

The measures contemplated in the early future were (1) the removal of 
“ Deep Water Point,” and (2) the prolongation of the East Groyne, both intended 
to improve the anchorage and its approaches, as also (3) a moderate increase in 
the facilities for landing. 

4. At this juncture, the rising importance of the wheat trade and other 
circumstances contributed to a general awakening as to the backward condition 
of the port. 

In August and October 1882, Mr, Ligbtfoot, tbe Acting Agent, Sind, 
Punjab and Delhi Railway, represented forcibly to bis Board (1) that cartage 
and agency charges were excessive, chiefly owing to the double handling of 
exports at the city of Karachi; (2) that Home freights were high, owing to 
the want of special enconragement to imports ; and (3) that the landing accom- 
modation and conveniences were utterly insufficient, as well as unnecessarily 
distant from tbe shipping. The essence of his recommendations was the deve- 
lopment of Kiamari and tbe gradual transfer of business there. He was sup- 
ported by Mr. Gilbert, the Deputy Agent of the Railway, who recommended 
tbe formation of a Port Trust, the raising of loans to meet capital outlay, and 
the solicitation of Government aid. Mr. Benedict, the Chief Engineer of the 
Company, suggested details for reclamation of wharfage at Kiamari and its 
direct connection with the railway by a line along the Napier Mole. The 
Punjab Government also, in a Resolution dated November 28tb, 1882, npon the 
development of tbe wheat trade, endorsed Mr. Lightfoot’s suggestions, and 
offered others of much importance. 

^ 5. At the beginning of November 1882, our Hon’ble Colleague, Mr. Hope, 
•nsited Karachi accompanied by Colonel Stanton, Director General of Railways, 
Colonel Medley, Consulting Engineer, and tbe chief ofiBcers of tbe Sind, Pun- 
jab and Delhi Railway, and held conferences at Karachi with the Commissioner 
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in Sind, the Harbour Board, the Cliamher of Commerce, and various European 
and Native merchants. 

6. The result of these enquiries was to establish both the necessity for 
greatly increased landing and shipping facilities, and the inexpediency of en- 
couraging the expensive and otherwise prejudicial system of double handling of 
goods by affording such facilities at the distant Native Jetty and town rather 
than at Kiamari. This preference for Kiamari, about which there was at first 
some difference of opinion, has since been endorsed by the whole mercantile 
community, and the hulk of the foreign trade is now conducted there. 

7. As regards accommodation for goods awaiting export or on import, it was 
deemed sufficient for the time that a considerable reclamation should be made 
at Kiamari by the Harbour Board and Railway Company, and three large ware- 
houses erected thereon. These works, together with some indispensable addi- 
tions to the main goods station, have been carried out at a cost of about 
lakhs of rupees. The excellent effect produced by them, jointly with other 
facilities which the Sind, Punjab and Delhi and the Indus Valley Railways 
were able to afford, has been fully recognised in the Report of the Committee 
of the Karachi Chamber of Commerce for 1884-85. 

8. As regards the landing and shipment of goods six alternative schemes 
were brought forward : — 

Estimated 
cost in lakhs. 


1. Tidal Basin, &o., east of Napier Mole ..... 240 

2. Basin Dock and Quays west of Napier Mole .... 164 

3. Kiamari Groyne Wharfage scheme 33^ 

4. Napier Mole Wharfage scheme ...... 36^ 

6. Native Jetty, East extension ....... 60 

6. „ West „ . 45 


After very full discussion of these, the two first were rejected as being entirely 
beyond even the possible needs of the port for many years to come ; the two 
last were held to be inadmissible owing to their extreme distance from the 
anchorage and to their being essentially a perpetuation of the city double- 
handling system ; while, as to the third, it was held that an advance from 
Kiamari southwards would be in the wrong direction for trade, besides being 
inconvenient for working in certain conditions of weather. On the other hand, 
the fourth scheme, for the extension of ship wharfage from Kiamari northwards, 
together with a direct line of railway to that place along the west of the 
Napier Mole, was found to be a satisfactory solution of all essential require- 
ments, possessing the advantage that it could be carried out gradually, as funds 
allowed. Its execution has, therefore, been kept in view in all subsequent 
proceedings. 

9. Since 1882 much correspondence has taken place between the Commis- 
sioner in Sind and the Harbour Board, as also between the Governments of 
India and Bombay. Sir James Fergusson, moreover, visited Karachi in 
November 1884, and recorded an important Minute, in which he (1) entirely 
concurred in the adoption of the Napier Mole Wharfage scheme,*' and in the 
necessity for the direct railway communication along it ; (2) supported a pro- 
posal of the Harbour Board to begin it at both ends, constructing ship wharf- 
age for two vessels to the south and boat wharfage 600 feet long at the north ; 
(3) urged grants from Imperial funds of 2^ lakhs and one lakh for thd removal 
of Deep Water Point and the East Groyne extension respectively ; (4) noticed 
the desirability of a graving dock : and (5) advocated arrangements for loans, 
up to a limit of 25 lakhs, being raised by a Port Trust. 
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10. Tlie position in OctoTjer last was as follows : — 


IsU^The Harbour Board liad obtained the loan of 10 lablis, referred to 
in paragraph 6 of onr Despatch No. 38 of July 25, 1884, (2f 
from the public and 7i from Government), which was being 
distributed thus — 


Wharfage for two ships north of Merewether Pier 
Boat wharf at northern end of proposed wharfage 

Dredging appliances 

,, channel along proposed wharfage 


R 

5 . 42.000 

2 . 58.000 

1 . 50.000 
50,000 


10,00,000 


2nd . — A Bill constituting a Port Trust was under preparation, and is 
expected to pass in the Bombay Legislative Council shortly. 

3rd » — The requests of Sir James Fergusson^s Government for an Im- 
perial grant of lakhs and the loan of the remaining 15 lakhs 
were in abeyance. 

11. On receipt of Your Lordship’s telegram of the 20tli October last, we 
arranged that His Excellency Sir D. M. Stewart and our Honourable 
Colleagues, the late General Wilson and Mr. Hope, who were all about to pass 
through Karachi, after visiting Belnchistan and Pishin, should make fresh 
special enquiries into the state of trade and the facilities at the port for deal- 
ing with it, and we have received their views. We likewise consulted the 
Government of Bombay, and their opinion, together with those of the Commis- 
sioner in Sind and the Director of the Indian Marine, and a plan showing the 
improvements proposed, are appended to this Despatch. The general result we 
will now explain. 

12. As to the growth of trade, there can be no doubt that it has been very 

considerable. The tonnage of steamers 
using the port and the value of the trade 
have risen, since 1882, to the extent shown 
marginally. During the current year, 
up to date, the increases in many special 
articles have been still more remarkable, 

notwithstanding the prejudicial influence on trade which political uncertainties 
have undoubtedly exercised. But the trade is not only a rapidly growing one, 
it is one subject to sudden rushes caused by variations in the prices of wheat, 
seeds, &c. The Government calls upon the port are, we need scarcely point out, 
liable to similar violent fluctuation on occasional emergency. 

13. The port itself, on the other hand, is at present utterly inelastic. The 
anchorage only suffices for about 20 ships, and these take from 4 or 6 days to 
9 or 10 days to unload, according to whether the Merewether Pier or lighters in 
the stream are employed. Of lighters there is a tolerably fair supply, which is 
being increased by private enterprise, but of berths for shipping to discharge 
alongside there is now hut one, and there will he only three when the additions 

mentioned in paragraph 10 have been completed. It has sometimes happened 

that a vessel has had to stand out to sea for a while, until there was anchorage 
for her, and even when in the harbour, the process of discharge is usually a slow 
one. But whatever be the difficulties now, there can he no doubt that they will 
be much aggravated when the normal growth of trade is suddenly supplement- 
ed, as m two years it will be, by the opening of the Sukkur Bridge and of the 


Value- 

it 

8 , 40 , 65,192 

9 , 40 , 06,017 

10 , 59 , 31,948 


Tears. Tons. 


1882 - 83 

1883 - 84 

1884 - 85 


275,996 

360,080 

363,908 
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Sind-Pishin and Sind-Sagar Railways, comprising above 600 miles of new line, 
tinless timely provision be made to meet the contingenc}’’. 

14, The proposals of the Commissioner in Sind and Harbour Board in their 
latest form, which are supported by the Bombay Government and the Director 
of the Indian Marine, are as follows 

Estimated cost 
in lakhs* 


Extension of wharfage 1,200 feet for three more ships, 

including cranes and all appliances complete « ,10^ 

2nd — Special works, comprising — ■ 

Deepening of the entrance, 2 feet • . • 

Addition^ moonngs . - - • » ’ S 5 

,, warehouses . . . • • - C 

,, dredging gear J 


15 ^ 

Srd — ^Removing Deep Water Point » . « - 2^ 

4th — ^Lengthening East Groyne 1 

Sill — Direct railway line between Bunder Station and 
ship-wharves not estimated in detail, but 
believed to be likely to come to about . - 5^ 

9 


Geand Total . 24§ 


15. Eor the first two items the Harbour Board would provide by the in- 
crease of the ‘‘ 10-lakh loan*’ to 25^ lakhs, and they ask Government to lend the 
amount on the same terms as those on which the 7 lakhs have been advanced, 
vie., interest to run at 4| per cent., principal to be repaid in 30 years, and both 
interest and repayment to be guaranteed by the Local Government. In proof 
of their ability to meet their liability for the 15-|-lakh loan, the Board shew, in 
addition to the information given in their previous application, dated 26tb May 
1884, that their income in 1884-85 rose to R 4,63,226 ; that in the seven 
months of the current jeav it already amounts to E4, 01,889; and that the 
Merewether Pier is now paying fully eleven per cent, on its cost. They ask 
the loan from Government in consequence of the failure of their previous 10- 
lakh loan to attract more than 2f lakhs from the public. 

For the remaining three items, the local authorities and the Bombay Gov- 
ernment ask for a grant from Imperial funds. 

16. Regarding these proposals on their merits, we have no hesitation in 
saying that they all appear to us to be proved, by the evidence produced, to be 
very reasonable, and certainly not in excess of the requirements of the case. 
In fact, it seems not improbable that, by the time they have all been carried 
out, a further extension of the ship wharfage may be found indispensable. 

17. As to their financial aspect, we consider that the Harbour Board, or 
future Port Trust, iu undertaking the responsibility of interest at 4| per cent., 
and repayment in 30 years, for loans amounting to 25| lakhs of rupees, have 
done as much as can be expected from what is only a moderate-sized port with 
a young, though a rising trade. The Provincial Government, again, already 
contribute a lakh a year to the Harbour Works, and have more than once 
effectively shewn that they cannot afford to give more, consistently with a 
due regard for the claims of other parts of the Presidency. 

The Government of India, on the other hand, certainly possess a consider- 
able interest in the efficiency of the port, whether in view of the large railway 
receipts, which will henceforward he entirely their own, or of the contingency 
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10. The position in October last was as follows : — 


1st . — The Harbour Board had obtained the loan of 10 lakhs, referred to 
in paragraph 6 of our Despatch No. 38 of July 25, 1884, (2J 
from the public and 7? from Government), which was being 
distributed thus — 


Wharfage for two ships north of Merewether Pier 
Boat wharf at northern end of proposed wharfage 

Dredging appliances 

„ channel along proposed wharfage 


R 

6 . 42.000 

2 . 58.000 

1 . 50.000 
50,000 


10,00,000 


2nd.^k Bill constituting a Port Trust was under preparation, and is 
expected to pass in the Bombay Legislative Council shortly. 

3rd . — The requests of Sir James Pergusson^s Government for an Im- 
perial grant of 3^ lakhs and the loan of the remaining 15 lakhs 
were in abeyance, 

11. On receipt of Your Lordship’s telegram of the 20bh October last, we 
arranged that His Excellency Sir D. M. Stewart and our Honourable 
Colleagues, the late General Wilson and Mr. Hope, who were all about to pass 
through Karachi, after visiting Beluchiatan and Pishin, should make fresh 
special enquiries into the state of trade and the facilities at the port for deal- 
ing with it, and we have received their views. We likewise consulted the 
Government of Bombay, and their opinion, together with those of the Commis- 
sioner in Sind and the Director of the Indian Marine, and a plan showing the 
improvements proposed, are appended to this Despatch. The general result we 
will now explain. 


Value, 

B 

8 , 40 , 65,192 

9 , 40 , 06,017 

10 , 59 , 31,948 


Years. Tons. 


1882 - 83 

1883 - 84 

1884 - 85 


275,996 

360,080 

363,908 


12. As to the growth of trade, there can he no doubt that it has been very 

considerable. The tonnage of steamers 
using the port and the value of the trade 
have risen, since 1882, to the extent shown 
marginally. During the current year, 
up to date, the increases in many special 

articles have been still more remarkable, 
notwithstanding the prejudicial influence on trade which political uncertainties 
have undoabtedly exercised. But the trade is not only a rapidly growing one, 
it IS one subject to sudden rushes caused by variations in the prices of wheat 
seeds, && The eovernment calls upon the port are, we need scarcely point out! 
liable to similar violent fluotnation on occasional emergency. 

13. The port itself, on the other hand, is at preseut utterly inelastic. The 
anchorage only suffices for about 20 ships, and these take from 4 or 6 days to 
9 or 10 days to unload, according to whether the Merewether Pier or lio-hters in 
the stream are employed. Of lighters there is a tolerably fair supply, which is 
being increased by private enterprise, but of berths for shipping to discharge 
alongside there is now bat one. and there will be only three when the additions 

mentioned in paragraph 10 l^ve been completed. It has sometimes happen^ 

that a vessel has had to stand out to sea for a while, nntU there was aneWage 
for her apd even when in the harbour, the process of discharge is nscally a sW 
one. But whatever be the dtfacnlties now, there can be no doubt that they will 
be mneh aggiavated when the normal growth of trade is suddenly supplement- 
ed. as m two years it will be. by the opening of the Sukknr BridgSSe 
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Sind-Pishm and Sind-Sagar Railways, comprising above 600 miles of new line, 
unless timely provision be made to meet the contingenc 3 % 

14, The proposals of the Commissioner in Sind and Harbour Board in their 
latest form, which are supported by the Bombay Government and the Director 
of the Indian Marine, are as follows ; — 

Estimated cost 
in lakhs. 


Isf— Extension of wharfage 1,200 feet for three more ships, 

including cranes and all appliances complete , • 10^ 

2nd — Special works, comprising — 

Deepening of the entrance, 2 feet . . • . ^ 

Additional moorings . . • • • ' >• 5 

„ warehouses . • * • • • \ 

„ dredginggear J 


Srd — ^Removing Deep Water Point » • • .2^ 

4tli — ^Lengthening East Groyne , , . . - 1 

5i/i— Direct railway line between Bunder Station and 
skip-wharves not estimated in detail, hnt 
believed to be likely to come to about . . 5§- 


15i 


9 


Grand Total . 24| 


15. For the first two items tbe Harbour Board would provide by the in- 
crease of the “ 10-lakh loan’* to 25J lakhs, and they ask Government to lend the 
amount on the same terms as those on which the 7 lakhs have been advanced, 
viz., interest to run at 4^ per cent , principal to he repaid in 30 years, and both 
interest and repayment to be guaranteed by the Local Government. In proof 
of their ability to meet their liability for the 15i-lakh loan, the Board shew, in 
addition to the information given in their previous application, dated 26th May 
1884, that their income in 1884-85 I’ose to R 4,63,226 ; that in the seven 
months of the current year it already amounts to E4,01,889 ; and that the 
Merewether Pier is now paying fully eleven per cent, on its cost. They ask 
tbe loan from Government in consequence of the failure of their previous 10- 
lakh loan to attract more than 2f lakhs from the public. 

For the remaining three items, the local authorities and the Bombay Gov- 
ernment ask for a grant from Imperial funds. 

16. Regarding these proposals on their merits, we have no hesitation in 
saying that they all appear to us to be proved, by the evidence produced, to be 
very reasonable, and certainly not in excess of the requirements of the case. 
In fact, it seems not improbable that, by the time they have all been carried 
out, a further extension of the ship wharfage may be found indispensable. 

17. As to their financial aspect, we consider that the Harbour Board, or 
future Port Trust, in undertaking the responsibility of interest at per cent., 
and repayment in 30 years, for loans amounting to 25 1 lakhs of rupees, have 
done as much as can he expected from what is only a moderate-sized port with 
a young, though a rising trade. The Provincial Government, again, already 
contribute a lakh a year to the Harbour Works, and have more than once 
effectively shewn that they cannot afford to give more, consistently with a 
due regard for the claims of other parts of the Presidency. 

The Government of India, on the other hand, certainly possess a consider- 
able interest in the efficiency of the port, whether in view of the large railway 
receipts, which will henceforward be entirely their own, or of the contingency 
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of military operations on tlie North-Western Frontier. These interests, and a 
consequent liability, have already been to some extent recognised by the Gov- 
ernment of India, and are frankly admitted, in both their commercial and their 
military aspects, hy the communications from Your Lordship to which reference 
is made in the first paragraph of this Despatch. 

18. Under all the circumstances of the case, we have decided (1) to advance 
the loan of 15-| lakhs on the terms proposed ; (2) to grant lakhs for remov- 
ing Deep Water Point and extending the East Groyne ; (3) to construct the 
extension of the Railway from the Karachi Bunder Station to the ship wharves. 
The two latter items will be considered as additions to the sums allotted to 
Defences and to Military Railways respectively in our Financial Despatch 
No. 264, dated 22nd September 1885, but not as additional to the total annual 
grants from loan funds. 

As the expenditure will necessarily be spread over from two to three years, 
we do not anticipate any serious difficulty in meeting the allotments from year 
to year. 

19. We trust that our proceedings will meet with Your Lordship’s 
approval. 


No. 15 P. W., dated 27th May 1886. 

From— The Secretary of State for India, 

To — ^The Government of India. 

I am in receipt of Your Excellency’s Public Works letter No. 18, dated 23rd 
March 1886, detailing what has already been done, and the further measures 
which it is intended to take for the improvements of Karachi Harbour. 

2. Your letter aud its enclosures inform me that 10 lakhs, being a loan by 

Government to the Harbour Board, is 
now being expended in improvements 
in the manner marginally noted, while, 
in consequence of more recent investi- 
gations, it has been decided to expend a 
farther sum of 24| lakhs for still fur- 
ther works of enlargemeut and improve- 
ment, to be distributed as follows 

Lakhs. 

1. Extension of wharfage for three more ships • • • 10^ 

2. Deepening entrance two feet and additional moorings, ware- 

houses, and dredging gear 5 

3. Removing Deep Water Point and lengthening East Groyne • 3^ 

4. Direct railway between Bunder Station and ship wharf . 5§ 

Total . 24^ 

3. To meet this further expenditure, it has been determined by your Gov- 
ernment to increase on the same terms the existing 10 lakhs loan to the Har- 
bour Board by the amount required to meet the cost of items 1 and 2, while 
the balance required for items 3 and 4, namely, 9 lakhs, will be provided from 
your general revenues as a proper contribution to an important work which is 
required in the interests of the country generally. I note that this contri- 
bution of 9 lakhs will he treated as an addition to the sums allotted to Defences 
and Military Works, hut not as additional to the total annual grants from loan 
funds. 


Wharfage for two Blups north of 
Merewether Pier .... 6,42,000 
Boat wharf at northern end of 

wharfage 2,68,000 

Dredging appliances , . , 1,60,000 

„ channel , , , 60,000 


10,00,000 
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4. I have leamt with satisfaction that you are fully sensible of the neces- 
sity of rendering the accommodation afforded by Karachi Harbour adequate to 
the existing requirements of trade, and I have no hesitation in according my 
sanction to the measures which you have adopted for this purpose. But, as 
Your Excellency observes, the trade of this port, which has risen between 
1882-83 and 1883-84 from 275,996 tons to 363,908 tons, is certain to increase 
still further in the future, when the Suhker Bridge and the frontier lines now 
in course of construction are completed, and I concur with your Government 
in thinking that the progress of this trade shonld be carefully watched, and 
that timely provision should be made for meeting its growing needs. It is 
scarcely necessary for me to repeat that the position of Karachi, in connection, 
with the system of railways on the North-West Frontier, renders it a matter of 
vital consequence, on militai'y grounds, that the port should be made in all 
respects as efficient as its situation and the funds at your disposal permit. 


No. 73 (Military), dated 17th March 1887. 

From — The Secretary of State for India, 

To — ^The Government of India. 

In my Military Despatch No. 24, dated 27th January 1887, 1 communicated 
to Your Lordship the views of Her Majesty’s Government on the subject of 
the steps which had been taken by your Government in connection with the 
defence of the North-West Frontier of India. 

2. Lord R. Churchiirs Public Works Despatch No. 45 of the 12th Novem- 
ber 1885 dealt with the question of the condition and capacity of the harbour 
at Karachi, with special reference to the importance of having at that port 
harbour and railway accommodation sufficient to bear the excessive strain to 
which it would undoubtedly be subjected in the event of a war on the North- 
West Frontier. 

3. Regarding the provision of these facilities as a measure of military pre- 
caution, I informed Your Lordship that the funds necessary for the work must 
he supplied by the Supreme Government, and be taken into account in any 
estimate that may be formed of the sums to be spent on strengthening the 
defences of the frontier ; but as this point was not referred to in the later 
Military Despatch above mentioned, it seems desirable to do so now, in order 
that the Military authorities in India may not lose sight of the fact that the 
harbour and railway works of Karachi are an integral portion of the whole 
defence scheme, and are to be carried to completion in that view. 
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New Viceregal Lodge, Simla. 


No. 78 (Public Works), dated 24tli September 1888 

Prom— The Governmeut of India, 

To — ^The Secretary of State for India. 

We have the honour to report, for Your Lordship’s information, that the new 
Viceregal Lodge on the Observatory Hill in Simla is now practically finished. 
The house was occupied by the Viceroy and His Excellency’s family on the 
23rd of July last, 

2. The accounts of the oonstrnetion of the building are not yet finally 
closed, but we expect to close them at the end of this month and to dispeise 
the establishment at the end of October next. We are now in a position to 
report within very narrow limits the actual cost of the project as compared with 
the estimates vihich have been sanctioned by Your Lordship. 

3. The sanctioned estimates are as follows 


Estimate for the Viceregal Lodge, additional works, sub- 
sidiary works, &o., &c., sanctioned in Despatch No. 67 
P.W. of 30tb November 1887, from the Secretary of 
State 

Estimate for "decorations and furniture mentioned in 
paragraph 6 of Government of India Despatch No. 60 
P. W. of 2nd September 1887, and in the Despatch from 
the Secretary of State quoted above .... 

Estimate for the installation of Electric Light, referred to 
in Government of India Despatch No. 47 P. W. of 26th 
August 1887, and sanctioned in Secretary of State’s 
telegram, dated 2nd November 1887 .... 


B 


8,69,676 


2,00,000 


1,50,000 


Total . 12,19,676 


Tbis sum includes E20,000 for laying out grounds; it has been found neces- 
sary to set aside this amount for future expenditure at intervals, so that 

E10,000 stands at 

±£12,09,676. The estimated actual cost, also excluding this sum of BlO 000. 
will be R13.13,198, or fil.02.532 in excess of the sanctiol 
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4, The following statement compares the cost with each o£ the main heads 
of the sanctioned estimate : — 


Main Heads. 

Estimate. 

Estimated 
cost to 
end of 
September 
1888. 

Dipperbncb. 

Excess. 

Saving- 

I. — ^Main building (slightly modified from 
original design) .... 

Contingencies 

II. — ^Alterations to main building 

III. — Additional works on main building 

IV. — Subsidiary buildings and works . 

V. — Reserve for unforeseen requirements . 

Loss on stock 

Total “ Works ** . 

VI. — ^Establishment i 

VII. — ^Tools and Plant .... 

Total por the Buildino 

Furniture and decorations 

Electric lighting Installation . • 

Grand Total 

Excess 

E 

5,68,732 

28,437 

12,269 

12,899 

=*72,593 

34,746 

Nil 

E 

6,18,049 

30,f00 

14,411 

13,079 

74,507 

41,104 

10,000 

E 

49,317 

2,463 

2,142 

180 

1,914 

6,358 

10,000 

E 

7,29,676 

1,20,000 

20,000 

8,02,050 

1,57,000 

11,000 

72,374 

37,000 

9^000 

8,69,676 

9,70,050 

1,09,374 

9,000 

2,00,000 

1,50,000 

2,06,749 

1,35,399 



12,19,676 

13,12,198 

1,16,123 

23,601 

... 

... 

92,622 

... 


The excess o£ E92,522 shewn by this statement has to be increased by the 
sum of E 10,000 which has been already mentioned. 

5. During the present rainy season some of the old retaining walls on 
certain ' roads on the Observatory Hill have failed. The ground behind them 
has slipped, and it is necessary to rebuild the walls. This ^work cannot be 
carried out before the winter. The estimated cost of making the defects good 
is about E24,500, and we propose to sanction the estimates in ordinary 
course, the expenditure not being, we consider, a fair charge against the esti- 
mate for the Viceregal Lodge, as the roads are not new ones and would in any 
case have had to be maintained . 

6. We append, for Your Lordship’s information, three tabular statements 
which give, in full detail, the differences between the various items of the 
sanctioned estimates and the actual cost of them, Explanations of the differ- 
ences are also given. It may be said, generally, that the work is of a much 
higher class than any which has been previously executed in Simla ; it has 
consequently been difficult to estimate accurately beforehand either the time 
the building would take to construct, or its cost. 

7. We hope to send by the next mail a set of photographs of the completed 
building for Your Lordship’s inspection, and, in the course of a few weeks, a 
set of plans also. 

* Includes E20,000 for laying out grounds, of which E10,000^ has been set 

aside for future; expenditure. 
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BUILDINGS, 


Statement 

Part I. — Comparison of Expenditure 




As PEE Estimate. 

Number and description of sub*heads 
as per estimate. 

Quantity. 

Eate. 

Per. 

Estimated 

cost. 

1 

2 

3 

4 

5 




R a, p. 


R 

Maiu head I 

Excavation and preparing site as 
follows : 





1 

Cutting . . . . c. ft. 

1,045,^41 

12 0 0 

%o c. ft. 

12,543 


Eetaimng walls and approach roads— ' 






Expenditure on approach road from 
Boileaugunge to Obseivatory Hill. 

... 

... 

... 

4,830 


Dry stone walling in retaining wall, 
1st class . . • . c. ft. 

11,048 

18 0 0 

% c, ft. 

1,989 


Dry stone walling in retaining wall, 
2ud class . . . • . 

72,571 

6 0 0 

% „ 

3,029 


Concrete in retaining wall, Ist class 
c. ft. 

3,262 

30 0 0 

% „ 

979 


Items under Es. 600 , . , 

\ 





Earthwork in retaining wall, 1st 
class, Ba. 131 . 

Ditto 2nd class, Es 400 

( ••• 

... 

... 

879 


Eubble masonry in retaining wall, 
Ist class, Es. 348 

/ 





Concrete, 





2 

Concrete , , . . c. ft. 

84,600 

32 0 0 

% c. ft. 

27,066 

3 

Ditto in floors in steps . c. ft 

40,001 

60 0 0 


20,000 


jRuhhle masonry in Suildmg, exclud- 
ing kitchen. 





4 

Verandah plinth .... 

6,931 

42 0 0 

% 0. ft. 

2,911 

5 

External , , . ^ . 

1,01,043 

42 0 0 

... 

42,438 

6 

Internal 

65,062 

45 0 0 

... 

24,773 


EuHble masonry in kitchen wing and 
open court. 





7 

Internal 

61,100 

46 0 0 

% c. ft. 

24,330 

8 

External 

20,000 

48 0 0 

... 

9,600 


Eubhle masonry. 





9 

In foundations, main bmlding, above 
sills 

31,646 

38 0 0 

% c. ft. 

11,937 

10 

In foundations, main building, be- 
low sills ..... 

33,727 

38 0 0 

% » 

12,816 

11 

In foundations of kitchen wmg 

28,637 

40 0 0 

... 

11,463 


Carried over 


... 

... 

... 
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No. I. 

to date with sanctioned Estimate, 



As Executed. 



Actual 

quantity 

1 Total 
estiTiiatec 
1 cost of 
completed 
ivork. 

Comparibon Tpith 
estimate. 


to end of 
June. 

More. 

Less. 

Explanation by the Engineers of differences between 
estimate and actual expenditure. 

6 

7 

8 

9 


13,54,861 

R 

12,600 

52 

... 


... 

4,830 

... 

... 


11,038 

2,031 

42 

... 


71,118 

3,604 


25 


3,263 

980 

1 

... 


... 

848 


31 


84,737 

27,215 

149 



48,667 

21,855 

1,865 

... 

(3) There should have been a small saving due to 

6,931 

2,911 



omission of 3nd floor Terandah on west, but it is 
more than swallo'ved up by the extra work done. 
Concrete of sweepers’ steps below kitchen wing 
was not contemplated in estimate. 

103,533 

46,353 

3,915 

... 

(6) Excess due to extra work in towers, gables, and in 

80,366 

24,778 

... 

• •• 

filling between verandah pillars, the latter class 
of work being twice as expensive as ordinary 

61,785 

24,330 



rubble as it is faced on both sides and all stones 
picked. SuEEicieut allowance was not made in 
quantity and rate. 

43,385 

9,669 

69 

... 


31,566 

12,611 

624 



33,737 

13,816 

... 



31,032 

11,575 

113 



... 

... 

... 

... 
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BUILDINGS. 


Statement 

Tart I. — Comparison of Erpenfliture 





As PEN Estimate. 


Number and description of sub-beads 

as per estimate. ( 

Quantity. 

Bate. 

Per. 

Estimated 

cost. 


1 

2 

3 

4 

6 


Brought over 

... 

R a. p. 

... 

R 

12 

In spreading foundations and dwarf 
walls and pillars , • . * 

8,807 

38 0 0 

... 

3,317 

13 

Sionemwk, 

In interior of building , • 

600 

4 0 0 

pr. c. ft. 

2,000 

14 

InJiuilding, excluding kitchen and 
verandah . . • • * 

16,750 

2 4 0 

... 

35,451 

16 

In kitchen * ■ . • « 

3.271 

2 4 0 


2,360 

16 

In verandah 

11,010 

3 10 0 


39,911 

17 

In kitchen-wing and court 

2,006 

2 0 0 

per c. ft. 

4,132 

18 

In main building . • . • 

4,515 

16 0 

... 

6,208 

19 

In plinth and strings • , # 

1,480 

14 0 

... 

1,S50 

20 

Brick m partition walls • • • 

6,354 

90 0 0 

% 

5,719 

21 

Fancy bnek work or stone in chim- 
neys 

6,670 

95 0 0 

• at 

6,386 

22 

SUne flagging. 

In floors and steps .... 

27,874 

0 6 0 

per s. ft. 

10,463 

23 

Hearth stones .... 

... 

... 

... 

260 

24 

"Deodar timber, 

I In verandah pillars, Ist and 2nd 
floors 

317 

2 8 0 

c. ft. 

793 

26 

1 In trust partitions , . . , 

635 

2 8 0 

... 

l,6t-8 


Carried over 


... 

... 

... 
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Ko. I — conti* 

to date with sanctioned Estimate — 0011 td. 


1 As &xi:cxji!E]>. 


Actual 
quantity 
to end of 
June. 

Total 
esTimated 
cost of 
completed 
work. 

Comparison ‘with 
estimate. 

Explanation by the Engineers of differences between 
estimate aud actual expenditure. 

More. 

Less. 

6 

7 

8 

9 



Es. 

... 

... 


7,800 

2,462 

... 

885 


600 

2,008 

8 

... 


17,756 

1,400 

43,596 

2,859 

8,115 

... 

(14) Excess due to extra carved stones in Frontage 
Gable Octagon Towers, eopings, also partly due 
to rate of carriage being higher than anticipated. 

11,010 

55,227 

16,316 


(16) Only the stone work of upper verandah west was 
omitted, saving due thereto more than balanced 
by the oxtia co«!t of carnage. Excess in rate and 
quantity accounts for the balance s the rate was 
ran up by having to keep the stone cutters prac- 
tically idle foi nearly two months waiting for 
stones, besides which the cost of dressing a good 
deal of the stone was more than 'contemplated in 
the estimate. The rate was insufficient, though, 
when the estimate was submitted, 1 had reason 
to helieve that I had included all requisite pro- 
vision for the work. The saving in quantity of 
stone in verandahs is small as the verandahs 
omitted were to have been for the greater part 
of wood, not stone. 

4,000 

7,025 

2,893 

... 

(17) Excess of E2,893 due to extra cost of carriage 
also, and excess in quantity, and in using Kalka 
in lieu of Jutogh stone in dressing. Stone not 
intended for the work was used and caused a loss. 

4,515 

1,600 

7,968 

1,884 

1,750 

34 

... 

(18) Excess of Rs. 1,760 due to extra cost of carriage 
due to the use of Kalka stone in lieu of Jutogh. 
The excess is due to extra rate of stone work. 

20,070 

6,834 

1,115 

- 

(20) There are seven extra partition walls, besides 
which the ma8oni*y is 9" thick in places, instead 
of 6" as estimated. 

7,671 

5,386 

... 

... 


27,214 

10,530 

77 

... 

(22) The saving due to omission of a portion of 2nd 
floor verandah west moie than counterbalanced 
by the addition, &c. (see 3) (being over expend- 
iture flrom 3), 

... 

202 

... 

58 

- 


5 


788 

(24) No work done, hence saving. 

696 

1,588 

... * 

... 



... 

... 
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BUILDINGS, 


Statement 

Part I.— Comparison of Pxpenditwe 




As mn EsTiaicArn. 

Number and description of sub-beads 
as per estimate. 

Quantity. 

Bate. 

Per. 

Estimated 

cost. 

1 


3 

4 

5 




R a. p. 


R 


Brought over 

... 

... 

... 

... 

26 

In floor of ground, let and 2ud floors 

6,814 

2 0 0 


13,628 

26| 

Bressemers, &C.J gallery . 

812 

2 2 0 


663 

27 

In verandah joists • . , , 

2,973 

2 4 0 

... 

6,694 

28 

In roof of building , , . , 

6,921 

2 0 0 


13,842 

29 

In partition walls , • • . 

3,429 

2 0 0 


6,858 

30 

In newels and strings to staircases • 

960 

2 2 0 

••• 

2,040 

. 81 

IV^ Planking in floors , 

32,770 

24 0 0 

% B.ft. 

7,884 

32 

1|" Boarding in ceiling, let class , 

16,262 

21 0 0 

... 

3,413 

33 

Boarding in ceiling, 2nd class . 

27,484 

18 0 0 

... 

4,947 

34 

1'^ Boarding in ceiling, 3rd class 

... 

... 


... 

35 

It" Planking in verandah , 

12,424 

16 0 0 

... 

1,864 

86 

Ditto ditto of East wing 

... 

... 

... 

... 

87 

1" Boarding in roof . « . . 

6,986 

16 0 0 


1,118 

3S 

It" Planking in treads and risers to 
staircases ..... 

4,825 

33 0 0 

... 

1,692 

39 

Ditto main staircase . 

1,187 

0 8 0 

s. ft. 

694 

40 

Strutting in floors . . . . 

23,690 

6 0 0 

% ft. 

1,186 

41 

Boarding in verandahs . • 

6,626 

21 0 0 

... 

1,391 

42 

Deodar columns in gaUery with or- 
naments ..... 

1,156 

6 0 0 

s. ft. 

6,936 

42] 

i Areading, cornices, hand-railing, 
&c., in gallery , . , , 

1,696 

6 0 0 


9,670 

43 

Doors and windows, . , , 

6,040 

14 0 

8, ft. 

6,300 

44 

45 

Ditto frames in main block, 
east wing ..... 

Doors in kitchen wing . 

1 2,051 

2 8 0 

s» 

6,127 


Carried over 

... 

... 

... 

... 
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No. I — cowtd. 

to date with tanetioned Estimate — contd. 


1 As Exbcuxbd. 


Actual 
quantity 
to end of 
June. 

Total 
estimated 
cost of 
completed 
work. 

Comparison with 
estimate. 

Explanation by the Enprineers of differences between 
estimate and actual expenditure. 

More. 

Less. 

6 

7 

8 

9 



R 




... 

... 

... 

... 


7,661 

10,438 

... 

3,190 

(26) Fewer joists used in kitchen, &c., hence saving. 

460 

927 

264 

... 

(26|) A much larger number of bressemers put in under 
the trusses round the gallery ; this was deemed 
necessary for stiffness. 

1,794 

6,326 

... 

1,368 

(27) Portion of 2nd verandah omitted, hence saving. 

9,893 

14,871 

1,029 


(28) Extra timber used in sweepers’ gangways, rail- 
ings to ditto and several extra purlings. In 
carrying outtbe work several additional pieces 
extra were found necessary in the Octagon 
Towers. 

361 

7,162 

304 



412 

2,041 

1 

... 


37,396 

\ 

8,912 

1,048 


(31) Excess due to the larger area of floors put in, 
under stairs and over bed-rooms, Billiard- 
room, landing below ditto, floor of tank room, 
&c. 


11,437 

1,213 

... 

(33) Excess due to the much more expensive character 
of the ceilings adopted, the original ceiling 
being merely planks with beading. The cloth 
and papering are extras not provided for in 
estimate. 

6,985 

1,477 

359 

... 

(37) IJ" to V * planking used under large main gutters 
instead of 1". 

4,678 

1,667 

... 

36 


23,592 

1,162 

1,227 

568 

42 

... 

(39) Teak planks used in lieu of Deodar which was not 
available. Boof of verandah omitted. 

600 

105 

... 

1,286 


1,104 

8,166 

1,220 

... 

(42) Several extra columns put up, besides the repairs 
to columns damaged by the rains* The excess 
is covered by the saving in next item. 

1,345 

7,657 


1,913 

(421) Saying in rate at which work was executed. 

7,199 

7,846 

1,646 

... 

(43) Several more windows and doors put in than 
provided. 

2,033 

6,200 

73 



... 

... 

... 

... 
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BUILDINGS 


Statement 

Tart I. — Comparison of Expenditure 



1 

As PDB Estimaxe. 

Nnmbei’ and description of sut-heads 

as per estimate. ^ 

Quantity. 

Rate. 

Per. 

Ustimated 

cost. 


m 

3 

4 

5 




R a. p. 


R 


Brought over 

... 

... 

... 

... 

46 

f '/ Deodar in shirtings . • 

S,604 

0 12 0 

B, ft. 

2,703 


Teah Timber, 





BO 

IV' rianking in floors * • • 

11,196 

0 12 0 

per SQL. ft. 

8,936 

61 

teak skirtings and wainscottings 

\ 




62 

1^' Teak casing' to doors on ground 
floor, main block . . . 

2,313 

14 0 

... 

2,891 

63 

Teak casing to doors on ground 
floor, main block • . • 





54 

55 

3" window sashes . , , . 

Teak doors and windows, external . 

1 6,736 

1 12 0 

... 

11,788 

56 

Teak doors, internal , . 

3,135 

2 4 0 

... 

7,064 


Blastering, 





67 

Plastering . , . • , 

107,672 

7 0 0 

% s. ft. 

7,637 


Tainting. 





68 

Wood work (oil paint) , 

) 




69 

Ceiling of verandah, main block 

y 131,937 

4 0 0 

... 

6,277 

60 

Ceiling of east wing , , 

) 




. 61 

Wall distemper .... 

87,922 

2 0 0 

... 

1,758 


Jroa worJc. 





62 

Rolled iron beams • . . , 

35476 

12 0 0 

cwt. 

4,267 

63 

Do. over 16'^ deep . , 

46-09 

13 0 0 

... 

697 

64 

Compound girders . , * , 

762*67 

14 12 0 

... 

11,103 

65 

Plate girders . . , , , 

1,192 

15 10 0 

... 

18,625 

66 

Trusses 

324*38 

24 0 0 

... 

7,785 

67 

Cast-icon 

173*91 

9 12 0 

cwt. 

1,696 


Carried over 

.... 

... 

... 
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No. I — contd. 

to date with sanctioned Estimate — contd. 



As Executed. 



Actual 

quantity 

Total 
estimated 
cost of 
completed 
work. 

Comparison -with 
estimate. 


to end of 
June. 

1 

More. 

Less. 

estimate and actual expenditure. 

6 

7 

8 

9 



Rs. 




8,704 

3,527 

824 

. ... 

(46) The amount of skirtings, as shown on the detail 
drawings and put in very much larger than 
contemplated in the estimate, should go 
against savings on 122 and 123. 

11,056 

9,540 

604 


(50) Excess due to extra labour in making the im- 
proved style of joints in lieu of ordinary 
tongues and grooves ; also to the use of patent 
steel flooring brads instead of wire nails. Tho 
brads were in stock and I ordered them to be 
used. 

5,398 

3,851 

960 

... 

(52&56) Excess on item 52 more than covered by 
saving against 56. Both items should be taken 
together. 

6,006 

113*65 

... 

423 


1,411 

44-36 


2,618 


132,811 

11,676 

4,138 


(67) The excess on “plastering” is due partly to 
extra partitions and walls having to be cover- 
ed; partly to an extra thickness of plaster 
being necessary to makeup for the inequalities 
of the rough stone and bats, which were used 
in a portion of the building, and mainly to 
constant renewal and patching, necessitated by 
damage to surface of plaster last rains, and 
consequent on the erection of doors, windows, 
casings, wainscotting. 

32,206 

5,364 

87 

... 



1,724 

... 

34 


330 

3,086 


1,171 

(62 to 67) Savings Items completed. 

45*09 

596 


1 


752*67 

10,969 


144 


1,192 

18,400 

... 

225 


324'38 

6,951 

... 

834 


173*91 

1,498 

... 

197 
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BUILDINGS, 


Statement 

Part I. — Comparison of JSxpenAitme 




As PEB Estimate. 

Number and description of sub-beads 
as per estimate. 

Quantity. 

Bate. 

Per. 

Estimated 

cost. 

1 

* « 

2 

3 

4 

5 




R a, p. 


S 


Brought OTer 


... 

... 

... 

68 

Wrought-iron in bolts and nuts 

387*07 

o 

o 


9,290 

69 

Composition plates, &c., to verandah 
posts •••*•* 


... 

... 

198 

70 

71 

JELoof covering^ 

Lead worh (5 lb.) • • . • 

Bo. flooring to flats, &c. 

c. qr. lb. 
^670-2-14 

20 0 0 

... 

13,489 

73 

Tiled roofing • • « . • 

40,376 

23 0 0 

% 

9,287 


Fire-plaeest 





73 

Main block, &c 

46 

20 0 0 

each 

920 

74 

East wing 


... 

... 

240 

75 

Kitchen-wing 

... 

... 

... 

120 


Sain-ioaier pacing and gutter, ^c. 





76 

Pipestems L. feet , 

3,978 

18 0 

1ft. 

6,967 

77 

Do. heads Nfo. , 

92 

10 0 0 

each 

920 

79 

Bmds „ , 

212 

3 0 0 

... 

636 

81 

Gutters to eaves . . . . 

632 

1 4 C 

... 

665 

78 

Shoes « 184 . 




440 

80 

Pedestals „ 956 , . , . 

J - 

... 

... 





8,628 


Carried over 

... 

... 

... 

... 
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No. I — conid, 

to date with saneiioned Estimate — contd. 


As Executed. 


Actual 
quantity 
to end of 
June. 

i Total 
estimated 

I cost of 
completed 
work. 

Comparison with 
estimate. 

Explanation by the Engineers of differences between 
estimate and actual expenditure. 

More. 

Less. 

6 

7 

8 

9 



R 




530*73 

9,438 

148 



... 

198 

... 

... 


1,159 

21,069 

7,650 

1 


(70) Excess due to tbe extra area of roof covered in 
lead in lieu of tiles, to the exti a thickness of 
lead used. Also to the extra cost of lead pro. 
cured in a hurry from Bombay ; the Secretary 
of State's supply not being sufficient. Also to 
all the lead work in pipes leading from gutters 
into rain water heads to the connections at 
bath outlets and to the lead sales to bath 
items which were not foreseen. The labour 
was a difficulty, and men being scarce, high 
wages had to be paid. 

40,376 

9,239 

... 

28 

(72) There would have been a saving due to the sub- 
stitution of lead for tiles in places, but owing 
to being obliged to put on the tiles while work 
on walls above them was going on, the renewal 
of broken tiles swallowed this up. 

40 

921 

1 

... 


}... 

360 

! 

... 

... 


3,928 

92 

212 

632 

74 

1 14,828 

6,200 

... 

(76 to 80) The rain water pipes and gutters as pro- 
vided in the original estimate were allowed to 
stand in the revisedjone, there then not being 
enough data to base an accurate estimate on ; 
it was found when it came to providing the 
house with down-pipes, gutters, &c., that the 
original estimate was far below the mark. 





There remains a large quantity of gutter and some 
down pipes as “ materials at site ’* due to the 
omission of the verandah roofs. 

... 

... 

... 

... 
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BUILDINGS, 


Statement 

Part 1. — Comparison of Expenditure 


As P£B EbTIlIATE. 


Number and description of sub-beads 
as per estimate. 

Quantity. 

Rate. 

Per. 

Estimated 

cost. 

1 

2 

3 

4 

5 


Brought over 

... 

R a. p. 

... 

R 


Water-mpply, 





87 

Cold water main 2'' 





89 

Ditto IV' 

\ 





88 

Small service pipe .... 






90 

Junction with main 






91 

Bends in main 






93 

Ditto small main . 






93 

Reducing junctions .... 






94 

Ordinary junctions .... 






95 

Hot water service main 2" 






96 

Ditto ditto IV' . 






97 

Small service pipes .... 


... 


... 

5,524 

98 

Junction with main. . . 






99 

Bends in main ..... 






100 

Ditto small room . 






101 

Reducing junctions. • 






102 

Ordinary junctions .... 






103 

Hot water tanks .... 






104 

Cold water tanks .... 






105 

Waste pipes 






106 

Ball cocks, traps, valves, &e. . 






107 

ITrapped discharges . 






108 

Lightning conductor 

... 

... 

... 

1,374 

109* 

Contingencies of items 1, 11 and HI 

... 

... j 

... 

29,635 

Main-heai II 

AnxEEATiows iir maht Buinnnr©, 





110 

Extra windows in dining room 

... 

1 

... 

378 

111 

Arches between ball-room and din- 
ing-room ..... 




193 

112 

Arches between corridor and small 
duung-room .... 


... 

... 

276 

113 

Alteration to piers of east wall of 
ball-room. ..... 




94 

114 

Steward’s room .... 


... 

.. 

116 


Carried over 

... 


... 
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No» I — Gontd, 

to dote with sanctioned Estimate --(tonidi. 


As Execxtxbd- 

1 Total I Comparison with 
quantity ' ertiniaie. 

I Mote. , Lose. 


Explanation by the Engineers of differences between 
estimate and actual expenditure. 


30,900 1,265 


‘ '* 2l?bfc.—The figure 29,635 is made up of the follow- 
ing Items 

R 

Contingencies as main head I . , 28,437 

Ditto ditto II . , 684 

Ditto ditto III . , 614 


1,108 
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BmLDINOS 


Statement 

Part I, — Comparison of Expenditure 




As PBB Estimate. 

\ 

Number and description of sub-beads 
as per estimate. 

Quantity. 

Bate. 

Per. 

Estimated 

cost. 

1 

2 

3 

4 

5 




R a. 




Brouglit over 

... 

... 

... 

... 

115 

Alterations to liitehen-wing base- 
ment 

... 

... 

... 

4,897 

116 

Approaches and drains to kitcben- 
mng basement .... 

... 

... 

... 

982 

117 

Glazing roof of gallery . 

i 

... 

... 

... 

4,000 

118 

Alterations to staircase roof at east 
end 

... 

... 

... 

760 

Main‘%eai III 

AdWTIOITAX WoBKS os MAIIJ- 
BaxLDisra. 





119 

Laundry 

... 

... 

... 

2,161 

120 

Drying room 

... 

... 

... 

2,000 

121 

Wine cellar . . • • • 

... 

... 

... 

1,800 

123 

Serving room 

... 

... 

... 

213 

123 

Plate room 

... 

... 

... 

546 

124 

Basement floor .... 

... 

... 

... 

2,426 

125 

Bakery 

... 


... 

2,492 

126 

Kitchen 

... 


... 

667 


ScaffoldAng* 

... 

••• 




Surface drain kitchen wing . 

... 

... 

... 

... 


Do. from water tank to khud 
below kitchen . • , . 






Surface from servants’ quarters to 
khud 

Constructing retaining wall, south- 
west of Building 

Constructing retaining wall, north- 
east of Building , . , 

... 

... 

... 

... 


Sanitary fittings . . ♦ . 

... 

... 

... 



Viceregal Lodge and alteration and 
additional works on main Build- 

iog •••••■ 

... 

... 

... 

6,23,337 


Carried over 

1 

... 

... 

... 
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No. I — eonfd. 

to date with sanctioned Estimate — eontd. 


As Esscutbd. 


Actual 
quantity 
to end of 
June. 

, Total 
estimated 
cost of 
completed 
work. 

Comparison with 1 
estimate. 

Explanation by the Engineers of differences between 
estimate and actual expenditure. 

Hore. 

Less. 

6 

7 

8 1 

9 


... 

Rs. 

... 



... 

4,629 

... 

268 

(116 & 116) These two items should be taken together, 
slight excess over one more than balanced by 
savmg on the other. 

... 

1,102 

120 

... 



6,620 

2,620 


(117) The estimate was framed on information re- 
ceived from the mannfaetnrers. Recent in- 
formation, however, shows that the cost will 
be over 50 per cent, in excess, and until details 
are received from England, the cause cannot 
be explained. 

... 

962 

202 

... 



2,166 

5 



... 

1,949 


61 


... 

1,734 


66 


... 

• • 


213 


... 

... 

... 

646 


... 

2,233 

... 

193 


... 

1,736 

... 

766 


... 

370 

... 

287 


... 

2,481 

2,481 


This represents the difference between 
what was paid and what the materials are likely 
to sell for. 

... 

420 

420 

... 

San-aaryJiUinp.—lt was originally intended to re- 
move the sanitary fittings from the Old Lodge; 
this became impossible owing to its occupation 
by the Viceroy, and a certain amount had to be 
bought. 

... 

... 

... 

... 
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BTTILDING$, 


Statement 

^art L— Comparison of Expenditure 





As PEE Estimate 


Number and desoription of 'sub-beads 
as per estimate. 

Quantity 

Rate. 

Per. 

Estimated 

cost. 


1 

2 

3 

4 

6 


Brought over 


a. p. 


R 

Main^head IF 

SUBSEDUEY BUILDIirGS AlTD WoEYS, 

Servants* houses (one block) . 




9,609 


Alterations, &c., to Observatory 
House 

... 

... 


5,369 


Alterations, &e., to Observatory Cot- 
tage 

... 

... 

... 

828 


Approach roads .... 



... 

6,692 


Out-houses for Observatory Cottage 




1,990 


Laying out grounds. , , 

... 

... 

... 

20,000 


Cold watersupply .... 


• at 


7,729 


Lowering and clearing site • , 




5,681 


Latrines 


..a 


630 


Road from south-west comer of Hill 
to new Lodge .... 




6,013 


Storage tanks for rain water , 

... 

... 

... 

8,052 

Main-head V 

BeBBETB foe UJTFOEEBEEir EE- 
QUISEUEEXS. 

Electric Bells 






Glazing of Band Porch . 

... 



... 


Alterations to door leading from 
Hall to small drawing room 






Carving royal arms, &c. . , 






Additions to cow-honse . . . 






Ditto to Dairy . . , , 

... 



... 


Constructing a flag-staflf , 


... 




Carded over 

... 



... 

J 
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No. I — contL 

to date with Banotioned M^timate — contd. 



As ExEcriBD. 



Actual 
quantity 
to end of 
June. 

Total 
estimated 
cobt of 
completed 
work. 

Comparison with 
estimate. 

Explanation by the Engineers of differences between 
estimate and actual expenditure. 

More. 

Less. 

6 

7 

8 

9 



R 




... 

9,704 

95 

... 



8,297 

... 

72 


... 

831 

... 

7 



15,072 

8,380 


A'pproach 'Roads. — Several large retaining walls were 
built in order to support the ground above and 
to form room for roads. The south road has 
also been provided with new railings from top 
to Guard House, the old railings when taken 
up being found too rotten. Some failures in 
the walls had to be made good. 



... 

1,990 


... 

10,000 

... 

10,000 

A’bfe,— This saving of Rs. 10,000 is only nominal. The 
amount will be required to be spent subse- 
quently. 

... 

7,678 

... 

61 

... 

5,608 

... 

73 



626 

... 

4 


... 

6,617 

604 

... 



13,084 

5,032 


Storage Tanks . — ^The excess is due to the drains built 
m order to protect the made ground below the 
kitchen wing and to lead the water from the 
house surface drains into the storage tanks. 
The cost of the work was rather high owing to 
its being done in the winter, the concrete 
having been destroyed by the action of the 
frost and had to ho done over a second time. 

.M 

1,390 

... 



... 

506 





470 





1,244 


... 



749 




... 

299 

... 

... 



459 

... 
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BUILDINGS, 


Statement 

fart I, — Comparison of Expenditure 




As PBB ESXIMATn. 

Nmnber and description of sub*]ieads 
as per estimate. 

Quantity. 

Eate. 

Per. 

Estimated 

cost. 

1 


CO 

4 

5 




R a, p. 


a 


Brought over 

... 



... 


Constructing a horse shelter for new 
Viceregal residence, Simla, for 
60 horses ..... 

Constructing iee-pit at Observatory 
Hill for ditto .... 



... 

... 


Constructing cow-shed . 

... 

... 


... 


Vaulting below west face of hall- 
room, new Viceregal residence . 

•ta 

... 

... 



Accommodation for bandsmen at 
Viceregal residence . , 




... 


Band gallery at new Viceregal re- 
sidence 

••1 





Dismantling and re-erecting Dairy . 

... 


... 

... 


Constructing steps through two re- 
taining walls on approach road 
to new Viceregal residence , 


$$» 




Providing shields for the new Vice- 
regal residence .... 



••• 

•ft* 


Fowl house ..... 

... 

• •• 

... 



Eemoving gate to road al south end 
of guard room .... 

Hew gate at Boileaugunge entrance 
to new lodge .... 

... 


... 

... 


Other works . • • • . 

Hayward's prism lights , • 

Total Eeserve for unforeseen 
requirements ... 

... 


... 

... 


... 

... 

... 

34,746 


Loss on stock . • . , . 


... 


... 


Total . 


... 


7,29,676 

Main^head VX 

Establishment. « . , 




1,20,000 

Main-^head YU 

Tools and plant .... 

... 

... 

... 

20,000 


GsiiTD ToTjin 

... 

... 

1 

8,69,676 
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No. I — eoncld. 

to date with sanctioned Ustimate — conoid. 



As Executed. 



Actual 

quantity 

Total 
estimated 
cost of 
completed 
work. 

Comparison with, 
estimate. 

Explanation by the Engineers of differences between 
estimate and actual expenditure. 

to end of 
June. 

More. 

Less. 

6 

7 

8 

9 



R 




... 

... 

... 

... 



8.474 





2.618 


... 



’ 638 


... 



5,351 


... 



8,516 

... 

... 


.«« 

941 

... 

... 



350 

... 

... 



1,165 

... 

... 


... 

4,244 

... 

... 



883 

... 

... 



153 


... 



522 


... 


... 

(a) 1,041 


... 1 

( a ) This is put down for certain works which are all 
in hand. 

... 

(6) 6,201 



(S) The cost of this cannot be met from sayings as 
the ezeesses already incurred are greater than 
the savings effected in other sub-heads. The 
calculation of the cost of this is merely ap- 
proximate as the total London charges have 
not yet been intimated. 

... 

41,104 

6,368 

... 


... 

10,000 

10,000 

... 



8,02,050 

1,02,216 

29,842 

= Rs. 72,374 excess. 


1,67,000 

37.000 

... 

1 = Rs. 28,000 „ 


11,000 

... 

9,000 

... 

9,70,050 

1,89,216 

38,842 

= Rs. 1,00,374 „ 
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BTJIIiDINGS, 




Statement No. III. 

JSlectHe Liglit Installation for neto Viceregal Lodge, Simla, 
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IRKI&ATION. 


IRRIGATION. 


No. 45 (Pnblic Works), dated 29tli June 1888. 

From— The Government of India, 

To — The Secretary of State for India. 

We have the honour to forward, for Your Lordship’s sanction, a scheme for 
the extension of the Western Jumna Canal towards Sirsa. 

2. In paragraphs 23 and 24 of Section II, Chapter V, Part II of the Report 

of the Indian Famine Commission, published in 1880, it was said that “ there 
are in the Punjab tracts where the construction of canals appears urgently 
necessary for famine protection ; and others, at present lying waste and unculti- 
vated, might he rendered culturahle by conveying to them a supply or water, 
which it would not he difiBcult to draw from the great rivers of the country. 
Of the first class may he named the tract lying between the Jumna and Sutlej, 
in the Delhi and Hissat Divisions, which at present stands exposed to constant 
risk of drought, and is, in fact, the locality where in any year of deficient rain- 
fall distress is soonest and most acutely felt. . • . . Part of this 

tract will he protected by the Sirhind Canal when it is opened ; hut a large por- 
tion of it lies beyond the scope either of that or of the Western Jumna 
Canal, and no scheme has been framed for supplying it with irrigation at all 
seasons. But it has been proposed to enlarge the upper section of. the 
Western Jumna Canal, and to draw from it _a branch canal to carry into this 
district the surplus supply.” 

3. In January 1884, we asked the Government of the Punjab to prepare and 
submit an estimate for the extension of the Western Jumna Canal towards Sirsa 
for the irrigation of autumn crops, as recommended by the Famine Commission, 
and in reply to a reference made to us in March 1887, we requested that the 
proposed scheme might be submitted 

(a) as a separate project, and 

(&) as an adjunct of the main canal. 

In reply, the Local Government submitted, in January last, the necessary 
plans and estimates, which we have now the honour of forwarding for Your 
Lordship’s sanction. 

4. The estimates provide for the improvement of the old main line of the 
Western Jumna Canal down to the head of the new main line at Indri, so as to 
enable it to carry the increased supply required for the branch, and for a branch 
138 miles long, with the necessary distributaries, to irrigate the country on the 
left bank of the Sirsuti Nadi down to Sirsa. 

5. The branch is primarily designed for the irrigation of the autumn crop? 
hut there will, in ordinary years, be suflBcient water in the river to prepare a 
considerable area for the spring crop ; and in years when the demand during the 
winter months is slack on the old canal, the water, which would otherwise run 
to^ waste, could with great advantage be turned down tbe Sirsa branch. 

6. The area commanded by the branch is 1,273 square miles, of which 918 
square miles are in British territory and 365 square miles in the Native State of 
Patiala. The Patiala Durbar expressed a wish to contribute to the cost of the 
project, and the provisional conditions set forth in the correspondence which 
will be found among the enclosures were proposed to, and accepted by, the Dur- 
bar, so as to admit of the amount of the contributions being calculated and 
shown separately in the estimate. 
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7. The total cost of the project, including indirect charges, is estimated at 
R41,92,561, and the distribution between Imperial and Contributions is shown 


below : — 


Direct charges. 


Indirect charges. Total. 

B B 


Imperial . , 28,92,687 1,89,857 30,82,544 

Contributions . 10,84,302 25,715 11,10,017 


so that the Imperial share of the project is R30,82,544. In the Financial State- 
ments, which only deal with the Imperial share of the project, it is estimated 
that ten years after completion the gross income of the branch from all sources 
will be B3, 20,000. The charge against revenue for working expenses is calcu- 
lated at Rl,26,000, so that the net revenue will be Rl,94,000, and the return 
on Imperial outlay, both direct and indirect, will be 6*3 per cent. The addition 
of the cost of the Sirsa branch to the Western Jumna Canal will raise the total 
capital of that project to it 1,44,23,468. The net revenue of the whole canal, 10 
years after the branch has been completed, is estimated at R9,52,000, which 
will give a return of 6*5 per cent, on the capital invested. 

8. It will be seen that the scheme has been very fully discussed by the 
Financial Commissioner, Punjab, at different stages of its progress, and the 
figures of revenue may be safely accepted. The water-rates which it is pro- 
posed to levy are possibly capable of some enhancement, and certainly not less 
than the proposed rates will be taken. Even if not enhanced, they are suffi- 
ciently remunerative to justify the work, and we are distinctly of opinion that 
the (project fulfils all the conditions for its admission to the category of Pro- 
ductive Public Works. 

9. In requesting Your Lordship’s sanction to the project, we may add that 
we cannot at present say when it will be possible for us to provide funds for its 
execution, but that whenever the funds are available, we propose to provide 
them conditionally on the Government of the Punjab accepting the financial 
responsibility for the scheme, 

10. The accompanying note by the Inspector General of Irrigation fully 
discusses the project from both an engineering and financial point of yiew. 


[Enclositee 'No, 3 to Pttbiio Wobks Depa.rtm:ent Despatch No. 45 op 

1888.] 

JSfote ly Colonel R. Home, R.E„ Inspector G-eneral of Irriyation, on the 

UstiTmtefor a Branch Canal from the Western Jumna Canal to Sirsa, 

As stated in the opening paragraphs of the Chief Engineer’s report on this 
estimate, the Sirsa Branch, which had been included in tbe original proposals for 
the remodelling of the Western Jumna Canal, was, by order of the Government 
of India in 1874, omitted from the scheme finally submitted for the sanction of 
the Secretary of State. 

It was considered that the defects of the existing canal should first be 
removed before any proposal for the extension of irrigation should he enter- 
tained. 

The necessity for irrigation, as a protection in seasons of drought, in the 
tract of country lying west of Kurnal, was strongly urged by the Indian Famine 
Commission. 


3 g2 
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- In 1884, when the remodelling works were well advanced, the project for the 
Sirsa Branch was again taken in hand, and the result is the estimate now under 
consideration. 

The proposals that were submitted in 1871 contemplated the construction of 
a main channel from Indri (as in the present project) with several branches to 
carry an aggregate supply of 1,800 cubic feet per second. The estimate for this 
scheme was in many respects imperfect, and on completing the project according 
to the rules now in force, it was found that the cost was excessive, and that to 
enable the Western Jumna Canal to carry such a large extra supply, extensive 
remodelling would be required both to the channel and to the torrent works at 
Dadupnr. Besides the great cost, it also appeared inadvisable to contemplate 
snch large alterations, the construction of which would necessarily entail con- 
siderable interference with the irrigation from the existing canal. 

After careful consideration it was found that an extra supply of 1,200 cubic 
feet per second could be passed down the upper part of the can^l without 
entailing any further alterations than had already been proposed in 1882, for 
preventing excessive silting of the new main line. The works now proposed 
are not extensive, and can he carried out without interfering with existing irri- 
gation. 

The cost of this part of the scheme for works ” alone is estimated at page 
65 of the book at £5,19,152, which comprises the cost of the works detailed 
at paragraphs 8 and 20 on pages 2 and 5 of the Chief Engineer’s Report. 

The alignment of the Sirsa Branch differs from that proposed in 1870, in so 
far as it is based upon more careful and detailed surveys, and on a better know- 
ledge of the country. Its length is 138 miles. The subsidiary channels have 
been designed to distribute tbe water equally on the three sections into which 
the branch has been divided, the result being that 21*6 per cent, of the area 
actually commanded will he irrigated. The aggregate length of distributaries 
is 528 miles. The cost of the branch under the head “ Works is given by the 
Chief Engineer in his note reviewing the estimate as — 

R 

Construction of Branch *. 15,26,122 

Ditto Distributaries 11,61,600 

Total Wobks • 26,87,722 

It may here be noted that the detailed estimates and figured statements on 
pages 44 to 69 of the printed collection refer to the estimate as revised by the 
Chief Engineer in his note on pages 24 to 33, 

The project as now submitted contemplates the allotment of a portion of the 
discharge of the branch to the pergnnnah of Nirwana, which belongs to the 
Native State of Patiala. It will he seen from the index map that this patch of 
foreign territory stretches across the line of any canal that can be made in this 
direction. Owing to depth of wells and deficient rainfall, agriculture is as back- 
ward here as in the British districts traversed by the canal ; and the Patiala 
Durbar at one time even enquired whether it would he possible to take part of 
the water of the Sirhind Canal across the Guggur river, for the purpose of miti- 
gating the nearly chronic distress of the inhabitants of their outlying pergnn- 
nah. It seems fair that an adequate portion of the discharge of the branch 
should be allotted to this tract* The terms on which the supply might be given 
are sketched in the letter from the Punjab Government on page 70, and seem to 
be equitable. They are based on the agreement with the Native States who con- 
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tributed to the Sirhind Canal, to which the Patiala State was the largest contri- 
butor. The terms proposed have been gratefully accepted by the State (see their 
letter on page 72), and judging from the satisfactory manner in which the 
agreement about the Sirhind Canal has been carried out by the Patiala State, 
there is no reason to fear that any complications will arise from a similar ar- 
rangement in the case of this project. 

The manner in which the division of charges is made between the British 
Government and the Patiala State is explained in the letter from the Punjab 
Government before alluded to, and the result is shown in Appendix C at 
page 65. The pi'oposed distribution appears to have been made in a plain and 
workable manner that will not be open to cavil or misconception. It should be 
noted, however, that it is not contemplated to make any charge to the State 
for a share of the cost of the channel or works at present existing on the main 
canal, above the head of the Sirsa Branch. Perhaps it would be undesirable to 
do so ; the division would have to be made on the basis of the portion of full 
discharge of the canal allotted to the Patiala State, and would amount to 

of the sum shown in the general abstract on page 19, under head ''.Works ” 
and old sanction. I would, however, draw attention to paragraph 5 (a) of the 
Punjab letter (page 71), where it is stipulated that the State shall pay a share 
of the maintenance of these works. I think that, perhaps, the division of 
charges as made by the Punjab Government may be allowed to stand. 

The works proposed are all of the ordinary type, and call for no particular 
remark. The Regulator at the head of the Sirsa Branch is, however, a peculiar 
design. I think the revsult would be attained, and the water more quietly deli- 
vered, if every alternate long pier- wall were interrupted as I have shown in 
pencil, and the arches of the bridge made to span two of the original bays. 

All the works have been designed in the most economical manner and have 
been carefully considered, and, where necessary, modified by the Chief Engineer 
ill his note (pages 24 to 33). The new works on the main canal include two 
locks : one in oonuection with the new weir on the Dholra diversion, and the 
other at the existing Indri Regulator. With reference to these works it may be 
noted that the canal has always been navigable for boats. There is a certain 
amount of traffic in produce and materials, and a very considerable traffic in 
timber from the Dun forests, which eaters at the canal head and is delivered at 
Hissar and Dehli. The bridges on the Hansi Branch have lately been fitted 
with movable platforms to facilitate the traffic on the Hansi Branch. There 
is a Navigation Company with headquarters at Dehli : they ruu a regular 
service of passenger steamers on the remodelled portion of the canal, and are 
anxious to extend the service to meet the North-Western Railway at Jugadri, 
The two looks are necessary to maintain the present navigation, and there is no 
doubt that traffic will be generally facilitated by the improvements included in 
the estimate for this project. 

The rates for the different classes of work are the same as those actually paid 
on the remodelling of the Western Jumna Canal, which has lately been com- 
pleted, and they may be accepted. 

The cost of the distributaries is based on a mileage rate ‘^educed from the 
actual cost of distributaries from the new Dehli Branch, where the construction 
was a good deal interfered with by the necessity for maintaining existing irriga- 
tion. The rate may therefore he considered full and not likely to he exceeded. 

The rates proposed for irrigation are the same as those now in force on the 
parent canal, and call for no remark. 
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Abstracts of estimate and financial statements haYe been prepared (pages 15 
to 23 and 64 and 66) foi the project as a separate scheme, aud as an addition to 
the sanctioned estimates of the Western Jumna Canal. In both cases, only the 
share of the cost debitable to Imperial has been taken into account/ The 
estimate for the new works now proposed and debited to the Sirsa Branch pro- 


ject under the heads of 

“ Imperial ” and 
Direct charges. 

Contributions” are as follows 
Indirect charges. Total. 




E 

Imperial 

, 28,92,687 

1,89,867 

30,82,544 

Contributions 

, 10,84,302 

25,715 

11,10,017 

Total 

. 89,76,989 

2,16,572 

41,92,561 


It is estimated that, ten years after completion, the gross income of the 
Branch from all sources will be R3, 22,000. A rate of fil per acre has been 
fixed as the cost of maintenance. Under the circumstances of the Branch, 
which will not, as a separate project, bear any share of the cost of maiutaiuing 
the river and head works, or o£ the repairs of the main canal, I think this 
provision will be sufficient j it will give a yearly charge against revenue of 
£1,26,000. The net revenue will then he £1,94,000, and the return on 
Imperial outlay, both direct and indirect, will be 6 29 per cent. 

The addition of the cost of the Sirsa Branch to the estimate of the W'estern 
Jumna Canal will raise the total capital of that work to £1,44,23,468. The 
net revenue of the whole canal ten years after the Branch has been completed 
is estimated at £9,52,000, which will give a return on the total capital in- 
vested of 6*67 per cent. 

The Financial Commissioner in his note on page 9 expresses entire approval 
of the project, and considers that the expectations of revenue are moderate and 
fully justified by experience. 

The Honourable the Lieutenant-G-overnor approves of the project, and 
desires that its execution may not he delayed. We may concur in his recom- 
mendation that the project may be classed as a Productive Public Work, 


No. 69 (Public Works), dated 31st August 1888. 

From — The Government of India, 

To—The Secretary of State for India, 

In continuation of our Despatch No. 45 P.W., dated the 29th June 1888, 
we have the honour to forward, for Tour Lordship’s sanction, an estimate for 
the construction of the Jhelum Canal, a project for tke irrigation of the lands 
between the Jhelum and the Chenah rivers in the Punjab, known as the Jack 
Doab. 

2. In December 1883, the Government of the Punjab addressed us on the 
subject of the improvement and extension of irrigation in the Shahpur District, 
The correspondence which resulted in the submissiou by that Government in 
Novemherlastofthepresent scheme, will be fouud in the book of estimates 
forwarded herewith. 

3. The original proposal was to construct an inundation canal taking ofif 
from the Jhelum river near a place called Chak Nizam, about 25 miles below the 
point where the river emerges from the gorge formed by the Jhelum Salt Range 
on the right and the Pabbi hills on the left bank of the river. A contour survey 
of the Doah between the Jhelum and Chenah rivers was made, and a project for 
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the proposed inundation canal was prepared ; but the surveys showed so distinct- 
ly the advantages that would be gained by placing the head of the canal higher 
up the river and by making the canal perennial, that the inundation scheme was 
abandoned, and the project as now submitted provides for a perennial canal 
from the left bank of the Jhelum, near Basnl, with a weir across the river at its 
take off. 

4. The general report on the project by Major J. W. Ottley, R.E., which 
accompanies the estimate, gives an excellent account of the tract which is to be 
irrigated by the proposed canal. The greater portion of the area commanded is 
exceedingly fertile, and would amply repay cultivation if water were available ; 
but as the only available supply is from wells which, are not only 60 to 90 feet 
deep, but which often yield brackish water, the land is at present an unculti- 
vated waste, and is only used as a grazing ground for cattle. The Financial 
Commissioner of the Punjab is of opinion that agriculture can scarcely exist on 
this vast stretch of naturally fertile soil, unless supported by irrigation. 

5. The River Jhelum, from which tbe supply for the proposed canal is to be 
drawn, is snow-fed ; its minimum discharge at tbe site selected for the bead of 
tbe canal is said to be 5,900 cubic feet per second. An ample supply of water 
can therefore be always counted upon. The rainfall, as ascertained from the 
recoids, averages less than 12 inches throughout tbe district, is often far below 
this, and rarely, if ever, exceeds 18 inches at any single point in any one year. 
There will be, according to tbe Financial Commissioner, no difficulty in pro- 
viding settlers for the land wherever water can be given. These conditions ap- 
pear to be very favourable to the success of an irrigation scheme. 

6. The Government of the Punjab estimated the cost of the project at 

Rl,22,70,516.‘*‘ We have considered it 
advisable to raise tbe total amount to 
El, 25, 26, 676, as shown below, bj? adding 
E2, 50,000 to tbe direct and E6,160 to 
the indirect outlay : — 

• . . . 1 , 20 , 24,068 

. . . . 5 , 02,608 

Total , 1 , 25 , 26,676 


The accompanying note by Colonel R. Home, R.E., Inspector General of 
Irrigation, fully discusses tbe Engineering and Financial aspects of tbe project, 
and gives in detail the reasons for the additions made to the estimated outlay. 

7. The financial statements appended to the estimate have been accepted by 
the Financial Commissioner of the Punjab, and appear to have been drawn up 
with great care, and certainly with moderation, as far as the estimated net 
returns are concerned. According to the amended statements embodying the 
alterations made by tbe Inspector General of Irrigation, which we have caused 
to be prepared, it is contemplated that the canal will be completed in ten years 
from date of commencement, and will begin to earn revenue in tbe seventh 
year. Ten years after completion the balance of interest charges will amount to 

E33,61,219. The sum at charge will 
then become E 1,58, 8 7, 895, t on which 
the estimated net revenue of E9,87,944 
will yield a return of 6*2 per cent. The 
net direct revenue alone of E8,24,944 will give a return of 5*2 per cent. The 
enclosed revised forecast statements show how these results are arrived at. 


R 

tl, 26, 26, 676 
33,61,219 

1,58,87,895 


* Direct charges. 
Indirect „ . 


Toxal 


. 1,17, 74,, 068 
. 4,96,448 

. 1,22,70,616 


Direct charges 
Indirect „ 
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8. We have no hesitation in recommending the project for Your Lordship’s 
sanction as a Productive Public Work. 

As regards provision of funds and the question of dnancial responsibility 
as between the Imperial and Local Government, we will address Your Lordship 
subsequently. 


[Enclosueb No. 3 to Despjltoh No. 69 Puklio Works of 1888.] 

Note hy Colosiel E. Home, E.B., Inspector General of Irrigation^ on the 
Jhelum Canal Froject. 

This project has been very carefully prepared, and full explanation has been 
given for the location of the canal, the cost of the works, and the manner in 
which the returns for the expenditure are arrived at. 

The scope of the project has been considerably extended, and the position of 
the canal head altered since the scheme was first proposed to the Government of 
India in Punjab letter No. 6839 I., dated 6th December 1883. The necessity 
for these alterations are fully detailed and discussed in the reports now sub- 
mitted*, and I think there can he no doubt that the reasons given for placing 
the head of the canal at the highest point on the Jhelum from which water can 
be taken out, and for constructing a weir to ensure a constant supply during the 
cold weather, are good and may be accepted. The arguments in favour of the 
revised proposals are— 

[a) The area under command is now 1,323 square miles instead of 700. 

{h) The river at Easul is confined by the spurs of the Salt Eange on the 
right and by the end spur of the Pabbi hills on the left bank ; 
whilst at Chak Nizam, although, for some reasons unknown, the 
liver has for many years kept in its present channel, yet there is 
apparently nothing to prevent its shifting either to right or left. 
The latter site is good enough for an inundation canal of moderate 
capacity, but not for a permanent canal. 

(c) The necessity for ensuring irrigation for a rabi crop in a tract where 

wells are deep and rainfall scanty and uncertain, and the impossibi- 
lity of attracting population except under this condition. 

(d) The construction of a weir and permanent head-works will be remu- 

nerative, and Rasul is the only site at which they cau be economi- 
cally constructed. 

The canal as now designed consists of a main line 78 miles long, three branches 
Total Main Canal and aggregating 83 miles in length, and 569 miles of 
Branches, 161 miles. distributary channels. Of the main line, 23 miles are 

of the nature of a supply-channel running parallel to the River Jhelum, and on 
this length there are two escapes into the river; the upper one, which is situated 
at the 6th mile, will he used as a scouring sluice, to get rid of the silt that must 
deposit during floods in the vicinity of the canal head. 

Beyond the 23rd mile irrigation will commence, and distributaries will be 
constructed from suitable points on the main line and branches ; their positions 
are indicated on the plans. The supply-channel is carried along the foot of the 
slope from the high land to the river bank, and the drainage from this slope is 
for the most part received into the canal and passed out at the Mallakwal escape 
at mile 23. At Mallakwal the canal line leaves the river and takes a more 
southerly direction ; following the contours of the country it reaches the crest at 
the 40th mile, and after giving off the Not Moman Branch to the left it follows 
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the main ridge, and where this fails the eastern and western branches occnpy 
the divided crest. The lengths of the branches are : Kot Moman, 251 niiles ; 
eastern branch, 29 ; and western branch, 28 1 miles. Owing to the nature of 
the ground and the scanty rainfall, the drainages are none of them large or 
formidable, and the slope and general conformation of the country is very 
favourable for the construction and worhing of an inigation canal ; so much 
so, indeed, that the whole of the country commanded may be assumed to be also 
irrigable. The soil is good and the springs deep, whilst the rainfall is scanty 
and uncertain. 

The lowest discharge of the River Jhelum as yet measured is 5,900 cubic feet 
per second. 

The canal is designed to carry 2,875 cubic feet per second at its head for the 
irrigation of 423,360 acres, which is half the area commanded. 

The supply proposed is in excess of these requirements, hut as it is most 
probable that a much larger proportion than 60 per cent, of the country will be 
irrigated, and it may also be found possible to extend the irrigation beyond the 
limits at present proposed, it will be advisable not to reduce the capacity of the 
main canal until it has been shown by further investigation that this can be 
safely done, and that any additional supply that may be hereafter required can 
be safely carried in a channel of smaller section. The head-works have been 
designed to carry the full supply, and it is not probable that a reduction of 375 
in a total of 2,876 cubic feet per second will make any appreciable saving on 
their cost. As now designed by the Chief Engineer, they will, I think, he safe 
and efficient, hut I am of opinion that he has not made sufficient allowance for 
unexpected difficulties ; his estimate is necessarily open to criticism, as it is not 
based on examination of the subsoil, nor has the work been actually laid out on 
the ground. The rates, judging from similar work actually carried out elsewhere, 
are fair and reasonable, but the quantities are, for the reasons stated above, very 
much open to revision, I should be inclined to add to his estimate of R1 6,66,000 
a lump sum that will bring it up to E20,00,000. Bridges have been provided 
generally at a distance of three miles apart, though additional crossings have 
been provided by arching between the piers of the canal falls. I think the class 
of bridges proposed, generally spans of 10 feet, will be very unsightly over wide 
channels; they have been adopted as the most economical type, hut I am of 
opinion that the design will have to be modified in many cases, and as this 
would add to the cost of those bridges that may he altered, I would allow the 
provision under the head “ Bridges” on the whole canal to stand, the rather as 
the sections of masonry in the designs submitted are rather scanty, and the 
height of the piers gives an insufficient provision for a possible addition to the 
depth of water which may be desirable hereafter. 

The only other point that would sensibly affect the estimate is the rate of 
provision for distributaries. This has been finally laid down by the Chief 
Engineer as R3,500 per mile. Major Ottley, the Superintending Engineer, 
judging from the cost of some distributaries which had been constructed on the 
Chenab Canal, thought that after including the cost of minor distributaries the 
rate per mile for major distributary should be taken at R4,000. On the Sirhind 
Canal, I find that, roughly, the rate has been less than R3,000, the average 
mileage being six of major to seven of minor channel. It must, however, be 
remembered that labour is dearer the farther north we go, and that this is anti- 
cipated generally for this canal may be seen by reference to the table of rates. 
Ou the whole, perhaps, it would be well to accept R3,250 as a fair rate per mile, 
which will give a saving of 14 lakhs on the estimated fignie of ft 19, 91, 500. 
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The only alterations then that I would recommend in the figures of the 
estimate are — 


E 

Head-works . . -f 3,44,000 

Distributaries — 1,42,600 


Net increase . 2,01,500 

or, in pund numbers, 2 lakhs of rupees. I am not prepared to recommend any 
reduction of rates of work to cover this excess. I entirely agree with the local 
officers that the rates proposed are none too high if the work (as all remuner- 
ative works should he) is to be completed in reasonable time, and to be carried 
on continuously without reference to seasons. 

Further criticism on the details of the project and designs for works is not 
called for. Establishment charges have been reckoned at 23 per cent, on the cost 
of works. It would have been satisfactory if a schedule of establishment had 
been put up, but the above percentage has been proved to be sufficient in so 
many cases that it may be accepted. The addition of 2 lakhs to cost of works 
will add M46,000 to the establishment charges, and RGfiOO to the pro- 
vision for ordinary tools and plant. Under special tools and plant, the pro- 
vision of H4 lakhs to cover the cost of 12 miles of railway with rolling-stock 
and workshop tools does not appear extravagant. The indirect charges call 
for no remark. 

The additions that I have made to the direct charges will now amount to 
^S,50fi00 in round numbers. 

As regards JBeceipiSf they have been considered in much detail by th® 
Chief Engineer in a separate memorandum. Judging from actual progress made 
in the development of irrigation on canals that have been opened in recent years, 
the forecast for this canal is very moderate indeed. 

The average crop-rate is deduced from the actuals for five years on the Bari 
Doab Canal, where the rates are not as high as on some other canals ; and 
indeed the proposed rate of H3*3 per acre is only a decimal higher than the 
charge made by tbe owners of private inundation canals in the same district 
(Shahpur). 

I think that it was wrong to estimate miscellaneous receipts at E80,000 
on the basis of actuals of the Bari Doab Canal, the circumstances of which are 
peculiar, owing to the number of large commercial centres in that Doab ; it 
would be safer, in my opinion, to reduce this item to R50,000. 

The forecast of progress and the average rate per acre are also discussed by 
the Financial Commissioner (Colonel Wace) in a note iu which he reviews the 
whole circumstances of the Canal, and expresses entire approval of the project. 

He considers the Chief Engineer's expectations moderate, and points out 
that the agriculturists will not after some time be satisfied with the irrigation 
of 60 percent, of the cultnrable land, and that in a tract where the rainfall is so 
scanty and uncertain that crops cannot be grown without irrigation, the yearly 
irrigated area may rise to even 80 per cent. 

There is no reason why the canal should not irrigate an area considerably 
larger than has been estimated. The channels are designed to carry 375 cubic 
feet more than is required for the yearly irrigation of 423,360 acres, with a duty 
of 50 acres in the kharif and of 120 acres in the rahi seasons. This extra water 
is sufficient for the irrigation of 63,750 acres, and, moreover, there appears to 
he no reason why, when necessity arises, a greater depth of water should not be 
passed into the canal. It may also be expected that tbe cultivators will econo- 
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loise water if they wish to extend the area under crop. It may then be expected 
that the ultimate area of irrigation will considerably exceed that for which credit 
has been taken in the estimate. 

Colonel Wace in his note has proposed a charge of 8 annas per acre on the 
irrigated area, and the proceeds have been included in the Financial Statement 
on page 7. I understand this charge to be of the nature of an owner's rate to 
which there will probably be no objection. 

The credit, however, which Colonel Wace proposes to give to the canal in 
subsequent paragraphs of his note, and which are shown in column 4 of the 
Financial Statement III on page 7 as “ interest at 4 per cent, on sales of 
Crown lands," cannot properly be taken into account as indirect revenue ; doubt- 
less the money would never be earned if the canal were not made, but it appears 
to me that the credit, if it could be allowed, should rather be a decrease to the 
capital account of the canal than an increase to its revenue. 

The charges against revenue have, in my opinion, been pitched at a very 
high figure. On the Bari Doab Canal the large sums detailed in the Chief En- 
gineer’s note were spent on what was practically a remodelling of the canal and 
river works, new works were interpolated, old works altered and strengthened, 
and the canal so much improved that it now carries with safety one thiid more 
water than it did before this remodelling was taken in hand. The system of 
estimating the maintenance charges hy a rate per acre irrigated is the best that 
we have been able to devise, but we are fully aware that it is only a feeble 
approximation. The rate per aero on the Sirhind Canal in 1886-87, when the 
irrigation was less than half of the ultimate area, was only Rl*ll. I should 
not he suprised if it were found in future years that the yearly charges against 
revenue for this project have been overestimated by at least a lakh of rupees. 
To sum up -- 


The direct and indirect capital of the canal as proposed by the 
Punjab is 

Paragrapli 7 of foi warding] 
letter. 


1,22,70,516 


To which I propose to add — 

.... 2,50,000 

Indirect .... 6,160 


To Eevised Capital .... 1,25,26,676 


Direct and indirect receipts as proposed hy Punjab to end of B 

1907-08 1,09,01,008 

Deduct — Direct B73,000. Indirect El, 27,008 . . . 2,00,008 


Eevised Receipts, direct and indirect 

Deduct — ^Revenue charges B67,78,105. Interest B72,84,114 . 


1,07,01,000 

1,40,62,219 


Excess of Interest over Revenue receipts . 


33,61,219 


The sum at charge will then he Bl, 58, 87, 895, on which a net revenue of 
B9,87,944 (ten years after completion of the canal) will yield a return of 6*2 
per cent., whilst the net direct revenue alone of B8, 24,944 will give a return 
of 6-2 per cent. I consider the project to he a very promising one which may 
well he classed as a Productive Public Work, and put in hand whenever funds 
are available for its construction. 
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[Enclosfeb No. 4 to Despatch No. 69 (Pxtbuc Works) op 1888.] 


Forecast statements as amended by the Government of India. 


JHELUM CANAL. 

No. I. 

Summary of the estimated Direct chwrges to Capital Account, 


1 

2 

3 

4 

5 

6 

7 

8 

Years. 

Works. 

Establish- 

ment. 

Tools and 
Plant. 

Suspense. 

Loss by 
exchange 
on pay- 
ments m 
England. 

Receipts 
on Capital 
Account. 

Total. 







B 

B 

R 

B 

B 

First 



• 

3,36,000 

1,00,000 

1,65,000 

... 

... 


6,00,0i’.0 

Second 




6,69,000 

1,65,000 

1,76,000 




10,00,000 

Third 




11,40,000 

2.70,000 

1,40,000 

60,000 

2,000 


16.02.000 

FonrtlL 




12,45,000 

2,70,000 

36,000 

60,000 

... 


16,00,^ 00 

Fifth 




12,45.000 

2,70,000 

36,000 

60,000 

4,000 


16,04,(100 

Sixth 




12,90,000 

2,76,000 

36,000 

... 

... 


16,00,0110 

Seventh 




10,47,000 

2,25,000 

28,000 

... 

4,000 


13,04,000 

Eighth 




9,74,000 

2,00,000 

26,000 

.«« 

... 


12,00,000 

Ninth 




7,35,000 

1,60,000 

16,000 

• •• 

4,068 


9,04,008 

Tenth 




6,10,661 

1,09,037 

10,670 

... 


20,268 

6,10,000 


TOTit 


91,80,661 

20,34,037 

6,65,570 

1,60,000 

14,068 

20,268 

1,20,21,068 


No. 11. 


Summary of the estimated Indirect charges to Ca/pital Account [excluding 

interest). 


1 

2 

3 

4 


Capitalization 

Charges for 


Year, 

of Land Revenue 

Leave and Pen- 

Total. 


abated. 

sion allowances. 



B 

B 

B 

First 

60,000 

14,n00* 

74,000 

Second 

50,000 

23,100 

73,100 

Third 

40,000 

37,800 

77,800 

Fourth 

30,000 

37,800 

67,800 

Fifth 

20,000 

37,800 

67,800 

Sixth 

10.000 

38,600 

48,500 

Seventh 

6,000 

31,500 

36,500 

Eighth . ' . , . , « . . 

2,843 

28,000 

30,843 

Ninth . 


21,000 

21,000 

Tenth 


16,265 

15,265 

Tot^l 

2,17,843 

2,84,765 

6,02,608 
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JHELUM CANAL. 
No. III. 


Estimated growth of Irrigation^ Revenue and Charges, 





Bsvbitits Receipts. 


43 . 

a ta 
g fl 

Net Eevenitb dttb to 

WOBKS. 



‘S 

. 

OhH 

O l-H 

!:• 

a 

Indirect BeceijpU. 


li 

C3 

•d-q 



Y EAES, 

a o 

® o 

e3 

*2 

1-H 

Enhanced 

Land 

Revenue. 

Interest 
at 4 per 
cent, on 
sales of 
Crown 
lands. 

Total. 

« ps 

H 

a g 

T3P3 

00 ^ 

® m 
be ca 

li 

O C3 

Including 

Enhanced 

Land 

Revenue. 

Excluding 

Enhanced 

Land 

Revenue. 

1 

2 

3 

4 

5 

6 

7 

8 

9 


Acres. 

E 

E 

E 

E 

E 

E 

E 

Seventh , 

33,000 

23,000 

... 

... 

23,000 

2,02.320 

-1,79,820 

-1,79,320 

Eighth . 

60,000 

75,500 

... 


75,500 

2,83,765 

-2,08,255 

-2,08,255 

Ninth . 

93,000 

1,48,760 

... 


1,48,760 

8,66,783 

-2,17,033 

-2,17,033 

i 

Tenth 

(Canal com- 
pleted.) 

131,000 

2,68,760 

... 

... 

2,68,760 

4,48,913 

-1,90,163 

—1,90,163 

Eleventh . 

176,000 

3,81,600 

... 

... 

3,81,600 

5,31.678 

-1,50,078 

-1,50,078 

Twelfth . 

212,000 

6,12,260 

16,600 

... 

6,28,760 

6,36,321 

-6,571 

-23,071 

Thirteenth 

260,000 

6,40,OO( 

30,000 

... 

6,76,000 

6,39,153 

1,36,847 

1,06,847 

Fourteenth 

239,000 , 

7,83,760 

46,500 

... 

8,30,260 

6,43,106 

2,87.144 

2,40.644 

Fifteenth , 

326,000 

9,13,260 

66,600 ’ 

... 

9,78,760 

6,46,811 

4,31,939 

3,66,439 

Sixteenth . 

362,000 

10,42, 7£0 

88,000 

... 

11,30,760 

6,60,516 

5,80,234 

4,92,234 

Seventeenth 

336,000 

11,68,250 

1,06,000 

... 

12,64,260 

6,63,981 

7,10,269 

6,04,269 

Eighteenth 

404,000 

12,64,760 

1,26,000 

... 

13,79,760 

6,66.976 

8,22,874 

6,97,874 

Nineteenth 

416,000 

13,31,760 

1,44,600 

... 

14.76,260 

1 5, 59,186 

9,17,064 

7,72,664 

Twentieth. 

423.360 

13,86,760 

'3,63,000 

... 

16,48,760 

► 6,60,806 

9.87,944 

8,24,944 


Xf.B.- In column 5 credit has been taken by the Punjab Government of El, 27,008, being the 
amount of interest up to 1907-08 (commencing from 1903-04) at 4 per cent, on E7,05,e00 on 
account of sales of Crown lands. The figures are omitted in this amended statement; this matter 
is referred to in the note by the Inspector General of Irrigation. 
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JHELUM CANAL. 
No. IV. 


Estimate of Financial results u'p to ten years after date of completion. 


1 

2 

3 

4 

5 

6 

7 

Yeab. 

Direct Capital outlay 
during the year. 

Direct Capital outlay to 
end of year. 

Simple interest at 4 per 
cent, on Capital outlay 
to end of pievioufl year 
^hi8 ^ outlay during year 

Net revenue from column 
8 of Statement No. III. 

Simple interest less net 
iG venue. 

0 
'ft 

1 

ta 

CQ 

Q) 

o 

p 

A . 

p ^ 

Q, g 
^ © 

"ffl 2 

52;'" 



R 

R 

R 

R 

R 

R 

Up to end of sixtli 



80,06,<'00 

8,24,520 

... 

8.24,520 


For seventli . 


13,04,000 

93,10,000 

3,46,320 

-1,79,320 

6,26,640 

•a« 

Eighth . 


12,00,000 

1,05,10,000 

3,96,400 

-2,08,255 

6.04,655 


Ninth . 


9,04,068 

1,14,14,068 

4,38,481 

-2,17,033 

6,56,514 


Tenth , 


6,10,000 

1,20,24,068 

4,68,763 

-1,90,163 

6,68,926 

... 

Eleventh , 


... 

1,20,24,068 

4,80,963 

-1,50,078 

6,31,041 

... 

Twelfth , , 


... 

1,20,24,068 

4,80,963 

-6,571 

4,87,584 

... 

Thirteenth , 


«•< 

1,20,24,068 

4,80,963 

1,36,847 

3,44,116 

... 

Eonrteenth « 


... 

1,20,24,068 

4,80,963 

2,87,144 

1,93,819 


Fifteenth , 


... 

1,20,24,068 

4,80,963 

4,31,939 

49,024 


Sixteenth 


... 

1,20,24,068 

4,80,963 

5,80,234 

... 

99,271 

Seventeenth . 


... 

1,20,24,068 

4,80,963 

7,10,269 

... 

2,29,306 } 

Eighteenth . 


... 

1,20,24,068 

4,80,963 

8,22,874 

... 

3,41,911 

Nineteenth 


... 

1,20,24,068 

4,80,963 

9.17,064 

... 

4,36,101 

Twentieth , 


... 

1,20,24,068 

4.80,963 

9,87,944 


6,06,981 







49,74,789 

16,13,670 




Balance of interest charges 

33,61,219 

... 





SECTION vn. 

Coal, Fetrolenm, and Iron. 

1. Dandote Goal. 

2. Funjalb Oil-Lands. 

3. Beluohistan Petroleum Operations. 

4. Barrakur Iron Works. 


S H 




COAL, PETROLELM, AND IRON. 


789 


COAL, PETROLEUM, AlJD IRON. 


1. — Bandote Coal, 


Minute on the Dandote Colliery ly the Hon. Sie Theodoeb C. Hope, K.C.S.I., 
dated 12th December 1887, 

At the conference held at Khewi-a on 1st April 1886, at wRicli I was present 
the principal conclusions formed were (1) that the Dandote seams should be 
worked in preference to those at Cbittadund ; (2) that the investigations into the 
extent of the seams should be continued, and the quality of thie coal further tested 
by chemical analysis and actual experiment on the North-Western Railway ; (3) 
that the advice of a competent mining expert should he obtained as to the best 
system of working the seams ; (4) that the coal should be conveyed by means of 
a series of wire-rope inclines to the foot of the hill, and thence to the railway by 
a short branch line ; (5) that the colliery should be placed under the Director of 
the North-Western Railway (Colonel Con way-Gordon), and worked as an ordi- 
nary manufacturing account of the line. 

2. I inspected the colliery works on the 23rd ultimo in company with 
Mr. R. B. Buckley, the Under-Secretary to the Government of India in the 
Civil Works Branch (which includes coal, petroleum, and iron); Mr. Henderson, 
the Engineer-in-charge ; and Colonel Wallace, who is now Director of the North- 
Western Railway. The following record of the result may be useful. 

3. In the fii’st place, the investigations into the extent of the seams have 
been actively prosecuted. Coal having been proved by one of the shafts sunk 
from the surface of the plateau, this method of investigation was discontinued. 
The drifts on the western face having reached seams 30 inches thick, and new 
drifts on the southern face entering coal readily of 30 to 33 inches in thickness, 
attention was concentrated on the northern scarp of the plateau with results 
showing a 36-inch seam, and otherwise so satisfactory that this locality has 
been finally chosen for the principal workings of the colliery, to he supplemented 
on the south as far as may he profitable. 

4. As to the quality of the coal, vari- 
ous analyses were made in the summer of 
1886 by Dr. Murray Thompson at Roor- 
kee, and Mr. Medlicott, Director of the 
Geological Survey, of samples formed by 
collecting and mixing up coal from all 
the various drifts, one set being selected 
by Mr. Oldham of that survey. The 
results were as shown in the margin. The proportion of pyrites and sulphur 
detected was comparatively small. 

5, Practical experiments were also made in June and July 1886 with 1,200 
tons of Dandote coal and 900 of Bengal coal. The result is thus described by 
Colonel Conway-Gordon : — 

These experiments show thatthe consumption of Dandote coal is about 22*5, or, 
say, 25 per cent., in excess of Bengal coal. This result is satisfactory, considering 
that the drivers are new to the fuel, and that the coal experimented npon had to hear 
so many trans-shipments, and had not been screened before being nsed. 

*^It is at any rate now! satisfactorily established that Dandote coal can be nsod 
for railway purposes without being first made into patent fuel. It will still he ueces- 
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sary prolDably to use up all small coal in tlie shape of patent fuel, but there seems no 
doubt that the larger coal can be used screened, as it comes from the colliery. 

“ Taking the price of Bengal coal at 16*5 delivered on the North-Western Rail- 
way at its nearest point to the Bengal coal-fields, the corresponding price of Dandote 
^oal may he taken at R13-0-10. We shall therefore gain the difference between 
R13-0-10 and the issue rate of the coal, whatever that may be, in addition to the 
difference in the cost of carriage from Khewra and Ghaziabad to the various engine 
stations. 

‘^For instance, the cost of Bengal coal at Lala Musa, including carriage, is 
1124-13-2 ; deducting from this the cost of the carriage of tons of coal from Khewra, 
say Rl-5-9, the difference between the balance, R23-7-5, and the issue price of Dandote 
coal, will represent the saving on every ton of coal burnt north of Lala Musa. 

'' If the Dandote coal thus can be supplied at B5 per ton, the saving on the 
11,000 tons burnt annually on the Lala Musa to Peshawar section would be not less 
than R2,03,000 per annum, without counting the saving on the Sind-Sagar Railway.” 

These results as regards the utility of the coal have now been put beyond 
theoretical basis, the Lala Musa to Peshawar section of the Railway having been 
worked exclusively with Dandote coal for some months past. 

6. The question of a system of woiking was investigated in July 1886 by 
Mr. W. Donkin, a mining engineer deputed for the purpose from the State 
Colliery at Warora in the Central Provinces He was accompanied over the 
workings and whole locality by Dr. Warth, whose services were afterwards dis- 
pensed with. His report generally confirmed the anticipations* entertained of 
the value of the colliery, and contained technical recommendations, too detailed 
for notice here, which are being generally acted on. The shaft necessary as an 
upcast for foul air is nearly completed, and an adit level, of the practicability of 
which he was doubtful, has been successfully driven from the scarp in under the 
coal, at such a level and grade as will secure natural drainage, and enable the 
loaded tubs to be brought out by mere gravitation. It has already reached the 
coal, but at a level about 40 or 60 feet above the curvature of the seam, instead 
of at the very bottom of it. This adit has also been designed to aid in explor- 
ini^j headings in various directions, the whole strike of the seam, and it is a 
minor question for early decision whether a second adit, which had been con- 
templated in order that the two might serve up and down traffic, shall be driven 
on the same level or the lower one. Mr. Henderson estimates that when all the 
arrangements now contemplated are completed the colliery will be able to turn 
out from 125 to 150 tons of coal per diem. 

The underground operations are now in charge of Mr. Forsyth, a mining 
overseer sent out last summer by the Secretary of State. He seems an extremely 
well-conducted and competent man, underpaid considering his qualifications, 
but he is at present the only European in the workings, and three “ deputy 
overseers ** are urgently needed. 

7. The permanent arrangements for conveyance of coal to the railway are 
far advanced, but cannot be completed until the receipt of the necessary wire 
rope and other plant from the Stores Department of the India Office. 

The Khewra Salt Branch on the Siud-Sagar line has been extended on the 
broad gauge from Khewra for about two miles to Kalapani, at the foot of the 
bills ; from this point a two-foot gauge tramway is to run up to the adit level or 
main entrance of the colliery, with a short branch thence round to the southern 
workings. This tramway is completed from Kalapani to the foot of the first 
rope incline, and up that incline to its summit. The second rope incline, which 
is merely a continuation of the first in a different direction, is also practically 
completed. From the summit of this incline to the tunnel mouth the tramway 
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is not laid, but it presents no difficulties, and can be ready by the time the wind- 
ing machinery and wire ropes arrive and have been fitted up, A good zigzag 
mule-path has been made as a service road from Kalapani to Dandote, alongside 
the tramway as far as possible. 

8. Pending the completion of the permanent arrangements, the coal is being 
brought down for use by temporary expedients. A cart-road runs nearly on a 
level to the edge of a clifi*, whence bags of coal, made up at the colliery, are sent 
flying on a wire rope across an enormous chasm to a peak below ; from this 
peak they are started on a second rope across another chasm down to the foot of 
the lower incline, and taken on by cart the short distance to Kalapani. This 
operation necessarily knocks the coal about a good deal, and causes a large 
amount of “ smalls ” and dust, which is rejected below by the Locomotive Depart, 
ment, who are very strict in this respect. 

9. Under these temporary arrangements, the cost of che coal as accepted is 
necessarily high, and is stated to be as under at present : — 

per ton. 

^ a. p. a. p. 5 a. p. 

Excavation and delivery at month of 

drift 1 12 0 

Timbering, roads, and general 

charges 10 0 

2 12 0 

Add 30 per cent, for wastage, rubbish taken 

out, (&c., at pit’s mouth 0 15 0 

Carriage to Kalapani Station . . . .18 0 

5 3 0 

At Kalapani Station 30 per cent, of small coal and coal 
dust is rejected ; giving no value to this at present, 
a farther addition to price ensues of . . .230 

7 6 0 

Establishment charges about • • • . . 1 12 0 

9 2 0 

This will come under large reduction as soon as the permanent tramway is 
completed, as the cost of conveyance will he less, and the wastage now caused 
by the repeated handling of the bags will almost disappear. Moreover, the 
general charges will fall in percentage when the output increases. At present 
it is about 900 tons per mensem, being limited by both the temporary arrange- 
ments and the necessity of working out certain large wood-fuel contracts on 
sections of the North-Western Railway east of Lala Musa, which is prolonged 
owing to the recent great fall in the export traffic. 

Finally, a still further economy will accrue whenever the small coal and 
dust rejected above and below can be made into patent fuel. The Locomotive 
Superintendent of the North-Western Railway last year made 6J- tons of fuel 
on the Edford plan, cementing with 10 per cent, of ground lime. The fuel 
was fairly hard and convenient to handle. It was found on trial to be 9 per 
cent, worse than the raw coal, which was not an unfavourable result, considering 
that it contained 10 per cent, of foreign cementing matter. If the Rawal Pindi 
concession to Mr. Noble should prove a success, the refuse there, which is 
secured to Government under the contract at a low rate, will form an admirable 
cementing medium, while equalling the coal in combustibility ; and in any case, 
the means of good cementing will be available, though at a greater distance, i 
the petroleum at Khattan. 
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2,— Punjab Oil-Lands. 


No. 8, dated tlie 1st November 1887. 
From — The Government of India, 
To— Tbe Secretary of State for India. 


(1) Letter No. 138, dated 10th September 
1887, to Government of India, Public Works 
Department, eontainini? Mr, Townsend’s re- 
port. 

(2) Draft agreement. 


We have the honoTir to forward, for Your Lordship's information, the papers 

marginally quoted, relative to a con- 
cession of the right to search for and 
extract earth-oil in certain specified 
tracts in the Punjab, which we pro- 
pose, subject to Your Lordship's con- 
firmation, to grant to Mr. John D*Oyly Noble. 

2. The principles upon which we have proceeded in dealing with this case will 
be found in the draft memorandum of agreement. It will be seen that, by adopt- 
ing the system of alternate blocks which is believed to obtain in Canada, we 
have carefully guarded against granting a monopoly to Mr. Noble ; and clause 
iii of the agreement is so framed as to provide that if any two blocks selected 
by tbe contractor give good results, the intervening block of similar length 
along the line of oil will be at the disposal of Government. 

3. We have given this matter our best consideration, and tbe terms we now 
propose for Your Lordship's confirmation are the result of detailed and careful 
discussion. They have been drawn up in consultation with the Punjab Govern- 
ment, and are entirely accepted by His Honour the Lieutenant-Governor. Our 
object throughout has been, while avoiding a monopoly, to start an industry 
which has many elements in it of promise, and we. regard Mr. Noble's offer to 
undertake this enterprise as a matter of great importance to Northern India 
and as deserving of every encouragement. We are satisfied that the concession 
we desire to make is sufficiently advantageous to the Government and the 
country, in that there is little prospect of any practical knowledge of the earth- 
oil resources being gained unless or until the investigation has been commenced, 
by some capitalists of experience like Mr. Noble. If the present offers are re- 
jected, it may be years before any renewed efForts are made to explore the 
petroleum region. In the meanwhile the country will have lost the profit it 
might have gained from the earlier exploitation of the oil. 

4. The draft agreement, which has been provisionally accepted by Mr. 
Noble, will now be sent to our Solicitor, who will reduce the terms to legal form : 
and we would request that Your Lordship's confirmation of the agreement may 
be communicated to us by telegraph, as Mr. Noble is in a position to commence 
operations almost at once, and we consider it essential that another working 
season should not be lost. 


Meport on the Petroleum Deposits of Jtawal Pindi, 

At several places in the Bawal Hindi plateau in the North Punjab, petroleum 
makes its appearance, saturating sandstones, shales, and limestones of tertiary 
age, with little or no surface accumulations ; and it may be seen in small 
quantities upon the waters of sulphurous springs. 

2. At Rutta Otoor, 12 miles north-east of Rawal Hindi, it is found slowly 
Eutta Otoor, accumulating on the waters of an incipient spring in 

fi^i*h-gray limestone of lower eocene (of tertiary age) » 
the spring has been enclosed by a small wall of masonry ; and at the time of my 
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visit (August 17tli last) there was a thin covering of dark-green oil upon the 
water within the enclosures. 

The spring was almost inactive, and the oil accumulates, I fancy, very slowly 
indeed ; its appearance, however, marks the place and its surroundings as being 
over, or near, a petroleum deposit of unknown value. 

The rocks from this place up to the high range to the north, about a mile 
distant, are a continuation of those lying on the surface of the southern slope of 
this range, and are crushed, broken, and faulted to such an extent as to make 
every angle of dip without a general or distinctive one. 

To the south of the spring are gray sandstones, red shales, and clays, with a 
dip north-west of from 40® to 50® ; their direction of dip and their position sug- 
gests their being reversed, in which case the gray lime in which the spring is 
located will be an erratic deposit having its origin in the covering stratum of 
the range to the north ; the fact of the red shales appearing in the creek bed 
under the gray lime and between the spring and the mountain base supports the 
theory of reversal ; and it is further strengthened by cracks and seams of the 
gray limp being filled with the dried residue of petroleum, over a considerable 
area of their exposure, round and about the village and spring. 

This residue is not an asphaltum ; it is a dried carbon crumbling to powder 
under pressure, and suggests the probability of these rocks having been im- 
mersed at some time in petroleum, and having been forcibly displaced, over- 
turned, and left to dry out as drainage channels were cut through and around 
them. Should this view prove a correct one, there is little chance of getting oil 
by a boring near the spring : search would be more likely of reward further 
north, near the base of the range. 

I need not dwell on the geological features of this locality, but will again 
refer to the gray lime and the dark-green oil in another connection, 

3* Fatehgunge, about 30 miles by railway to the south-west of Pindi, where 
oil appears saturating rocks of eocene age, is another 
ratehgunge. visited. Several elaborate geological descriptions 

of this locality are published, and I need not therefore enlarge upon this part 
of my subject. The report of Mr, A. B. Wynne, made in 1877, is no doubt a 
correct one. 

4. A few wells have been dug, and a boring or two made at a point about 

Borings ^ miles to the north-west of the railway station (the 

place is called Gunda, I believe). These wells are 
located on a plain of several miles in extent, and a small yield of oil has been 
obtained from most of them ; all are within an area of less than a square acre, 
and on the crown of an anticlinal composed of sandstones, limestone, shales, 
clays, and marls, in great variety of colours, and all nummulitic, no stratum 
being of greater thickness than 30^ There being but little alluvial deposit, the 
rocks are well exposed and show a succession of long, narrow anticlinal and 
synclinal foldings, with their upper surfaces denuded to a somewhat level con- 
dition, and having their long axes slightly curved from west to east ; all are 
parallel to each other, and to the Chita Pahar range to the north, which here 
has a general east and west direction. 

5. Crossing these outcrops at right angles from south to north, or from the 
railway station to the range named — a distance of 5 or 6 miles, — a particular 
stratum is found reappearing at nearly regular intervals, but with each succes- 
sive outcrop dipping in an opposite direction and at no great distance from each 
other, thus showing the foldings to be repetitions in the same group of strata 
over the space indicated. These foldings, or waves, being naiTow and numerous, 
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I conclude that tbeir disturbed condition may not extend to any great depth, and 
that a more or less horizontal condition of the rocks beneath may prevail,— an 
important feature with reference to a petroleum deposit of any extent being 
confined below. 

There is little faith to be placed in the power of rocks so nearly vertical, 
composed of soft sandstones, porous limestone, shales, and clays, such as these 
are, to retain within them any considerable volume of liquid petroleum, in the 
absence of an impervious covering, and against the pressure of water and gas ; 
any indigenous oil must have escaped long since. 

It is, however, quite possible for such rocks, particularly the soft sandstones 
and porous limes, to act as vehicles in the conveyance of liquid petroleum to the 
surface, in small quantities, from more favourably situated and deeper rocks. 

6. I am inclined to think Patehgunge oil-shows have an origin akin to the 
later geological conditions— 

(1) because ail the shows so far observed are confined to one or two of the 

strata having their outcrop at the crown of a definite anticlinal, and 
to this they all cling with precision ; and 

(2) because I am convinced that none of the Punjab petroleum is indi- 

genous to the sands, limes, or shales lying above the gray limestone 
of eocene age, which is found outcropping to the north, and which is 
the true source of the petroleum of this locality, and probably of 
all the tertiary oils of India. 

Petroleum, in its slow passage upwards, through sandstones and shales, parti- 
cularly if the latter be dry, undergoes a filtering pro- 

Filtenng process. resulting in oils of lighter colour than any com- 

ing from limestones direct. 

In support of this statement, it will be found that every sample obtained 
from the lower eocene lime, such as those from Java and Rutta'Otoor, is of a 
very dark colour, and of a strong sulphurous odour, while those obtained fresh 
from sandstones or shales are of a lighter colour and nearly free from a sulphur 
smell ; and this is a feature of petroleum wherever found in other countries. 

7. In this connection I may mention the Tact that the black heavy oil 
Khattan oil. obtained at Khattan in Belnchistan comes direct from 
dark-gray lower eocene limestone which in most of 
its features is so like that of the ranges bordering the north of the Rawal Pindi 
plateau. 

The Khattan oil has become thick and heavy from exposure, and the absence 
Gray limestone, impervious covering material. I have traced this 

^ ^ ^ dark limestone from near Quetta, through Beluchistau 

in a south-east direction to beyond Khattan; and I now find it in the North 
Pun]ab, extending far to the south-west, where it no doubt joins with those 
coming from Khattan way. 


be interesting to know if it penetrates westward to beneath the 
^ mg w s of Baku, and to the eastward through Assam to the 
01 - e so urma. I have seen it in the latter country in the Aracan Yoma 

range, associated with sandstones, shales, and petroleum. 

8. In Mr, H, B. Medlicotts "Notes on the Occurrence of Petroleum in 
Galician oil-field. India, published last year, his paragraph 25, page 
198, calls atteution to the vertical condition of the 
rocks in the oil-fields of Galicia and Roumania in Europe, and their similarity 
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to those of India, meaning, no doubt, more particularly those of the Punjab. 
Quoting from Dr. Hochstetter, he says of the sandstones and shales : — 

*‘He considers these rocks to have nothing to do with the oil otherwise than as 
vehicles ; that the oil is not indigenous in these beds through which it mates its way 
to the surface, hut is the product of the distinctive distillation of organic matter at 
great depths in coal-measnres or other measures that may he? supposed to underlie 
the Carpathian sandstones. 

He indicates vaguely the difference of stratigraphical conditions here and in 
Pennsylvania, where the oil^beds are struck at definite horizons ; whereas in Galicia 
it is declared that the only chance of abundant oil is hy tapping one of the more or 
less vertical deep-seated fissures through which it rises to be diffused in the crushed 
strata near the surface, where it is slowly extracted. Here, as in other fi.elds, it is 
found that the lighter oil comes from the greater depth.” 

9. In 1880 I had the pleasure of directing the attention of a Canadian, Mr. 
W. H. McGarvy, to the Grerman and Galician oil-fields ; he in company with a 
Mr. Burgheim has put down many borings with Canadian tools and men, to 
depths of over 1,200 feet, and has won prolific wells in Galicia, and is now car. 
rying on a large and profitable business with a colony of some 20 or 30 Canadian 
millers. In his deep wells oil is obtained from below the vertical sandstones 
and shales; and all of them begin on a well-defined and narrow outcrop, which 
appears to be located above the oil sources below — a fact of considerable import- 
ance in its bearing on the Fatehgunge rocks, so similar in stratigraphical and 
other features. 

10, No borings have been carried down to sujQBcient depths at Fatehgunge 
Patehgungo wells, to decide its value as an oil-field. 

There are in all 6 wells and borings of sorts, ranging in depth from 68 feet 
to 274 feet ; some were put down many years ago, and their past and present 
total production is but a few gallons daily. They are of no more value as data 
from which to estimate the character of the field than were the shows of oil at 
the snifface which led to their construction. 

The deepest well, No. 2, is wholly a boring, and is now 274 feet from the 
surface ; it was drilled with the English style of tools driven by steam power. 
Work has been suspended because of the defective character of the tools, and 
their unfitness to be driven deeper with anything like economy or safety ; bor- 
ings Nos. 2 and 6 (the latter 68 feet deep) are located on an outcrop of yellow- 
ish soft limestone, abounding in nnmmulites ; this stratum is about 6 feet thick 
and stands nearly vertical ; on each side of it there is a thin stratum of red 
shale, and the tools are believed to have penetrated one of these shales in the 
No. 2 borings at or near the bottom. 

No. 3 well, only a few feet to north, is sunk as a shaft to 30 feet or 40 
feet, and continued to 77 feet as a boring ; this is also on a vertical thin stratum 
of soft mixed lime and sandstone, which is succeeded by shales and clays. 

Jl. These rocks form the crown of an anticlinal, the long axis of which 
runs east and west for some miles, and along which 
AnticlinaL many shows of oil are seen, notably those at Ghhrnt, 

Chlirut, 3 miles to the west of the group at Gunda : here the 

rocks are heantifully exposed in cross section to a 
depth of about 25 feet by the abrading waters of a torrent creek crossing them 
at right angles. 

The shows here are very good ones indeed; and lam told that a consider- 
able quantity of oil has been taken from them from time to time. 
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On the tops of the low hills for miles round about Fatehgun^e are scattered 
rough, angular blocks of stelagmite (travertine), in 
Travertine. which there are perfect casts of reed stems, tree 

branches, &o., many in appearance resembling 
branched coral ; but on being broken all show casts of veget'able growth ! This 
travertine shows no sign of conformable bedding, but appears to have been 
deposited in a more or less horizontal plane over the tops of the older and de- 
nuded rocks. 

12. In a recent report (not yet circulated) on an exploration of the Harnai 
valley for oil, I have called attention to a similar deposit of miles in extent at 
Spintangi, and showed that the process is still going on, its sources being in 
voluminous sulphur springs at the base of a range of gray eocene limestone in 
the vicinity. 

The same thing from the same agencies is found at Khattan ; and it is 
likely that the gray limestone bordering the Fatehgunge plane is the source 
from which the travertine of the locality has originated, the springs of supply 
having long ceased to be active. 

This travertine appearing in so many places, always near the dark-gray 
eocene rocks, and often in company with petroleum, suggests abundance of 
warm springs similar to those at Khattan, and appears to strengthen the theory 
of peti oleum being the product of the slow distillation of carbonaceous and 
organic matter along axes of deep disturbance. 

13. The oils from the Pindi district are of a better quality and of greater 

commercial value than any obtained thus far at 
Gas, Khattan ; and it is quite probable that if obtained 

from deep borings it will be still better. No natural 
gas appears with any of the shows seen by me, nor has any appeared in the 
borings at Fatehgunge— a fact which points to the great hqlk of the oil deposits 
having escaped, or to the more likely chance of its deep concealment, with its 
conhned gas so far untouched. 

14. Within the gas-works compound at Pindi I had erected a small copper 

still, and distilled fractionally a few gallons of oil 
Distillation. from Fatehgunge, treating the products chemically 

under not very favourable circumstances, and obtain- 
ed the following excellent results from crude oil, which, by show infiltration 
into the wells, and by exposure, had lost much of its original lighter elements 
to its detriment as a kerosine producer. 

Beaume’s scale. 

♦ “Patcliinff oil.” 267 o Kerosine Sp. gr. •826-39*6 

10 „ * Intermediate „ „ *865—32* 

44 „ Paraffine „ „ *906 —24*5 

16 „ Tar „ „ *994-11* 

1 „ Loss 

100 

The above products were taken from a crude oil of sp. gr. '900. 

15. The time at my disposal was too short to admit of an extended examin- 
ation of this interesting North Punjab district. I 
Brief examination. would have liked much to have visited Kalahagh, a 
place about 100 miles south-west of Pindi on the 
Indus, where, from a spring, oil of dark colour is obtained in quantities equal, 
or nearly so, to the total product at Fatehgunge. I had to abandon the journey 
as I found it would require a fortnight to accomplish it. 
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Besides this, there nre many other places witliin easv distances of Pindi ; 
but I fancy they are all of common origin, varied only by stratigraphical or 
topographical differences. 

The ease with which this supposed oil-field can be reached, the North-West- 
ern Railway skirting it for miles, the favourable lay 
Location good, of the land over long wide valleys, the question of 
fuel, water, lahour, and food-supplies, and character 
of climate, place it in great contrast with others known to me, where there is a 
probability of obtaining petroleum in quantity, 

16. I need not call marked attention to the value of a really productive oil- 

field to India, especially were ifc located near the 
Oil quality. pleasant shades of so pretty a town as Rawal Pindi ; 

but especially valuable would be a rich find of petro- 
leum containing such varied and valuable elements as that under consideration. 

17. I was greatly interested in the gas-works at Pindi, which are under the 

control of Colonel B. Lovett, R.B„ who, through 


Pindi-gas-worts. his Superintending Gas Engineer, Mr. C. H. Black- 

burn, has been supplying the military barracks and, I 
believe, a part of the town with gas made chiefly from petroleum for some 

years past. . ^ ^ . 

Colonel Lovett has against hostile criticism steadily maintained his faith in 
petroleum being obtainable in quantities in bis district ; and he and Mr. Black- 
bum have recently conducted boring operations at Fatehgunge with poor appU- 
ances,in hope of getting sufficient crude oil to supply all Pind> with gas: let 
us hope they may not he for ever dissappointed. 

Experience in gas-making from crude petroleum may be turned to the treat- 
ment of these oils in other ways ; and although the Pindi gas-works do not em- 
body the latest improvements, yet they are a model of neatness and order ; and 
they may yet form the nucleus of larger works for the manipulation of petro- 

^^“Tam indebted to Colonel Lovett and Mr. Blackburn for the most kindly 
attention and useful assistance while making these hasty investigations. _ 
18 Having been able to dispense with lengtbly geological statements m 
this paper has saved me a lot of labour. To those 
Geolopcd. who care for a detailed geological account of the re- 

gion I refer them to Mr. A. B. Wynne’s report of 

1877. 

19. To one who for years has sought, and found, the oily flmd m its 

fastnesses and in some dark and ugly comers of the 
Conola^ons. earth, there comes at this stage the temptation to 

make the wish father to the thought, and recommend 

teau, which. ulitolnS fine shows and many of them, the 

am not prepared to do, “ We deposits of petroleum is a constant 

element of uncertainty in esneriLced among oil-miners, even with 

attendant upon ®X“ing to such w^^^^ Butasasteam. 

the addition of to t^^ fieUat Eawal Pindi, and 

euo-ine and considerable useiul plant IS aire J a 

in“view of the many and good shows which mark the rooks at 

climbing through, perhaps, hundreds of feet of strat^ f J “ ^^bkh ^ large 
Value to the Punjab in particular and to India as a whole, wbict a arg 
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production o£ an excellent quality of oil would be, I think it a pity to lei the 
question of oil or no oil, in the North Punjab, remain much longer an unsolved 
problem. The adventurous miner of America would snifE the oil-shows which 
I have seen during the past month with mental visions of derricks, tanks, pipe 
lines, and refineries in the near futurej and would give it a trial were it in any 
other country than “ far-off India.” 

Unfortunately, Western capital seeks investment in this part of the Orient 
very slowly. Cannot the Government of India offer some form of inducement 
to practical oil -miners and men of capital ? 

Simla, R. A. TOWNSEND, 

^th September 1887, Superintendent of Petroleum 

JEJxperiments in BelmUstan* 


Memorandum of Agreement made at Simla in the Punjab the 

, eighteen hundred and eighty-seven, between the Seci'etary of 
State for India in Council (hereinafter called “ the Government ”) of the one 
part, and John D’Oyly Noble, Esq., of Petrolia, Ontario, Canada (hereinafter 
called “ the Contractor **) of the other part : whereas by virtue of section forty- 
one of the Punjab Land Revenue Act, eighteen hundred and eighty-seven, all 
earth-oil shall be deemed to be the property of the Government, and the Gov- 
ernment shall have all powers necessary for the proper enjoyment of its right 
thereto : and whereas it is competent to the Government to assign and make 
over the right to search for and extract earth-oil and all powers necessary for 
the proper enjoyment of the said right as it may think proper ; and whereas the 
Government is willing to assign and make over to the Contractor certain rights 
and privileges and to contract with him on the terms and subject to the condi- 
tions hereinafter expressed, and the Contractor is willing to accept the said right 
and privileges from and to contract with the Government on the said terms and 
subject to the said conditions : the Government and the Contractor hereby agree 
as follows, but subject always to the confirmation of this agreement by Her 
Majesty’s Secretary of State for India • 

L — On and from the first day of January eighteen hundred and eighty- 
eight until the thirty-first day of December eighteen hundred and ninety in- 
clusive, or until the Contractor has selected, in the manner hereinafter in this 
Article provided, five blocks of land in the area and for the purpose in this 
Article described, whichever may happen first, the Contractor shall enjoy the 
exclusive right of prospecting for earth-oil throughout the whole of the Punjab 
as now existing, north and west of a line drawn from the town of Jammu to 
the town of Sialkot, thence following the line of the railway vid Wazirabad, 
Lala Musa, Find Dadan Khan, and Kundian to Khoawar, and from the last- 
named place due west to the western frontier of the Punjab, The Contractor 
shall not be deemed to have selected a block unless and until he shall have— 

(cs) prepared and delivered to a revenue officer appointed by Government in 
this behalf a plan of the proposed block showing its situation and 
boundaries and signed by the Contractor : 

(5) have satisfied the said revenue officer that the proposed block is sucb as 
may be selected in accordance with the provisions of this agree- 
ment : 

(c) have thereafter erected marks suitable in the opinion of the said officer 
showing the bounda ries of the block ; 
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(cQ have obtained a certificate from the revenue officer endorsed on the 
said plan declaring the completion of the matters hereinbefore in this 
Article provided : and 

(e) have delivered the said plan to Government. 

II. — If any well sunk by the Contractor for the purpose of prospecting 
only, and previously to the selection by him of the blocks of land hereinbefore 
in Article I of this agreement referred to, to the depth of five hundred feet or 
more below the level of the ground, does not produce earth- oil in remunerative 
quantities and is consequently abandoned by him, the Government will (hut 
subject always to the proviso hereinafter in this Article contained) pay to him 
the sum of B2,500 on account of such well so abandoned. Provided always 
that nothing shall he payable by the Government to the Contractor on account 
of any such well unless and until he shall have filled up such well and shall 
have removed any obstructions which he may have placed in, on or near the 
same : and the Contractor hereby hinds himself to fill np all such wells so ahan- 
doned, and to remove all such obstructions in, on or near the same. 

III. — The blocks of land referred to in Article I of this agreement shall be 
square, with sides each four miles long, each block amounting to sixteen square 
miles in total area, and the said blocks of land may in the discretion of the 
Contractor be less than, hut shall not exceed, five in number. Provided that 
each such block shall he locally distinct from the rest, and that there shall be 
an interval of not less than four miles between the nearest points of any two of 
such blocks. 

IV. — The Government agrees that upon a request in writing by the Con- 
tractor delivered to or left at the office of the Financial Commissioner of the 
Punjab at Lahore on or before the thirty-first day of December eighteen hun- 
dred and ninety (but subject always to the provisoes hereinafter in this Article 
contained) it will assign to the Contractor on the terms and subject to the con- 
ditions hereinafter in this agreement expressed, for the term of fifty years reck- 
oned from the first day of January eighteen hundred and eighty-eight inclu- 
sive, the right to extract earth-oil from beneath the blocks of land hereinbefore 
in Articles I and III referred to, together with the right to occupy during the 
continuance of such right of extracting earth-oil so much of the surface area in 
each such block of land as the Contractor may require for his wells, and for the 
machinery and the buildings connected with the said wells and machinery and 
for approaches thereto, and together also with the right to occupy during the 
continuance of such right of extracting earth-oil a surface area at Eawal Pindi 
or other suitable place on the North-Western Eailway for the erection of a re- 
finery and oil- works and for the approaches thereto and not exceeding twenty 
acres in extent. Provided always that the Contractor shall not he entitled to 
make borings, sink wells, or establish works or approaches of any sort in or 
upon any place in respect of which the Government may object on public 
grounds to his so doing. Places of worship, sacred groves, burial grounds, 
towns, village sites, military cantonments, public roads, railways, and salt-works 
are included, among others, in such places as are referred to in this proviso. 
Provided further that all rights and privileges whatsoever of the Contractor 
under or by virtue of these presents shall forthwith become absolutely null and 
void and shall finally cease and determine without any right to compensation on 
the part of the Contractor on any account whatsoever, either — 

(a) if the Contractor shall not commence the work of extracting earth-oil 
as aforesaid on or before the first day of January eighteen hundred 
and ninety-three : or 
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(5) if the work of extracting earth-oil as aforesaid shall at any time be dis- 
continued by the Contractor without intermission during a period 
of three consecutive years. 

V.— The Government agrees (but subject always to the provisoes herein- 
after in this Article contained) to buy from the Contractor during a term of 
five years at a fixed rate of Rll-4-3 per cwt. whatever quantity of lubricating 
oil may from time to time be required by the North-Western Railway and not 
in any case less than eight huuied and four tons f&r annum^ the said oil to be 
delivered in bulk by the Contractor into the tank-wagons of the said railway 
on the railway siding at the works hereinbefore in Article IV and hereinafter in 
Article XI of this agreement referred to, and to be measured as may be mutu- 
ally arranged in the said tank-wagons as fast as delivered : 

^Provided always 

(1) the said oil shall be subject to the approval of the Director of the 

North-Western Railway as to quality ; 

(2) the Contractor shall give three months’ notice in writing to the Direc- 

tor of the North-Western Railway, Lahore, of his intention to 
commence delivery of the said oil under this agreement and shall 
together with the said notice deliver also one sample containing 
three hundred and sixty pounds weight of the oil which he proposes 
to supply under the terms of this Article : 

(3) If at any time after commencing delivery of the said oil under this 

^agreement the Contractor desires to discontinue the supply thereof, 
he shall give three months’ notice in writing of such intention to 
the Director, North-Western Railway, Lahore. 

(4) If the Contractor shall fail to commence delivery of the said oil under 

this agreement within five years reckoned from the first day of 
January eighteen hundred and eighty-eight, then and in such case 
the Government shall be entitled to refuse to buy any such oil from 
him* 

VI. — The Government agrees to transport, during a period of five years 
commencing on the first day of January eighteen hundred and eighty-eight 
(after the expiration of which period the rate shall he the subject of mutual 
agreement between the Government and*the Contractor), from Karachi or from 
any other station on the North-Western Railway as the Contractor may desire to 
Rawal Pindi or to any other station on the North-Western Railway where, or in 
the vicinity of which, the Contractor is about to commence, or has commenced, 
any work under this agreement, all machinery, tools, materials, and appliances 
imported into, or obtained in, British India by him for prosecuting his business 
under this agreement at an uniform rate of one quarter pie per maund per mile. 
jprovided always that the said articles shall be of such dimensions and weight as 
can safely and conveniently be transported on the line and its rolling-stock as 
from time to time existing. 

VIL— Subject to any provisions of law for the time being in force and relat- 
ing to the possession or transport or storing of earth-oil or of products manu- 
factured therefrom, the Government agrees to transport, during a period of five 
years, to be reckoned from the date of the delivery to the railway by the Con- 
tractor of the first consignment of oil for conveyance by rail (after the expira- 
tion of which period the future rates shall be the subject of special agreement 
from time to time between the Government and the Contractor), over all Indian 
railways worked by the State, any quantity of earth-oil extracted from wells 
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sunk under this agreement, and of products |manu£actured by the Contractor 
from the said earth-oil at works constructed and maintained as provided in 
Article XI of this agreement, at the uniform rate of one quarter pie per maund 
per mile in the case of consignments of full wagon -loads. Smaller consign- 
ments or broken quantities not forming each a full wagon-load shall, howevei’j 
only be conveyed at the ordinary rates from time to time in force on the said 
railways. And the Government agrees that the North-Western Hail wav will, 
so far as may, in the opinion of the Director of the taid Railway, be possible, 
furnish from time to time at the oil- works mentioned above the necessary tank- 
wagons required for transporting the oil in bulk. 

VIII. — The Contractor agrees to deliver to the Government by way of land 
revenue, free of all expense, at each of the wells pumping earth-oil, either on 
or before the last day of each month, or on or before the last day of every third 
month (as the Government shall elect and shall intimate to the Contractor such 
election in writing before the day of the first delivery under this Article), into 
tanks or vessels to be provided for this purpose by the Government, one 
twentieth part of all the crude earth-oil obtained from the land in the occupancy 
of the Contractor under this agreement. JProvided always^ and the Contractor 
hereby agrees, that it shall be competent to the Government (without prejudice 
to the right of the Government to at any time revert to payment in kind) to at 
any time require the Contractor in lieu of so delivering to it the said one 
twentieth part of crude earth-oil to pay to it land revenue in cash, the said land 
revenue to be paid at the fixed rate of three rupees per three hundred and fifteen 
pounds weight of the said earth-oil up to the last day of December eighteen 
hundred and ninety-two inclusive, and thereafter, if the Contractor be at any 
time unwilling to pay at the said cash rate whenever required to do so, at such 
other rate not exceeding the said sum of three rupees per three hundred and 
fifteen pounds weight of the said earth-oil as shall be annually assessed by the 
Government as the local market value of such earth-oil. 

IX. — The Contractor further agrees that, in the event of any oil- works being 
erected by him for the refinement or conversion in any manner of earth-oil ob- 
tained by him under this agreement, the Government shall be entitled to buy 
from him at the lowest londfide price obtaining in the local market, in pre- 
ference to all other persons, any residuum of such earth-oil which from time to 
time the Contractor may have to dispose of. 

X. — The Contractor further agrees that accurate hooks of accounts shall at 
all times during the continuance of this agreement be kept at each well showing 
the production and delivery of oil from such well, and shall at all times be open 
to the inspection of the Government, which shall be entitled to make any 
extracts therefrom that it shall think necessary. 

XL — The Contractor further agrees that if in his opinion he is successful 
in finding earth-oil in paying quantities, he will within the period of five years 
reckoned from the first day of January eighteen hundred and eighty-eight erect 
and thereafter during the continuance of this agreement maintain works for the 
manufacture of kerosine and railway lubricating oil either at Rawal Pindi or at 
some other suitable place on the line of the North-Western Railway. 

XII. — ^The Government hereby agrees that it will not levy from the Con- 
tractor, in respect of the land occupied by him under this agreement, or in re- 
spect of the necessary approaches thereto, any land revenue in excess of that 
specified in Article VIII of this agreement. JProvided always that this exemp- 
tion shall not be construed as extending to any local taxation nor to any other land 
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occupied by the Contractor and not actually taken up by bis works erected and 
maintained under this agreement or by the necessary approaches to such works. 

Provided further that nothing in this agreement contained shall be deemed 
to exempt the Contractor from any liability to pay any excise duty on earth-oil 
or other tax (whether of that 'description or not) for the time being in force, 
not made the subject of express agreement in this instrument. 

XIII. — The Contractor further agrees to pay any compensation claimable 
under section forty-three of the Punjab Land Revenue Act XVII of eighteen 
hundred and eighty-seven in respect of anything done by him or by his agents 
in pursuance of this agreement, and to indemnify and bold harmless the Govern- 
ment in respect thereof in all respects, at all times, and under all circumstances. 
And the Contractor further agrees to pay whatever compensation may be claim, 
able in respect of the occupation of the surface area at Rawal Pindi or other suit- 
able place (not exceeding twenty acres in extent) and to indemnify and hold 
harmless the Government in respect thereof in all respects, at all times, and 
under all circumstances. 

XIV. — ^The Contractor further agrees to proceed immediately after the exe- 
cution of this agreement to Canada, and to bring out with all despatch to the 
area specified in Article I of this agreement, at his own expense, but subject 
always to the conditions as to transport specified in Article VI of this 
agreement, machinery, tools, skilled mechanics, and all other necessary material 
and appliances sufficient for the purpose of effectively prosecuting his search for 
earth-oil with all due diligence and despatch, and to put down to a depth of not 
less than five hundred feet each not less than ten wells in the area specified in 
Article I of this agreement before the expiration of the period referred to in the 
said Article. 

XV. — The Government and the Contractor further agree that it shall be 
competent to the Local Government to make at any time a special order within 
the meaning of section three of the Punjab Land Revenue Act of eighteen hun- 
dred and eighty-seven, declaring any or aU of the blocks of land selected by the 
Contractor under Article I of this agreement to be an estate within the meaning 
of the said Act. 

XVI. — The expense of providing the proper stamp payable on this agreement 
shall he home by the Government. 

XVII. — And it is lastly agreed and declared by and between the Government 
and the Contractor that in the event of any dispute arising between them in 
respect of this agreement or any part thereof or in any wise incidental thereto 
(including, among other matters, the respective rights and duties of the said 
parties to this agreement, the true interpretation of the several articles of this 
agreement, the quality of the lubricating oil referred to in Article V of this 
agreement, the cash rate to be assessed (after the last day of December eighteen 
hundred and ninety-two) under Article VIII of this agreement in lieu of pay- 
ment in kind, and the meaning of the terms, conditions, and stipulations in this 
agreement contained) such dispute shall be referred to arbitration and decided in 
manner hereinbelow set forth, and that (in case of a claim for money) only the 
amount awarded in such arbitration shall be recoverable in respect of the dispute 
so referred: and that the award on any such reference shall be abided by and 
observed by the parties to this agreement in all respects : — One arbitrator (who 
shall be in no way concerned, directly or indirectly, with the performance of this 
agreement or with the matter in dispute) shall be nominated by the Government, 
and one arbitrator (who shall be in no way concerned, directly or indirectly, with 
or interested in the Contractor's business or the matter in dispute) by the Con- 
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tractor : and one umpire shall be appointed bj the two arbitrators aforesaid by 
mutual consent ; piovided that such, umpire shall be at the time of such appoint- 
ment either a barrister-at-kw or a member of the Judicial service in India of a 
gia le not inferior to a District Judge. In the event of the arbitrators concur- 
liiig, but the umpire disagreeing with both arbitiators, the decision of the arbitra - 
tors shall be conclusively biuding on both parties to this agreement. In the 
event of a difference of opmiou between the arbitrators, the decision of tha* 
arbitrator with whom the umpire shall; concur shall be conclusively binding on 
both parties to this agreement ; and in the event of such difference of opinion 
and of the umpire concurring with neither arbitrator, the arbitrators shall pro* 
ceed forthwith to appoint by mutual consent a fresh umpire and the matter in 
dispute shall be investigated and decided de novo : and so on until a decision 
of a majority is reached. 

Interpretation Clause ^ — In this agreement, unless there be something re- 
pugnant ill the subject or context, — 

“ Contractor ” includes the Contractor, bis heirs, legal representatives, and 
assigns. 

“ Government ’* includes, in respect of matters dealt with by the Punjab 
Land Revenue Act of eighteen hundred and eighty-seven, the Financial Com- 
missioner of the Punjab having authority in respect of the said matters under 
the said Act, and as to other matters includes also every person duly authorised 
to act for or represent the Government in relation to any master or thing con- 
tained in or arising out of this agreement. 

In witness whereof the parties to these presents have hereunto set and sub- 
scribed their hands and seals on the dates hereinafter mentioned respectively 

Signed, sealed, and delivered for and on behalf of the Secretary 
of State for India in Council by Sir Edward Charles Buck, Kt., 

Secretary to the Government of India, Department of Revenue, 

Agriculture and Commerce, acting in the premises by order of the 
Governor General in Council, ou the day of , one 

thousand eight hundred and eighty-seven. 

Signed, sealed, and delivered by the said John D’Oyly Noble on 
the day of , one thousand eight 

hundred and eighty-seven. 

/ 






No. 1 P. W., dated 12tli January 1SS8. 

Prom — ^The Secretary of State for India, 

To — ^The Government of India. 

I have received and considered in Council Your Excellency's Revenue and 
Agricultural Department letter No. 8, dated 1st November ISST", submitting for 
sanction a draft agreement which you propose entering into with Mr. John 

8 I 
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D’Oyly Noble to provide for the search and extraction of earth-oil in certain 
specified tracts in the Punjab. 

2. I fully concur with Your Excellency in your desire to encourage, as far 

• Secretari; ofstac to Tice- “ y*”" legitimately can, the development of snch an 

Toj/, iated loth January important enterprise in India; and,, in order to meet 

your views so far as practicable, I have communicated 

‘•Your Eevenue letter .v.i ^ 

No. 8 of 1887. Provisional my assent by telegram* to a provisional arrangement 

SNSifto'raveMia’sei! l^ewg entered into with Mr. Noble by your Govern, 
agreement desiraWe^^^De^ ment, in order that, if possible, the present working 
patch follows, " season may not he lost. 

3. I trust that this provisional sanction will have allowed operations to pro- 
ceed, and I now address you in respect to modifications in the agreement which, 
I am informed, can properly be suggested in its terms. 

4. The general scope of the agreement is somewhat liberal to the lessee ; but 
in this 1 am prepared to concur, iu view of the expediency of affording all 
legitimate help to the enterprise. The points in which some modifications, in a 
sense more favourable to Government, might be ai ranged, are as follows : — 

Clause 2. As this clause stands, the contractor may without rest fiction sink 
prospecting wells, and for each well so sunk receive K2,500. It is certainly 
very unusual for a lessor to pay for unsuccessful attempts on the part of his 
lessee, and it seems clearly desirable that the number of wells sunk for prospect- 
ing should be limited in number and subject to approval as to place ; while it 
should be distinctly stated that these prospecting wells are to he subject to 
Clause 13 of the agreement in respect to compensation to surface owners. 

Clause area named, 16 square miles, appears large, but I presume 

you have well considered this point. 

Clause 4. Conditions (a) and (&) of this clause should be made to apply 
specifically to each of the plots of four miles square comprised in lease. Other- 
wise the contractor could commence and not discontinue work in one only of 
the blocks, and the lease would remain valid. 

Clause 7* The last provision in this clause may prove very inconvenient to 
Government ; and if it remains, the supply of tank wagons should be limited 
in number. If the enterprise prove successful, the lessee should, as in the case 
of collieries in England, provide his own machinery. 

Clause 8. Payment in kind to Government is likely to prove highly incon- 
venient, and the rent should he received in cash, giving Government power to 
buy one-twentieth of the crude earth-oil obtained if it so desires. 

Lastly. A clause should be inserted prohibiting the lessor to assign the 
benefit of the contract, or in any part thereof, without consent of Government, 
and subject to Government being satisfied with the responsibility of the pro- 
posed assignee and general conditions of transfer. 

6. With these remarks I leave the negotiations to your Government subject 
to my being fully informed of your proceedings in the matter. 

No. 5, dated Ist May 1888. 

From— -The Government of India, 

To — ^The Secretary of State for India. 

We have the honour to report, for Your Lordship's information, that after 
having fully considered the modifications and additions suggested in Your Lord- 
ship's Despatch No. 1 (Public Works), dated 12th January 1888, we have com- 
pleted the agreement with Mr. J. D'O. Noble for the right to search for and 
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extract ciivtli-oil in certain tracts in the Punjab. A copy of the deed which has 
been executed is enclosed. 

2. The number of prospecting wells for which, if unsuccessful, the Govern- 
ment subsidy of ft2,600 may be claimed by Mr. Noble, has, in accordance with 
Your Lordship s wishes, been limited, the number being fixed at ten (clause V ) ; 
but we have not considered it expedient to impose the condition that the site 
selected for each well shall be subject to the approval of Government. The large 
expenditure involved in each trial-boring is covered only to a limited extent by 
the Government guarantee, and it is to the Contractor’s interest to select 
localities which promise the best results. 

We are advised that clause XIV, read with section 43 of the Punjab Land 
Revenue Act, 1887, sufficiently provides for payment by the Contractor for 
compensation to surface owners for any damage or disturbance caused in conduct* 
ing prospecting operations, 

3. Clause VI has been modified as directed by Your Lordship, and the Con- 
tractor s rights and privileges will cease in each block of land selected by him in 
respect to which conditions {a) and (6) are not fulfilled. 

As regards the objection to the supply by Government of tank wagons for 
the conveyance of oil, we would remark that it is not usual in India for private 
individuals to supply vehicles in such cases, and that the rates of freight fixed 
by the agreement were based on the supposition that wagons would be provided 
by the railway authorities. As the number of wagons to he provided is, under 
the wording of clause IX, at the absolute discretion of the Director of the North- 
Western Railway, no modification of the clause has been deemed necessary. 

4. Clause XI, relating to the payment of rent or royalty, has been modified 
so as to make the rent payable on all oil removed from the site of any well 
whether in the course of trial-borings or after selection of blocks ; and as desired 
by Your Lordship, the rent has been made payable in cash. 

A clause (XVI) has also been added, which prohibits the Contractor from 
transferring his interests under the agreement without the previous consent of 
Government. 

5. We would add that some minor alterations have been made in the agree- 
ment, including a re-arrangement of the clauses and the insertion of provisions 
referring to arbitration any dispute in regard to the quality of the lubricating 
oil supplied to the railway under clause VII (1) and the crude oil purchased by 
Government under clause XI. 


Memora.ndtjm: oe Agreement made at Calcutta the twenty-third day of 
March, eighteen hundred and eighty-eight, between the Secretary of State for 
India in Council (hereinafter called “the Government”; of the one part, and 
John D’Oyly Noble, Esq., of Patrolia, Ontario, Canada, hut at present residing 
at Calcutta (hereinafter called the “ Contractor ”) of the other part ; whereas 
by virtue of Section 41 of the Punjab Land Revenue Act, eighteen hundred and 
eighty-seven, all earth-oil shall be deemed to be the property of the Government, 
and the Government shall have powers necessary for the proper enjoyment of 
its right thereto : ani> whereas in exercise of such powers it is competent to 
the Government to assign and make over the right to search for and extract earth- 
oil and aU powers necessary for the proper enjoyment of the said right as it may 
think proper : and whereas the Government is willing to assign and make over 
to the Contractor certain rights and privileges and to contract with him on the 
terms and subject to the conditions hereinafter expressed, and the Contractor is 
willing to accept the said rights and privileges from and to contract with the 

9 . T 9 
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Governmertt on the said terms and subject to the said conditions i Now it is 
hereby agreed between the Goyernment and the Contractor as follows, 

I, — On and from the first day of January eighteen hundred and eighty-eight 
until the 3ist day of December eighteen hundred and ninety inclusive, or until 
the Ccmtractor has selected, in the manner hereinafter in this Article provided, 
five blochs of land in the area and for the purpose in this Article described, 
whichever may happen first, the Contractor shall enjoy the exclusive right of 
prospecting for earth-oil throughout the whole of the Punjab as now existing, 
north and west of a line drawn from the town of Jammu to the town of Sialkot, 
thence following the line of the railway vid Wazirabad, Lala Musa, Find 
Dadan Khan, and Kundiiin to Khoawar, and from the last-named place due 
west to the westeim frontier of the Punjab. Provided always that this license 
to prospect shall not be taken as authorizing the Contractor to enter into or 
upon or conduct any operations in or at any place of worship, sacred grove, 
burial ground, town, village site, military eantonment, public road, railway, salt 
works or other place in respect of which on public grounds it may appear to 
Government that objections exist to his so doing. The Contractor shall not bo 
deemed to have selected a block unless and until he shall have— 

(<e) prepared and delivered to a Revenue oflicer appointed by Government 
in this behalf a plan of the proposed block showing its situation 
and boundaries and signed by the Contractor : 

(&) have satisfied the said Revenue officer that the proposed block i& 
such as may he selected in accordancje with the provisions of this 
agreement : 

(fl) have erected marks suitable in the opinion of the said officer showing 
the boundaries of the block : 

have obtained a certificate from the Revenue officer endorsed on the 
said plan declaring the completion of the matters hereinbefore in 
this Article provided : and 
(e) have delivered the said plan to Government. 

II. —- The blocks of land referred to in Article I of this agreement shall h& 
square, with sides each four miles long, each block amounting to sixteen square 
miles in total area, and the said blocks of land may in the discretion of the 
Contractor be less than, but shall not exceed, five in number. ^Provided that 
each such block shall he locally distinct from the rest, and that there shall be 
an interval of not less than four miles between the nearest points of any two of 
such blocks. 

III. — It shall he competent to the Local Government to make at any time 
a special order within the meaning of Section 3 of the Punjab Land Revenue 
Act, 1887, declaring any or all of the blocks of land selected by the Contractor 
under Article 1 of this agreement to be an estate within the meaning of the 
said Act. 

IV. — The Contractor shall immediately after the execution of this agreement 
proceed to Canada, and shall bring out with all despatch to the area specified in 
Article I of this agreement, at his own expense, hut subject always to the con- 
ditions as to transport specified in Article VIII of this agreement, machinery, 
tools, skilled naechanies, and all other necessary material and appliances suffi- 
cient for the purpose of effectively prosecuting his search for earth-oil with all 
due diligence and despatch, and shall put down to a depth of not less than 600 
feet each not less than ten wells in the area specified in Article I of this agree- 
ment before the expiration of the period referred to in the said Article. 
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V. — For every well up to but not exceeding a maximum of ten in all sunk 
by the Contractor fort he purpose o! prospecting only, and previously to the 
selection hy him of the blocks of land hereinbefore in Article I of this agreement 
referred to, to the depth of five hundred feet or more below the level of the 
ground which does not produce earth-oil in remunerative quantities, and is 
consequently abandoned hy him, the Government will (hut subject always to 
the proviso hereinafter in this Article contained) pay to him the sum of fi2,500 
on account of each such well so abandoned. Provided alioays that nothing 
shall be payable by the Government to the Contractor on account of any such 
well unless and until he shall have filled up such well and shall have removed 
any obstructions which he may have placed in, on or near the same : and the 
Contractor hereby hinds himself to fill up all such wells so abandoned, and to 
remove all such obstructions in, on or near the same. 

VI. — Provided the Contractor shall on or before the 31st da}’ of December 

1890, deliver to or leave at the Office of the Financial Commissioner of the 
Punjab a written notice of his desire to have and exercise the rights hereinafter 
mentioned, and provided he shall in the meantime duly perform all and every 
the obligations on his part contained in the foregoing articles, the Government 
hy a letter under the hand of the said Financial Commissioner shall certify that 
the Contractor has become entitled to the lights hereinafter mentioned, and 
the Contractor ^hall thereupon become entitled for and during the 

time of 50 years reckoned from the first day of January 1888 and subject to 
the terms and conditions hereinafter mentioned to the right to extract earth-oil 
from beneath the blocks of land so as aforesaid selected by him, together with 
the right to occupy during the continuance of such right of extracting earth-oil 
so much of the surface area in each such block of land as the Contractor may 
require for bis wells, and for the machinery and buildings connected wdth the 
said wells and machineiy and for apinv'aches thereto, and fogether also with the 
right to occupy during the continuance of such right of extracting eaith-oil a 
■surface area at Uawal Pindi or other suitable place on the Korth-Western IJailway 
for the erection of a refinery and oil-works and for the approaches thei eto, and not 
exceeding twenty acres in extent. But unless the Contractor shall on or before 
the said 31st day of December 1890 give such written notice as aforesaid and in 
tbe meanwhile perform and observe all the obligations on his j^rfc contained in 
the foregoing articles, this agreement shall be i^so facto detei mined as on and 
ft om the said 31st day of December 1890 except as regards rights acciued to 
either party prior to the determination of such agreement, it being hereby 
expressly declared that the giving of such notice and the due performance and 
observance in the meanwhile of the obligations on the part of the Contractor 
contained m the foregoing articles shall be a condition precedent to the enjoy- 
ment by the Contractor of the foiegoing rights, and that these presents shall be 
so read accordingly throughout. Provided always and it is heieby declared 
that nothing herein contained shall be read as authorising the Contractor to 
make borings, sink wells, or establish works or approaches of any sort in or 
upon any place in respect of which the Government may object on public grounds 
to his so doing. Places of worship, sacred groves, burial grounds, towns, village 
sites, militaiy cantonments, public roads, railways, and salt works are included, 
among others, in such places as ore referred to in this pioviso. Provided also 
that the right to the occupation of a surface aiea at Rawal Pindi or other suitable 
place on the North.'We5’tern Railway for the erection of a refinery and oil- works 
and the necessary approaches thereto shall be conditional on the Contractor 
erecting such works before tbe expiration of the period of five years provided 
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for in Article XIII hereof, and that unless the Contractor shall complete sneh 
works before the expiration of the said period or make such progress therewith 
as Government shall consider satisfactory, the said right to occupy such surface 
area shall cease and determine as from the expiration of the said period. 

Provided further and it is hereby expressly agreed and declared — 

{a) that if the Contractor shall not bond fide commence in each of the 
blocks selected by him as provided in Article I of this agreement 
the work of extracting earth-oil as aforesaid on or before the first 
day of January 1893 ; or 

(5) that if the work of extracting earth-oil as aforesaid shall at any time 
thereafter he practically discontinued by the Contractor in any one 
or more of the said blocks without intermission during a period of 
three consecutive years unless with the written consent of the 
Government ; 

then and in either of such events all rights and privileges whatsoever of the 
Contractor under or by virtue of these presents shall forthwith as regards the 
particular block or blocks in respect of which the Contractor shall have failed to 
comply with the foregoing conditions become absolutely null and void, and shall 
finally cease and determine without any right to compensation on the part of 
the Contractor on any account whatsoever, but without prejudice to the rights 
of the Contractor under these presents in respect of the block or blocks in 
regard to which there has been no such failure on his part as aforesaid. 

YIT. — The Government agrees (hut subject always to the provisoes herein- 
after in this 'Article contained) to buy from the Contractor during a term of 
five years at a fixed rate of Ell-4-3 per cwt. whatever quantity of lubricating 
oil may from time to time he required by North-Webtern Railway and not in 
any case less than eight hundred and fou rtons ^er annum, the said oil to be 
delivered in hulk by the Contractor into the tank-wagons of the said railway on 
the railway siding at the works hereinbefore in Article VI and hereinafter in 
Article XIII of this agreement referred to, and to he measured as may be mutu- 
ally arranged in the said tank-wagons as fast as delivered : 
provided always that — 

(1) The said oil shall be subject to the approval of the Director of the 

North-Western Railway as to quality, whose decision as to such 
quality may, if desired by either party to this agreement, be 
referred for arbitration as provided in Article XYII. 

(2) The Contractor shall give three months* notice in writing to the 

Director of the North-Western Railway, Lahore, of his intention 
to commence delivery of the said oil under this agreement and 
shall together with the said notice deliver also one sample con- 
taining three hundred and sixty pounds weight of the oil which 
he proposes to supply under the terms of this article. 

(3) If at any time after commencing delivery of the said oil under this 

agreement the Contractor desires to discontinue the supply thereof, 
he shall give three months’ notice in writing of such intention to 
the Director, North-Western Railway, Lahore, 

(4) If the Contractor shall fail to commence delivery of the said oil 

under this agreement within five years reckoned from the first day 
of January eighteen hundred eighty-eight, then and in such 
c^se the Government shall be entitled to refuse to buy any such 
oil from him. 
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VIII. — The Government agrees to transport, during a period of five years, 
commeacing on the first day of January eighteen hundred and eighty-eight 
(after the expiration of which period the rate shall be the subject of mutual 
agreement between the Government and the Contractor), from Karachi or from 
any other station on the North-Western Railway as the Contractor may desire 
to Rawal Pindi or to any other station on the North-Western Railway where, or 
in the vicinity of which, the Contractor is about to commence, or has com- 
menced, any work under this agreement, all machinery, tools, materials and 
appliances imported into, or obtained in, British India by him for prosecuting 
his business under this agreement at an uniform rate of one quarter pie per 
maund per mile. Froz>ided alvjays that the said articles shall be of such di- 
mensions and weight as can safely and conveniently be transported on the line 
and its rolling stock as from time to time existing. 

IX. — Subject to any provisions of law for the time being in force and rela- 
ting to the possession or transport or storing of earth-oil or of products manu- 
factured therefrom, the Government agrees to transport, during a period of five 
years, to be reckoned from the date of the delivery to the railway by the Con- 
tractor of the first consignment of oil for conveyance by rail (after the expira- 
tion of which period the future rates sliall be the subject of special agreement 
from time to time between the Government and the Contractor) over all Indian 
Railways worked by the State, any quantity of earth-oil extracted from wells 
sunk under this agreement, and of products manufactured by the Contractor 
from the said earth-oil at works constructed and maintained as provided in 
A 1 tide XIII of this agreement, at the uniform rate of one quarter pie per 
maund per mile in the case of consignments of full wagon-loads. Smaller 
consignments or broken quantities not forming each a full wagon-load shall 
however only be conveyed at the ordinary rates from time to time in force on 
the said railways And the Government agrees that the North-Western Rail- 
way will so far as may in the opinion of the Director of the said Railway be 
possible furnish from time to time at the oil-works mentioned above the neces- 
sary tank-wagons required for transporting the oil in bulk. 

X. — The Government hereby agrees that it will not levy from the Contract- 
or in respect of the land occupied by him under this agreement or in respect of 
the necessary appproaches thereto any land revenue in excess of that specified 
in Article XI of this agreement. IProvided always that this exemption shall 
not be construed as extending to any local taxation nor to any other land occu- 
pied by the Contractor and not actually taken up by his works erected and 
maintained under this agreement or by the necessary approaches to such works. 

Provided further that nothing in this agreement contained shall be deemed 
to exempt the Contractor from any liability to pay any excise duty on earth-oil 
or other tax (whether of that description or not) for the time being in force 
not made the subject of express agreement in this instrument. 

XI. — The Contractor agrees to pay to the Government by way of land re- 
venue or rent the value of one-twentieth part calculated at the rate of rupees 
three for every three hundred and fifteen pounds weight (and so in proportion 
for a less quantity) of crude earth, oil obtained from the land in his occupancy 
under this agreement, and removed from the site of the wells, including all oil 
obtained in the course of prospecting operations : such rent at the rate afore- 
said to commence from the date on which the Contractor first commences opera- 
tions. The Contractor shall on or before the 1 6 th day of each and every 
quarter of the calendar year at his own expense make and deliver unto the 
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Grovernnient a tiue and perfect account in writing signed by the Contractor 
nv his duly authorised agent of all such quantities of crude earth-oil as 
shall have been obtained and gotten from the land in his occupancy under this 
agreement during the preceding quarter, showing the production and deli- 
very of oil from each well, and shall with such statement tender to the Govern- 
ment the rent appearing by such statement to he due in respect of the earth-oil 
so obtained, and also shall and will permit the Government at all times to have 
free access and liberty to inspect and take copies of the whole or any part of the 
Contractor’s hooks of account of earth-oil obtained and gotten from the said 
lands. Fromded always that it shall be optional with Government to pur- 
chase one-twentieth or any less quantity of the crude earth-oil obtained at the 
aforesaid rate of rupees three for every three hundred and fifteen pounds weight, 
and to set off the price payable for the oil so purchased against the sum that 
would otherwise have been payable therefor by the Contractor as land revenue 
or rent ; but all oil so purchased by Government shall be of the same average 
quality as the hulk of the oil extracted and removed by the Contractor, and any 
disputes that may arise as to its quality shall be referred to arbitration as here- 
inafter provided, 

XII. — The Contractor further agrees that, in the event of any oil-works 
being erected by him for the refinement or conversion in any manner of earth- 
oil oUained by him under this agreement, the Government shall be entitled to 
buy from him at the lowest hond fide price obtaining in the local market, in 
preference to all other persons, any residuum of such earth-oil which from time 
to time the Contractor may have to dispose of. 

XIII. — The Contractor further agrees that if in his opinion he is successful 
in finding earth-oil in paying quantities, he will within the period of five years 
reckoned from the first day of January eighteen hundred and eighty-eight 
erect and thereafter during the continuance of this agreement maintain works 
for the manufacture of kerosine and railway lubricating oil either at Bawal 
Pindi or at some other suitable place on the line of the North-Western 
Railway. 

XIT.—The Contractor further agrees to pay any compensation claimable 
under section forty-three of the Punjab Land Revenue Act XVII of eighteen 
hundred and eighty-seven in respect of anything done by him or by his agents 
in pursuance of this agreement, and to indemnify and hold harmless the 
Government in respect thereof in all respects, at all times, and under all circuui- 
slances. And the Contractor further agrees to pay whatever compensation may 
he claimable in respect of the occupatiou of the surface area at Rawal Pindi or 
other suitable place (not exceeding twenty acres in extent) and to indemnily 
and hold harmless the Government in respect thereof in all respects, at all times 
and under all circumstances. 

XV. — Ihe expense of providing the proper stamp payable on this agreement 
shall be home by the Government. 

XVI. — The Contractor shall not nor will assign, subject or otherwise trans- 
fer or dispose of the rights and privileges conferred by this agreement save 
with the written consent of the Government fiist had and obtained. 

XVIL — And it is lastly agreed and declared by and between the Govern- 
ment and the Contractor that in the event of any dispute arising between thein 
in respect of this agreement or any part thereof or in any wise incidental 
thereto (including, among other matters, the respective rights and duties of the 
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said parties to this as^reemeiit, the true interpi etation o£ the seveial articles of 
this agreement, any question that may arise as to the forfeiture of the rights 
conferred hy Article VI of this agreement owing to the failure of the Contract- 
or to comply with the requirements of sub-sections (a) and (&) of that article, 
the quality of the lubricating oil referred to in Article VII of this agreement, 
the quality of the oil referred to in Article XI and the meaning of the terms, 
conditions, and stipulations in this agreement contained), such dispute shall be 
referred to arbit»ation and decided in manner hereinbelow set forth, and that 
(in case of a claim for money) only the amount awarded in such arbitration 
shall be recoverable in respect of the dispute so referred ; and that the award on 
any such reference shall he abided by and observed by the parties to this 
agreement in all respects One arbitrator (who shall he in no way concerned, 
directly or indirectly, with the peifoimance of this agreement or with the mat- 
ter in dispute) shall he nominated by the Government, and one arbitrator (who 
shall be in no way concerned, directly or indirectly, with or interested in the 
Contractor’s business or the matter in dispute) by the Contractor ; and one 
umpire shall be appointed by the two arbitrators aforesaid by mutual consent ; 
provided that such umpire shall be at the time of such appointment either a 
barrister-at-law or a member of the Judicial Service in India of a grade not 
inferior to a District Judge. In the event of the arbitrators concurring, but 
the umpire disagreeing with both arbitrators, the decision of the arbitrators 
shall be conclusively binding on both parties to this agreement. In the event 
of a difference of opinion between the arbitrators, the decision of that arbitra- 
tor with whom the umpire shall concur shall be conclusively binding on both 
parties to this agreement : and in the event of such difference of opinion and of 
the umpire concuiring with neither arbitrator, the arbitrators shall proceed 
foithwith to appoint by mutual consent a fresh umpire, and the matter in dis- 
pute shall be investigated and decided de novo : and so on until a decision of 
a ma]ority is reached. 

Interpretation, clause.—ln this agreement, unless there be something 
repugnant in the subject or context, — 

“Contractor” includes the Contractor, his heirs, legal representatives, and 
assigns. 

“ Government” includes, in respect of matters dealt with by the Punjab- 
Land Revenue Act, eighteen hundred and eighty-seven, the Pinaacial Com- 
missioner of the Punjab having authority in respect of the said matters under 
the said Act, and as to other matters includes also every person duly authorised 
to act for or represent the Government in relation to any matter or thing con- 
tained ill or arising out of this agreement. 

In ivitness tohereof the parties to these presents have hereunto set and sub- 
scribed their hands and seals on the dates hereinafter mentioned respec- 
tively : — 

Signed, sealed and delivered for and on behalf of \ 
the Secretary of State for India in Council by Sir j Eiwaed Chaeles 
Edward Charles Buck, Kt., Secretary to the Goyern- / % 

meiit of India, Department of Revenue and Agricul- > India, hepartment 
ture, acting in the premises by order of the Govern- I. of Bevenue and 
or General in Council, on the twenty-third day of j Agriculture. 

IVlarch, one thousand eight hundred and eighty-eight. ^ 
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Edwjled Cowib, Solicitor and Assistant to Solicit- 
or to Government of India^ Calcutta, 

Signed, sealed and delivered bj the said John 
D’Oyly Noble on the twenty-third day of March, one 
thousand eight hundred and eighty-eight. 


) John D. Noble. 
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3.— Baluehistaii Petroleum Operations. 


No. 48 (Public Works), dated 4th November 1886. 

From—The Secretary of State for India, 

To — ^The Govemment of India. 

I have received Your Excellency’s Public Works letter No. 39, dated 3rd 
September 1886, reporting your past proceedings in respect to petroleum explo- 
rations in Taluchistan, and indicating the steps which you consider it desirable 
to take in view to a prosecution of these explorations during the cold weather 
of 1886-87. 

2. I learn from your letter and its enclosures that the operations hitherto 
have only been partially successful, for, although petroleum has been found at 
Khattan in Baluchistan, it has been obtained so far from shallow wells or 
borings, while it remains to be proved whether the so-called *' live oil ” exists at 
a considerable distance beneath the oil-charged strata at the surface. In order 
to establish this important point satisfactorily you have decided to provide a 
further sum of El, 00, 000 for expenditure during this cold season, and have 
deputed Mr. A. R. Townsend, the expert who conducts operations, to England 
and Canada for the purchase of the necessary additional plant. 

3. So much obviously depends on the value to be attached to Mr. Townsend’s 
opinion and recommendations, which, indeed, are the main guide in the matter, 
that I take it for granted Your Excellency’s Government are quite convinced of 
his professional capabilities. 

4. Meantime, oil having been produced and successfully used on locomotives 
the contemplated further outlay is not immoderate in view of the considerable 
financial benefits to be derived from a successful result of the explorations. 
Your proceedings in this matter, therefore, have my approval. At the same 
time your Government will doubtless carefully watch the progress of further 
experiments, bearing in mind the"* importance of complete investigations being 
made as to the existence of petroleum nearer to the Sind-Pishin line than Khat- 
tan before that place is finally selected for operations. 
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5. I shall be glad to he kept informed of the results of this important inves- 
tigation, and have noted that no steps will be taken towards the possible con- 
struction of a railway to connect Khattan with the Sind- Pish in line without a 
previous reference to this country. At the same time it may be suggested that 
the possibility of conveying the petroleum in pipes at less cost than by railway 
may usefully he considered. 


No. 73 (Public Works), dated the 13th December 1887. 

From— The Government of India, 

To — ^The Secretary of State for India. 

In the concluding paragraph of Despatch No. 48, Public Works, of 4th 
November 1886, Your Lordship expressed the wish that the results of the petro- 
leum investigations which are being carried on at Khattan should be reported 
by our Government. It was also suggested that the possibility of conveying 
the petroleum in pipes rather than by railway might be usefully considered. 

2. Our Hon’ble Colleague Sir Theodore Hope has lately visited the site of 
the operations and personally enquired into the whole matter. We enclose a 
Minute written by bim which gives full information concerning all points of 
interest connected with the operations. 

3. There appears to be no reasonable doubt that the supply of the thick 
petroleum suitable for consumption in the locomotives of the Sind-Pishin Rail- 
way is fully assured ; the only difficulty which remains to be overcome is that of 
the carriage of the oil from Khattan to the Railway. Your Lordship will see 
that the question of the possibility of a pipe line will not be neglected. 

4. The unfortunate hindrance to the operations caused in the working sea- 
son of 1886-87 by the delay in the arrival of the new machinery from Canada 
has prevented any boring being yet carried down to a sufficient depth to prove 
or disprove the existing of the lighter oils. But the doubt which there still is 
on this point does not at all detract from the value of the oil-field for the pur- 
pose of supplying fuel to the Siud-Pishin Railway. 

5. We have caused careful investigations to be made as to the existence of 
petroleum nearer to the Sind-Pishin line than Khattan ; hut there seems little 
prospect of oil being found in the neighbourhood of the railway, Mr. Town- 
send, the Superintendent of the Petroleum Operations in Baluchistan, has sub- 
mitted a i*eport on the matter, which we forward for Your Lordship’s informa- 
tion. 


Minute on the Khattan Oil Worke hy the Hon’ble Sie Thbodoeb 
Hope, K.C.S.I., C.I.E., dated 21st November 1887, 

The I3th, 14th, and 17th November were devoted to an excursion to these 
Works. I was accompanied by Mr. R. B. Buckley, Under- Secretary to the 
Government of India in the Irrigation and Civil Works Branch, which com- 
prises Coal, Petroleum, and Iron. At Khattan I found awaiting me Major A, 
C. Bigg-Wither, Joint Secretary, Public Works Department, to the Governor 
General’s Agent in Baluchistan, and Mr. T, W. Bartlett, an Executive Engi- 
neer, who had been deputed by the Director, North-Western Railway, to carry 
out whatever farther surveys in connection with the Works might be found 
necessary. 
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2. On the 13th instant Mr Buckley and I rode from Baher Kuch Station 

Means of access. Khattan (45 miles), following as closely as possible 

the route surveyed last season for a light 2' gauge 
railway by Mr. C, H. Croudace. According to his project, the line would be 
43 miles long ; the ruling gradient would be 1 in 45, but only 14 miles would 
be as steep as 1 in 50 and under ; the curves would be sharp in many places ; 
and the worK would be generally light, excepting for the last ten miles into 
Khattan, which run through the deep and narrow gorges of the Chakar river 
and the Khattan 7iala, As permanent- way it was contemplated to use the 40Ib 
rails available from the conversion of the Salt Branch," and the locomotives 
and stock were to he those set free by the completion of the Feiozepore bridge 
supplemented by specially designed oil trucks. The estimate was R9,22,364, 
but Mr. Molesworth and Mr. J. Ramsay concurred in deeming the rates too 
low, and raising the total to 15 lakhs. The actual outlay, however, would come 
to about 3 lakhs less, after allowing for the permanent-way and stock in hand, 

3. From the above sketch it will be gathered that the first 33 miles of the 
proposed line present no engineering difficulties, and would not he expensive. 
But the objections to a river-bed location for the remaining ten miles, where 
the hoods are said to rise 30 feet, and the cost of placing the line above flood 
level, which Mr. Croudace puts at an extra 10 lakhs, and Mr Buckley at even 
more, seem to me to render the scheme, or at least this river section of it, 
impracticable. If Khattan should develop into a great oil centre, it is conceiv- 
able that the 33 miles of .railway might be made, leaving the remaining 10 
miles as an annually remade river-bed road. I do not, however, recognise that 
a railway is yet proved to he indispensable for sufficient communication with 
Khattan. For the present at any rate, we must do all we can to ensure the 
necessary means of transit beina otherwise devised. 

4. On the 14th instant some nine hours were devoted to examining, on foot, 
other alternatives of access to Khattan. 

The first claiming attention was that suggested by Mr. Townsend for pierc- 
ing two dykes of limestone in the long Biburgi range, south of Khattan, beyond 
the Siah Kuch valley, and then descending to the plains in the Si hi direction. 
After ascending the top of the ridge (3,350 feet high) a.id examining the dykes 
and gorge, Major Bigg-Wither and Mr. Bartlett concurred with me in the 
opinion that this route was impracticable. In order to reach the gorge, it would 
he necessary to surmount a saddle and run down at very steen gradients ; a 
tunnel at the side of the gorge would then be required, and beyond it the 
descent presented a chaos of ridges at right angles to the line, mostly composed 
of vertical strata of unreliable and rapidly decomposing material. Although the 
entire crossing would he effected at a lower level than was obtainable elsewhere, 
the difficult nature of the country to the south of the range, coupled with the 
long detour which the subsequent turning of the hills in order to reach Sibi 
would involve, seemed to me to place the project quite out of the question. 

The survey of this alternative, ordered in the letter to the Director General 
of Railways, No. 1019 R.C. of 27th September last, may therefore he unhesita- 
tingly abandoned, 

5. The next alternative examined on the 14ih was that which has been 
described in much detail by Lieutenant E. H. Hemming inja very lull and careful 
report made iu 1885, which will be found in Proceedings, C. W. (Coal and 
Iron), September 1886, Nos. 1 to 39. Proceeding first to the Kotal between 
the Biburgi and Maurani ranges, which is indicated in Lieutenant llemming*s 
plan as B, where a small cultivated plain is found, Mr. Bartlett and I (the 
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otters having returned to Khattan) went to the top of the highest hill in the 
range to the southward (about 4,000 feet), which is teimed Gosain in the 
latest Surveyor General’s sheet, on a scale of 4 miles to 1 inch, and commands a 
vast expanse of country in all directions. As far as it is possible to 3 ^dge from 
one point, the general opinion formed by Lieutenant Hemming seemed to he 
fully confirmed, namely, that the line is good in general direction, the straigbt- 
est possible between Khattan and the Eailway ; affording fair gradients rarely 
approaching 1 in 20 ; for many miles practically level ; and rising continuously 
until the saddle and single fall into Khattan are reached ; hut that, on the other 
hand, the advantage of direction will be to a great extent nullified by inevitable 
tortuousuess in construction; the cutting and minor bridging will be very 
heavy ; and the difficulties of obtaining water and collecting labour considerable. 

The prospects of this route are thus not very encouraging, but they appear 
to justify moie close examination of a nature which will be presently 
described. 

6. On the loth Messrs. Buckley and Bartlett returned with me to Sibi by the 
road (termed Beckett’s), which was made by the Baluchistan Agency officers in 
1884-S5. It is 65 miles long. Bor the first 15 miles the Bibnrgi range is crossed 
by innumerable zigzrigs ; about 14 miles more carry the line to the level of the 
plains he^mnd Tratani ; the remainder is a dead level acioss the “Pat” or desert. 
This road combines the disadvantages of extreme steepness and exposure to floods 
with that of inordinate letigth, aud although, by dint of extensive repairs after 
rain, it is now the best way of reaching Khattan, the labour and cost of trans- 
porting stores and machinery by it are enormous. Considerable outlay iu pro- 
viding a better access would certainly be justifiable, and in the eud lemuner- 
ative. 

7. I now pass on to the essential point of the oil 

Supply and quality of oil. itself. It will be remembeied that in September 
1886 the position was this — 

(1) 1 he suitability of the oil for locomotive and lubricating purposes had 

been established by thorough experiment on the North-Western 
Railway ; but the qualities necessary for making kerosine oil for illu- 
minating purposes were wanting. 

(2) An annual supply of 50,000 barels (1 barrel=35 gallons) had been 

ascertained to be sufficient to work the whole Railway from Ruk 
Junction to Baluchistan. 

(3) It was calculated that even after investing 20 lakhs of rupees on a 

connecting railway, and allowing interest at 6^ per cent, on that 
and all other capital outlay, the oil could be delivered on the main 
line at a price which would effect an annual saving of two lakhs of 
• rupees, compared with the price of coal. 

(4) Although the indications of an abundant supply of oil suitable for fuel 

were very promising, it was deemed necessary to sink wells sufficient 
to establish the fact, and also to obtain from Canada boring machi- 
nery powerful enough to bore to a depth of 2,5(X) feet, in order to 
search for lighter oil suitable for illuminating purposes. 

The new honng apparatus did not arrive as soon as had been anticipated, 
and the rainfall last cold weather was so abnormally scanty that little could be 
done before the hot weather beyond conveying the whole to Khattan. Work 
was, however, started energetically in September last. 

8. At the time of my visit four wells were in working order, two of them 
being fitted with deep boring machinery. The whole plant aud arrangements 
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were carefully examined from a teclinical point of view by Mr. Buckley, and I 
cannot do better than give the following quotation from bis Note on the 
subject 

“ There appears to be every reason to feel confident that an abundant supply of 
thick black oil is assured. Mr. Townsend is now fully confident of this. He says 
that he feels certain that this oil will be found, at 100 to 120 feet in depth, at any 
point where a boring may be made between the present wells and the foot of the 
hills some two or three miles up the valley in which Hhattan lies. 

There are four wells or borings at Khattan. Two of these are now more than 
500 feet deep, the other two are shallow wells. "Wells No. 2 and No. 4, the latter 
being a deep well and the other a shallow one, were pumped on the afternoon of 
the 14th while we were at Khattan. No. 4 had never been pumped before. From 
this well the oil was pumped into a tank which has been newly constructed to hold 
about 500 barrels of oil. 

“ I roughly gauged the quantity of oil which was discharged from the wells by 
the pumps by timing the discharge into a two-gallon bucket. The results were 
No. 2 well 4 gallons per minute=164*^ barrels per day. 

« 2 „ 6 „ =24B 

„ 4 „ 10 „ —410 „ 

** The pump in No. 2 well was said to be working indifferently, and that the dis- 
charge was less copious than usual. Very little water was pumped in either well— 
almost entirely pure oil. The oil was discharged into the tanks through iron pipes 
about 60 feet long, lying at a slope of about 1 in 20 or 25. The pure oil, which seemed 
to have about the consistency of rather thick treacle, ran freely in the pipes. The 
pipe leading from No. 4 well was about 5", perhaps 6" diameter : the discharge of 10 
gallons a minute occupied but a small proportion of the bore as far as one could tell 
from the mouth of the pipe ; certainly the pipe was not nearly one-third filled. This 
fact has some beairing on the possibility of conveying the oil by a pipe line. 

The specific gravity of the oil at 109° temperature, Mr. Townsend informed me, 
is the same as that of water j as it cools it contracts and the specific gravity increases. 
The oil lying in the tank of No. 2 well was, apparently, almost exactly of the same 
specific gravity as water. There was a layer of oil some 9" thick over a layer of 
water, under which again was some two feet of oil. The oil and water will flow to- 
gether; they did so when the pump was discharging both together from No. 4 well 
when the pumping commenced. 

“ This is a most important point. There is no reason to doubt that two out of th© 
four wells which are now ready can deliver at once the full quantity of oil which is 
likely to be required for the North-Western Eailway. It is only necessary to trans- 
port the oil to the Eailway.*’ 

There thus seems no room for doubt that the supply of oil will be sufficient 
to work the whole Sind Section of the North-Western Eailway, say up to Khan- 
pur or Multan, and also to meet any commercial demand which may arise for 
fuel, gas, lubrication, and the like. 

9. Although the heavy oil may thus he deemed assured as a valuable product 
for railway and commercial purposes, there can be no question as to the desira- 
bility of continuing the search for the lighter quality which is suitable for the 
manufacture of kerosine and for illuminating purposes generally. Doubts are 
entertained in some quarters as to the possibility of any local oil competing with 
the American and Eussian oils at their piesent low prices, and in otheis, as to 
the continuance of these prices, which are affirmed to he the result of a ruinous 
competition. Without pronouncing on such points at present, it seems to me 
obvious that the general oharaeter and reputation of the Khattan field, and the 
attraction of capital towards it, would he enhanced by its capacity being ascer- 
tained to he two-fold, and also probable that in the long run cheap Indian labour 
andproxlmity to the markets would ensure the predominance of the local pro- 
duct. Mr. Townsend s instructions, therefore, are to pursue with unremitting 
* 36 galIons=one barrel. 
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vigonr one deep boring at Kbattan itself. It has also been arranged that he 
shall at once transfer the second deep boring apparatus to a site about two miles 
higher up the valley, where he affirms excellent prospects to exist, and carry it 
also down to its full depth, if necessary. The extent of the oil-field will thus be 
tested, and a new distinct chance afforded of finding both heavy and light oil. 

10. The character of the oil itself being thus established, we may pass to the 

question of how it can be best conveyed to the main 
Transport of oil. railway. The superiority over other methods 

of a pipe line, if practicable, is of course obvious. The idea has been in view 
from the first, and is alluded to in paragraph 5 of the Secretary of State’s 
Despatch No. 48 P. W. of 4th November 1886, but the general opinion hitherto 
entertained has been that the oil was too viscous to admit of the adoption of 
this mode of transit. 

11. jVIr. Buckley is, however, disposed to question this conclusion, and the 
subject was much debated during my visit. I extract the following remarks 
from his note already alluded to : — 


It appears to me that this point merits very careful investigation before any ex- 
penditure is incurred on the construction of a railway throngh the very difficult coun- 
try in the neighbourhood of Kbattan. 

A really secure railway, then, by Mr. Croudace’s route would cost 25 lakhs or 
more. Other routes are under consideration and may perhaps prove to be less ex- 
pensive than the one laid out by Mr. Oroudace ; but it seems to me at least doubtful 
whether this will prove to he the case. In any case the working expenses and 
maintenance of such a railway must be a heavy charge, which will increase very 
materially the cost of the oil delivered at the Sind-Pishin Railway. 

“ I gathered from conversation with Mr. Townsend that he attaches less import- 
ance to a railway to Kbattan than appears to be the case from his letter of 16th Sep- 
tember in the notes in Proceedings, October 1887, Nos. 60-68. In that letter the 
necessity for the railway is based ou the desirability of affording means of carriage to 
Khattan for machinery, &c. ; but I learn from Mr. Townsend that there is now at 
Ehattan sufficient machinery of all kinds to deliver immediately the full quantity of 
oil required for the railway, and that if the means of carriage were provided the de- 
livery of oil might commence at once. No doubt improvements and additions wiH he 
necessary ; but as far as we know at present these need not be very extensive for 
the railway requirements. I venture also to think that Mr. Townsend’s letter was 
written under the idea that the oil would not flow in pipes — an idea which certainly 
requires to be established. 

The level of Khattan is given on the map as 1,950. The level of Sihi is 495. 
The level of the plain near Tali, where the Chakar river debouches from the hills, is 
not given, hut is probably about 900 or 1,000. There is, then, a fall of about 900 or 
1,000 feet along the Chakar river between Khattan and the point where the river 
touches the plain. The length from Ehattan to that point is perhaps 25 miles along 
the river. So that the hydraulic gradient on a pipe laid between those two 'places 
would be about yJo. It can only be determined by experiment whether the oil would 
-flow at any reasonable velocity on such a slope. I am myself disposed to think that 
it would probably flow, at any time when the thermometer was about 80° or above it, 
at a velocity of about oue-twentieth to one-tenth of that of water. But this is little 
more than a guess based on the flow which actually occurred in a pipe having a 
gradient of ^ or so. 

“ I believe that it is estimated that the demand of the railway will he about 
60,000 barrels of oil a year.* Each barrel contains, I 
18S6,^Nos.^l-89?^* eptemher understand, 35 gallons. This is, say, 5,000 gallons a day, 
or 3^ to 4 gallons a minute, is aU that is required. A 4'' 
pipe laid from BIhattan to the point where the Chakar debouches on the Sibi plain 
would carry 86 gallons of water a minute. It seems to me probable that such a pipe, 
or possibly a smaller one, wonld be sufficient to carry the oil required for the rail- 
way. From the end of this proposed pipe-line to Sibi it would be a matter of the 
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greatest ease to lay a line of ‘broad-gauge railway j the rails might almost be laid on 
the plain as it exists. Old rails would be good enough for this length, so that the 
cost would be comparatively small. 

If experiment should show that even a 4" pipe laid at would not carry the 
requisite quantity, it would be a matter of no difficulty to pump the oil to such an 
elevation at Khattan as would ensure delivery. Indeed, it seems open to consideration 
whether it would not be a better project to carry a pipe-line through the “ Maurani 
Tangi” gorge and down Lieutenant Hemming’ s Hue in the valley of the Nilag river. 
Such a line would be shorter than one by the Chakar, and as it would lie necessary 
to pump the oil to an elevation of perhaps 400 or 500 feet above Eliattan to force it 
over the hills lying on the Ehattan side of the “Maurani Tangi” gorge, a much 
greater hydrauHc gradient would be obtainable from the summit near Maurani to 
the point where the line would reach the Sibi plain near the Chakar. Boughly, it 
may be estimated that a hydraulic gradient of about could be obtained by this 
route in the valley of the Nilag. 

" Mr. Townsend* has estimated the cost of a 4" pipe-line at BIO, 000 a mile ; the 
estimate appears to me to he low ; it would seem more 
teXtl887!'taSotermt'ra- probable tliat such a line might cost B20,000 a mile, 
ceedmgs, October 1887, Nos. But even if the cost were far larger the economy would 
60 - 68 . Ijq great. 

“ If this scheme proved to be feasible it would be desirable to make a road from 
the terminus of the railway to Ehattan. Probably the best route for such a road 
would be much in the direction of the line surveyed by Lieutenant Hemming.^’ 

12. These remarks possess considerable force, and it bas therefore been 
arranged that Mr. Bartlett shall commence his surveys by examining the whole 
line of the Chakar river, from its deboachnre on the Sibi plain up to its junc- 
tion with the Khattan oialuf and thence to Khattan, with a view to obtaining a 
suitable gradient for a pipe-lino, and a location for it above flood level, and 
shall then go over with a similar object the route over the Maurani saddle 
referred to in paragraph 5 of this note. At the same time, Mr. Townsend is to 
make an experiment of how the new oil now obtained will flow through a pipe at 
various temperatures, using for the purpose some spare casing he has in hand. 

13. Mr, Bartlett will at the same time ascertain, as to both routes, the 
possibility of making a 12-foot unbridged and unmetalled road. Finally, he 
will ascertain the practicability of the Maurani route for a railway. 

14. The uncertainty and bad quality of the water-supply was brought very 

prominently forward by what we saw and heai'd at 
Water-supply. Khattan. The various substances, mineral and ani- 

mal, by which the water is liable to be impregnated, 
are nauseous or offensive, and must certainly be very detrimental to health. It 
is a wonder how Mr. Townsend and his assistants have endured them so long 
and so uncomplainingly. Mr. Buckley thus writes on the subject 

“ Two schemes were suggested during the Honourable Member’s visit to Khattan. 
The first scheme was to construct a series of tanks in a rocky gorge just above 
Khattan on the Chakar river. There were several places in the gorge where tanks 
could he made by the construction of dams of moderate height 15 to 20 feet. There 
was also a place at the head of the gorge where a dam, about 150 to 200 feet in length, 
would, it was said, impound a lake about half a mile square. No sound judgment 
can be made on these proposals until the gorge and the plain above it have been sur- 
veyed and cross sections taken. The slope of the bed of the stream in the gorge' is 
rapid, and I feel doubtful whether the quantities of water which would be impound- 
ed, at some of the points which were pointed out, would be commensurate with the 
cost of the necessary dams. The evaporation in such a very dry climate would be 
considerable. From indications which presented themselves in the bed of the nullah, 
it appeared to me probable tbat very large quantities of salt were carried by the 
flood-waters and that the tanks might need to be frequently cleaned out. It appears 
that the water which is now collected in pools in the gorge is to a certain extent 
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impregnated with mineral matters which are not beneficial. This scheme merits 
investigation, more partdonlarly that portion of it which contemplates a lahe above the 
gorge. If the discharge off the catchment above the gorge is as copious as Mr. 
Tr-wnsend supposes, it would seem that it' would be a comparatively inexpensive 
matter to form a reservoir which would improve fChattan in many ways. It is pro- 
posed to construct a small dam at once in one of the more favourable points in the 
gorge as an experiment ; if the winter rains fall as usual this year the supply which 
will be impounded will be very useful. The water should be analysed from time to 
time to test its fitness for human consumption. Evaporation will increase the per- 
centage of mineral matters in it. 

The other scheme contemplates the supply of Khattan from a spring at a place 
called Wazi, about seven miles from Khattan and 700 feet above it in elevation. 
One of the assistants who had been to tbis place said that there was sufficient water 
flowing to “ fill a six-inch pipe.” It was reported that this water was of excellent 
iq[uality and that the spring was perennial. If investigation shews that these facts 
are correct, it would seem more than probable that this scheme is the better of the 
two. A pipe of one inch in diameter laid from this spring to Khattan would deliver 
about 6,000 gallons a day of water said to be of unquestionable purity. A pipe 
inch internal diameter would deKver about 16,000 gallons. I do not know at all 
correctly what the cost of such pipes would be laid in place, but probably R30,000 
for T' and fi4S,000 for It" would be an outside estimate for the seven nules. I 
^;TiinTr it requires proof that tbis scheme is not the cheaper of the two as weU as the 
^jne which gives the better quality of water. 

. \ " Full investigation may probably shew that it may be desirable to carry out 
both schemes to a certain extent. The Wazi water should be thoroughly tested both 
for human consumption and for its suitability for the boilers.” 

It has been arranged, with the concurrence of the Agent to the Governor 
General, that Mr. Townsend, with the aid of Major Bigg- Wither, shall at oncg 
construct a small band, to cost about R2,000, at a suitable locality which was 
selected in one of the ravines, and shall also investig.ite thoroughly the Wazi 
water scheme. 


15. Two bungalows, each containing four rooms, have been constructed to 
accommodate Mr. Townsend and his staff ; as the 
Accommodation for staff. fitter at present comprises six assistants and an 

accountant, two tents are used as well. This may pass for the present, until 
the extent of future operations can he more clearly foreseen. But Mr. Town- 
send, in bis honourable desire to economise the f «inds of his employers as long 
as the existence of oil rested merely on his own anticipations, has denied to the 
bungalows verandas and even a single bath-room. Only men inured to the 
rough life of the backwoods would have tolerated such exposure and discomfort, 
and I do not think that they should be any longer called upon to do so. It has, 
therefore, been arranged to provide the bungalows with verandas along one side 
and a bath-room at each end. 


Regarding Khattan as a residence too much can hardly be said in deprecia- 
tion. A narrow and secluded gorge with high mountains on both sides, not a 
tree or blade of grass to be seen, and water both scanty and bad, render the 
place next to intolerable. If, however, the works could be eventually located 
in the upper part of the valley about three miles off; if a water-supply could be 
assured, and a fair^asjwell as shorter road could be made to Sibi, trees would 
spring up, vegetables might be grown, eminences could be found for bungalows, 
and the whole aspect of affairs would be changed. 

16. In conclusion, I have only to express my warm appreciation of the 

^ , . ability and endurance with which Mr. Townsend 

Conclusion. 3 , • - ^ , •. -.i , , 

and his assistants have doggedly prosecuted for 

some three seasons what at times appeared an almost hopeless enterprise, my 

3 K 
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belief that they will attain complete success, and my hope that the Governmeift 
of India will then bestow on them some substantial reward. 

T. C. HOPE. 


Be^ori ly B. -4. Townsend, Esq,, Superintendent of Petroleum Worlcs, 

Baluchistan, on the exploration of the Hurnai Valley for Petroleum, 

dated 3rd August 1887 • 

In accordance with instructions received from the Government of India, I 
have, during the months of June and July last, made an examination of the 
Eurnai Valley in Baluchistan from Baber-Kuch to Khost, with the object of 
finding a suitable place for making a trial boring for petroleum near the line of 
the Sind-Pishin Railway, and have the honour to submit the following report 
on the subject. 

By the kindness of the Manager of the North-Western Railway, Mr. Light- 
foot, in furnishing me with a van and horse-box which were cut oiBf and taken 
on at any desired station, I was able to examine many of the tributary valleys 
entering the Hurnai. 

Nari Gorge , — FromNari Gorge to Spintangi the rocks are of comparatively 
recent origin and consist of clays, sandstones, and conglomerates, of pliocene 
and recent date, and are too far above the geological horizon of the oil-bearing 
rooks of this part of the country to be worth consideration. 

2. Spintangi , — At Spintangi the railway penetrates, by a tunnel, the first, 
in ascending order, of the limestone rocks of tertiary age, which are here thrown 
from the horizontal to the vertical, in which position they are traceable for a 
long distance to the north and west on the left of the valley, the latter being 
about one-half mile wide at this point. 

On the right or east side is a continuation of the “ Hog Back ** range, which 
is out by the Chopper Rift, and which, with some irregularities, borders the 
right of the valleys traversed by the Sind-Pishin Railway all the way from 
Spintangi to Khost. 

3. Geology , — As all this section has been described geologically by Blan- 
ford and others, I shall confine myself to such features as have a bearing upon 
the specific object of my examination, viz,, the discovery of a promising site for a 
boring for petroleum and the finding of coal or other workable minerals, adding 
only the fact that from the nummulitic limestone pierced by the tunnel above 
named, across the valley to the base of the opposite range, the rocks are si. dupli- 
cate of the system described in my report of the “ Petroleum Exploration at 
Khattan,” published last year, along with Mr. Medlicott's “Notes on the 
occurrence of petroleum in India.” 

With that report is shown a section of the Khattan Valley embracing strata 
numbering from 1 to 33 inclusive. 

The tunnel rock at Spintangi may be said to represent No. 1, and the outer 
stratum of the high smooth grey limestone range opposite, No. 33 of the Khattan 
Section, the latter (No. 33) dropping below the river level at about a mile to the 
west where the road to Duki enters an intersecting valley. 

Looking along the range towards the south from the junction of these two 
Talleys, one is struck with its beautifully smooth and perfectly arched surface ; 
it is one of the most perfect of the many fine anticlinals of similar rocks which 
are to be seen hereabouts. 

4. Stalagmite and sulphur springs . — East of, and almost opposite, the 
bazar at Spintangi there is a peculiar fan-shaped deposit which rises vertically 
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from tlie river bei to a height of about 2(y and extends back to the base of the 
hills filling a ^ shaped indentation in the latter. This on examination proves 
to be a stalagmite deposit, about 2 acres in extent, derived from the waters of 
an active sulphurous spring located near the neck of the X* composition is 
chiefly carbonate of lime and crystals of sulphur ; the water is also alkaline, and 
from this active spring a constant accretion to the mass is being made. 

At the edge, on the river, a curtain dike overflow has produced some very 
pretty forms and petrifactions by falling on coarse grasses and shrubs growing 
below. 

Besides this there are 16 or 20 other similar springs extending along the base 
of the bill, at intervals for about two miles round to the north and east. The 
spring farthest east is much the largest, and has the most copious flow. 

The waters from these are identical with those from similar springs at Khat- 
tan, except that they have the normal earth temperature, while those at Khattan 
aie hot springs.” 

6. Old Springs , — Many gorges or cuttings in the sides of the hill show the 
springs to have been active ages ago at higher levels, and for miles along the 
base of the range there is a deposit from these old flowings from 10^ to 30' in 
thickness, of carbonate of lime of a parous spongy nature, lying horizontal, and 
in one place extending for a mile or so across an adjoining plain. 

A rift in the range, 3 miles south, shows shales and hard grey limestones to 
be the rocks below the surface stratum. 

I have described these springs because they have been instrumental in help- 
ing me to a decision that petroleum does not exist in the rocks hereabouts as so 
many and such copious flowings, having most likely a deep-seated origin and 
must necessarily bring to the surface evidences of hydrocarbons if present in the 
locality j globules of oil are brought tp the surface by the springs at Khattan. 

There is no change in the character of the rocks on either side of the valley 
from Spintangi on to Chupper Rift, except that the ranges, right and left, are 
separated by a great widening of the valley at various places, such as Sharig, 
where it is from 7 to 8 miles wide, and where such limestones as are exposed at 
Spintangi are covered by river gravels and sands, right up to the base of the 
range on the rignt. 

6. No Tetroleum , — A careful examination of the country within a reason- 
able distance of each station has been made, and no traces of petroleum were 
found, nor, excepting valueless coal seams and hematite deposits, did 1 And any 
minerals of value. (I except iu this statement the coal at Khost.) 

7. Chupper Rift , — At Chupper the celebrated rift cuts through a range pre- 
cisely liiie that at Spintangi, and exposes rocks geologically lower than any so 
exposed at Khattan, but having the same order of deposition as those penetrated 
by tbe borings made in the latter place. 

In one of the railway cuttings on tbe east side of the rift there is a 4'' seam 
of highly carbonaceous material, having a black micaceous appearance. Beyond 
this and tbe carbonaceous nature of the lowest shales exposed in tbe rift, I saw 
nothing to indicate the presence of oil, other than a similarity of rooks to those 
of Khattan. 

A little beyond Sharig upper eocene and miocene rocks only border the 
railway, and the range of grey limestone, which is no doubt lower eocence, is 
seen far to the north only, and this character of formation continues with but 
little change to Each, where the disturbance is so great as to require a careful 
study to correctly describe the foulded and contorted strata of the locality, 

8. Coal , — By the request of the Manager of the North-Western State Rail- 

8 K 2 
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way I spent two or three days at Kbost—a station beyond SLarig-*-and there 
examined the coal seams lately discovered. 

I have sent in to Mr Lightfoot a report on the subject, and will forward a 
copy of it as an accompaniment to this paper. 

When at Khost I received orders from the Agent to the Governor General 
for Baluchistan to go promptly to Quetta, and did so. 

While conducting this exploration I was most anxious to find some traces of 
petroleum, or some surface evidences which might warrant the prosecution of a 
tiial boring, well knowing that the Government of India would be glad to 
avoid the construction of a railway into the Khattan district, particularly as 
that field can scarcely he said to have cleared the experimental stage. Well 
knowing also the difficulties and privations which are encountered ab Khattan, I 
had a selfish interest in finding a better spot for operations, and it is with re- 
gret that I am obliged to state on this paper that while the rock formation in 
most geological features from Spintangi to Chupper Bift and beyond are iden- 
tical with those at Khattan,— conscious of the uncertain and erratic nature of 
petroleum deposits in Europe and Ameiica, and that from “ whatever source 
petroleum may have originated, it now saturates porous strata, not of any par- 
ticular geological age, but tuns through a vast accumulation of sediment from 
the oldest to the newest rocks,'*— and finding no actual traces of petroleum in 
any of the rocks examined, I had nothing better to guide me than a knowledge 
that I was investigating rocks which extend from Hanover on the North Sea 
through Galicia, the Caucasus, tie Punjab, Assam, and Burma, to Java, along 
which petroleum is found at the surface in many places, and which having one 
place yielding like Baku, ma^ somewhere within so tremendous an area as is 
enclosed by India, hide another or others equally prolific and valuable. 

9. Conclusion , — Under such circumstances I am obliged to say that at no 
point did I see any indication which woulJ place the making of a test boring 
out of the cla^s ku own in America as “ Wild cat ventures,’* or borings purely 
prospective, or none which would induce me as a miner with private capital to 
make the venture. 

This report has been delayed by my attention to office work in transfer to a 
new supervision. 


4,— Burrakur Iron Works, 


iNo. 26, Public Works, dated 16th May 1887- 
From— The Government of India, 

To — ^The Secretary of State for India. 

We have received Your Lordship's Despatch No. 50 P.W., dated 11th Nov- 
ember 1886, commenting upon the accounts of the Burrakur Iron Works, which 
we submitted to Your Lordship with our letter No. 279 (Financial) of 4th 
September last. 

2. In reply to these comments, we have the honour to explain to Your Lord- 
ship that we considered it preferable to send the accounts forward as they had 
been received by ns, with snch explanations as it was in our power to offer* 
rather than to incur the delay that must inevitably have ensued had we first 
endeavoured to clear up all the doubtful points; and that it was our intention to 
aKsemhle aCommitlee on the arrival of our Government at Calcutta, with the 
object of placing the system of accounts, once for all, on a satisfactory basis, 
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3. We have now the honour to forward the report of a Committee that 
assembled for this purpose in February last ; and we may add that we have 
request^ the government of Bengal to submit their accounts in future in accord- 
ance with the forms drawn up by the Committee. 

4. It will be observed that in the revised accounts a liberal allowance has 
been made to cover depreciation on block and plant, and also that the working 
expenses have been further debited with an estimated charge for direction, 
accounts, and stationery. In other respects the accounts are substantially the 
same as those prepared for Your Lordship by our Accountant General, but to 
facilitate comparison we append a memorandum explaining the variations in the 
two accounts. 

5. The balance sheet attached to the report shows that att he end of the 
financial year 1885-86 the profits had amounted to B68,388. The works started 
^n February 1883 with a capital (represented by the purchase money) of R4, 66,1 27* 
to which there has been subsequently added by the Government of Bengal during 
the 37 months since the opening, a sum of Rl,69,948, from which additions to 
block and plant and the necessary working capital have been provided. 

Assuming the mean capital embarked in the undertaking during the period 
February 1883 to March 1886 to have been B5, 46,601, the profits will have- 
averaged about 4*06 per cent, per annum. 

6. These results are sufficiently encouraging to warrant the continuance of the 
works even with their present restricted appliances. The selling price per ton 
of pig-iron at the works is from K40 to ft44 as against E48 to E49, which 
we have ascertained to he the price of No. 1 Gartsherrie pig in Calcutta ; and if 
a larger demand for pig-iron could be anticipated than at present exists, there is 
scarcely room to doubt that a further capital expenditure of a few thousand 
rupees on blowing apparatus for the second blast furnace, which has not 
been put into work, would materially add to the economy of the working. 

7. But though the market for cast-iron is certainly improving, it is through 
the manufacture of rolled merchant iron, for which the market is practically un- 
limited, that we would rather look for the future prosperity of the works. 

8. It has 'been estimated that with a Capital expenditure of from 2-| to 3 
lakhs the necessary machinery can be erected at Burrakur, and that rolled bars 
could then he produced at a cost of from R70 to B75 per ton, as against the 
present selling rate in Calcutta of ft95. For the above outlay rolling mills and 
converters could be set up capable of making an outturn of 20 tons of bar iron 
a day, a quantity which would at once command a ready sale in the market. 

9. With so large a margin to fall back upon, the advisability of extending 
the works in the direction suggested appears to us to be beyond question, and 
we are 'inclined to think that if Government would undertake this further 
development the chance of disposing of the works to a private company would be 
much increased. Should it, however, he found feasible to sell the works in thpir 
present condition we are at once prepared to make them over, but we are strongly 
of opinion that the purchasing company should he in a position to cair3’ out the 
extension immediately on taking possession, and that it should be one of the con- 
ditions of the sale that the extension should be canied out. The manufacture 
of steel should, of course, be also secured if possible, as contemplated in our 
Eesolution No. 2899, Finance and Commerce, dated 4th August 1882. 

10. In view, however, of the timethatmust inevitably elapse before arrange- 
ments for the sale of the works can be effected, we trust Tour Lordship will be 
pleased to giveelfect to our suggestion that the enlargement of the works should 
he at once undertaken by Government, aud that for this purpose we may he 
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permitted to make an advance to the Bengal Government, not exceeding 6 lakhs 
of rupees, on such terms as we may hereafter arrange with that Government. 
This will provide the necessary machinery for the manufacture of rolled merchant 
iron and provide sufficient working capital to allow of the works being carried on 
in a satisfactory manner. It is probable that the advance need not exceed 4 lakhs, 
but we desire to have power to make advances up to 5 lakhs, with a view of 
providing for possible unforeseen contingencies. 



SECTION vm. 
Telegraphs. 
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Extract from the Proceedings of the Government of India, Public Works Depart* 
ment,— No. 135 T.E., dated 21st October 1887. 

Reorganisation of the Rstdblishment of the Indian Telegraph Refartment. 

Eead again— 

Besolution of the Government of India, in the Public Works Department 
No. 186—9 T.E., dated 27th October 1881. 

Despatch No. 8 T. of the 12th June 1885, from the Government of India, to the 
Secretary of State for India. 

Despatch No. 27 T. of 26th November 1885, from the Secretary of State for 
India, to the Government of India. 

Despatch No. 3 T., dated the 2nd February 1886, from the Government of India, 
to the Secretary of State for India. 

Besolution No. 17 T.E., dated 8th February 1886, of the Government of India, 
in the Public Works Department. 

Despatch No. 14, dated the 8th July 1886, from the Secretary of State for Indian 
to the Government of India. 

Despatch No. 22 T., dated lat November 1886, from the Government of India, 
to the Secretary of State for India. 

Despatch No. 4 T. of the 16th March 1887, from the Government of India, to the 
Secretary of State for India. 

Despatch No. 7 T., dated the 27th May 1887, from the Government of India, to 
the Secretary of State for India. 

Bead also— 

Despatch No. 13 T., dated 25th August 1887, from the Secretary of State for 
India, to the Government of luiha. 


Observations. — The question of the reorganisation of the Superior Estab- 
lishment of the Telegraph Department has, for some years past, commanded the 
earnest attention of the Government of India and of Her Majesty’s Secretary of 
State for India. The question has been rendered dijBfioult and complicated by 
the fact that, owing to the very rapid development of telegraphic communica- 
tion in India, it was necessary at one time to very largely increase, in a com- 
paratively short period, the number of the officers in the Telegraph Department- 
This sudden expansion of the Department has produced the block of promotion 
which unavoidably attends all spasmodic recruitment. 

2. The measures, which, after the correspondence quoted in the preamble, 
have finally been sanctioned by Her Majesty’s Secretary of State for India to 
relieve the disadvantages which for some years have pressed hardly on some 
members of the Telegraph Department are of a dual nature. They provide : 
first, special inducements for the retirement of officers of a certain standing in 
the Department ; secondly, special personal allowances to those officers whose 
promotion is, and may probably continue to be, retarded beyond a certain 
point. 

3. In addition to these special and temporary measures, it has been decided, 
on grounds which are independent of the present abnormal circumstances of the 
staff, to reorganise the classes and grades of the department on a new basis. 
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4 A Resolution, No. 136 T.E. of this day’s date, has been issued by the 
Government of India, with reference to the special retirements. The following 
Eesolution deals with the second of the points mentioned above, and with the 
general reorganisation of establishment. 

6. It appears desirable to explain, to some extent, the probable action of the 
orders which are now promulgated. It may be well, first, to state the estab- 
lished axiom that it is not possible to devise means which will equitably distri- 
bute true promotion, that is, promotion to higher duties and more responsible 
positions, in a department which has been spasmodically recruited. The spas- 
modic recruitment has been very marked in the Telegraph Department, especially 
in the ** blocked years ” 1868 to 1871 ; and it is out of the power of Government 
to equitably distribute true promotion to all the officers recruited in those years. 
All that can be done is to soften to some extent, by personal allowances, the 
effects of the retardation in promotion, and to offer to those who may consider 
these allowance insufficient an opportunity to retire from the Department on 
reasonable terms. The terms of retirement which are stated in Resolution 
No. 136 T.E. of this date are offered with a double object, first, that those who 
are dissatisfied may retire, and, secondly, that the number iu tlie " blocked 
years ” may be reduced, so as to he more nearly in accordance with normal 
conditions. If the second object is not attained as the result of the concessions 
made in Resolution No. 136 T.E. the flow of true promotion, that is, of promo- 
tion to higher duties as well as higher salaries, cannot possibly he established. 
But if a sufficient number of officers do retire from the hloched years ^ under the 
terms of Resolution No. 136 T.E. a more healthy condition of affairs will ensue. 

6. It cannot be too clearly explained that the system of personal allowances 
sanctioned in Section III of the followiiig Resolution, is one which does not con- 
template increase of pay commensurate with length of service alone. It is a 
system in which the rate of pay is determined partly by length of service and 
partly by departmental rank. The effect of the orders conveyed in the follow- 
ing resolution is to give immediate increase in pay to a considerable number of 
officers : hut there is every reason to suppose that for some years to come the 
amount of departmental promotion will be largely dependent on the retirements 
which may take place under Resolution No. 136 T.E. It is necessary also to 
remember that the scale which has been temporarily sanctioned by the Secre- 
tary of State is more favourable than that which will ultimately be in force 
(Section II) when the Department is in a more normal condition. The period 
of transition from the one scale to the other must necessarily he a period in 
which permanent vacancies on the first scale may fail to give any promotions 
on the revised one. 

7. These considerations show that unless the concessions offered in Reso- 
lution No, 136 T.E. induce retirements, from the lloched years, on a scale com- 
mensurate with the difficulties of the situation, not only will true departmental 
promotion he retarded, hut it is also probable that the personal allowances may 
fail to carry the full advantage which they will have if the number of retire- 
ments is sufficient. The scale of personal allowances now sanctioned super- 
sedes entirely the one which is now in force. 

8. In short, the measures which are now promulgated leave the solution of 
the problem to a large extent in the hands of the officers of the Department. 
Liberal terms of retirement are offered. If a sufficient number of officers avail 
themselves of the privileges offered, the condition of those who remain will he 
all that can he reasonably expected : but on the other hand, if a large majority 
elect to remain in the department on the conditions of service which are now 
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plainly stated they must be content to accept the rate of pay 'which the sanc- 
tioned scale, with the attendant personal allowances, will afford. 

9. The Secretary of State has specially desired that it shonld he intimated to 
the officers of the Telegraph Department that the present orders finally dispose 
of all matters with which they are designed to deal. 


Resoltjtion. — I n accordance with the decision of the Secretary of State, 
the Governor General in Conncil directs the publication of the following orders 
regarding the establishment of the Indian Telegraph Department ; — 

I.— The Superior Establishment will be divided into six classes as at pre- 
sent, that is— 

/ Class I, Director General. 

Officers of Direction . . . 5 „ II, Deputy Director General. 

L „ III, Directors. 

Superintendents . . . „ IV. 

f V, 

Assistant Superintendents . • VI* 

There will be no alteration in the numbers or salaries of the first three 
classes ; these will remain as sanctioned in Government of India Resolution 
No. 186—9 T.E. of 27th October 1881, that is 

R 

Class I— 1 Director General 3,000 

„ II— 1 Deputy Director General .... 2,000 
„ HI— 2 Directors . pay as Superintendents, 1st grade, +R100 

The Superintendents will be divided into three grades according to the fol- 
lowing scale • 


r 4 first grade • 
Class IV } 9 second grade 
( 15 third grade 


B 


. 1,125-75-1,500 
. . . 1,000 
850 


The numbers in the grades in this class will be subject to alteration as 
explained in Section II. The title of “ Chief Superintendent ” will, in future, 
be applicable only to Superintendents of the first grade. 

The Assistant Superintendents will be divided into two classes of two grades 
each, according to the following scale 


Class 

Class 


B 

y (20 1st grade 700 

(. 20 second grade ....... 550 

( 16 1st grade 400 

^■^116 (or the actual number present) second grade . 300 


The numbers in the grades in these classes will also he subject to alteration 
as explained in the following section : — 

II.— It is intended that the strength of the Superior Establishment shall be 
ultimately fixed at a total of eighty-four members, inclusive of all the classes 
mentioned in the last section. There may he considerable fluctuation in the 
numbers, owing to the retirements under Resolution No. 136 T.E. The Govern- 
ment of India will fix, from time to time, the numbers which are to be allowed 
in each grade. The scale which will be ultimately adopted is that given in the 
fourth column of the statement below. It is not possible, until tbe action of 
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Eesolution No. 136 T.E. is known, to define the manner in which the reductforr 
of the scale will be effected : — 

Grades. Bate of Salary. Gradation Gradation to ho. 

now ultimately 

sanctioned. worked to. 

B 


Classes I, II, and III, Directors 


4 

4 

Class lY, Superintendents, 1st grade. 1,125—75—1,500 

4 

4 

Ditto, 

2nd „ 

1,000 

9 

10 

Ditto, 

3rd „ 

850 

15 

12 

Class V, Assistant Superintendents, 1st grade 

700 

20 

12 

Ditto 

Ditto, 2nd „ 

550 

20 

13 

Class VI, Ditto 

Ditto, 1st „ 

400 

16 

14 

Ditto 

Ditto, 2nd „ 

300 

16 or the re- 





mainder if 





less than 16 

15 


Total 


104 

84 


III. — The following scale of personal allowances will be given, in addition* 
to the rates of pay defined in Section I, in those cases where the Government of 
India is satisfied that the officer has earned it by meritorious service : — 

Assistant Superintendents, Class V, 1st grade, may receive a personal allow- 
ance of RlOO monthly, after 22 years* service. 

Assistant Superintendents, Class V, 2nd grade, an allowance of BlOO 
monthly, after 17 years’ service. 

Assistant Superintendents, Class VI, 1st grade, an allowance of BlOO 
monthly, after 12 years* service. 

Assistant Superintendents, Class VI, 2nd grade, an allowance of BoO after 
7 years* service. 

The personal allowances will lapse in each case on the promotion of tlie 
oflfioer concerned to the next superior grade. But if his length of service is such 
that it will qualify him for a persoual allowance in the higher grade he will be* 
eligible for that allowance. 

IV. — Officers who, previous to the 1st October last, held the substantive rank 
of 2nd grade Superintendents will be allowed the option of electing either for 
the new pay (B1,000) of that grade or for the pay of the grade as it is at pie- 
sent (E900— 30— 1,050). These officers must make their election before the* 
31st of December next, and will be allowed to draw their pay with effect from 
the 1st October, according to their election. Until an officer has made his 
choice, he will draw pay under existing rules. Any officer who does not declare 
his determination before the 31st December next will be placed permanently on 
the new rate of pay (El, 000) with effect from 1st October 1887. 

V. — Any officer who is placed in Class VI nnder the terms of this Resolution 
will continue to draw the increments which may fall due to him under existing 
rules : but he will not he entitled to the personal allowances pertaining to Class 

VI. All officers who join the department in India after the 1st October 1887 
will draw pay on the new scale laid down in Section I, 

VL— Any officer of the Telegraph Department whose salary, including any 
acting and personal allowances which he may be drawing, was, on 30th Septem- 
ber, higher than that to which he becomes entitled by this Eesolution will conti- 
nue to draw the excess as a special personal allowance, until he is promoted to a 
higher ^‘ade with at least equal emoluments. All acting allowances other than 
those ^hich may be given under Section VIII will cease, with effect from 1st 
October 1887. 
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VIL — Until furtliiesc orders all permanent promotions in the Telegraph De- 
partment will be made with effect from the 1st April and 1st October in each 
year. These half-yearly promotions will be regulated by the scale which may 
be laid down by the Government of India under Section II. 

VIII. — Officiating promotions in the place of officers absent on furlough wilb 
in future, only be made from class to class (and not from grade to grade). 

Officiating promotions in the place of officers absent for periods not exceed- 
ing three months will be made only in cases where the duties of the officer pro- 
moted are changed. 

The officer promoted to the higher class will draw pay under the rules in 
Chapter IV of the and Acting Allowance Code. 

In the case of an officer officiating in a higher class any personal allowance 
•will be in abeyance to the extent of the acting allowance drawn. 

IX. — Permanent promotions, both from class to class and from arade to 
grade, will be made in the place of officers absent on “ Foreign Service” ; on the 
reversion of such officers to the Department promotion will be retarded until the 
-normal scale is re-established. 

X. — The total establishment of the Telegraph Department, including the 
class of Sub-Assistant Superintendents, remains subject to a maximum of 165, 
as previously determined by the Secretary of State for India. 

XI. — The orders conveyed by this Resolution supersede all previous orders 
regarding the organisation of the Superior Establishment of the ludian Tele- 
-graph Department. 


Oedeb.— Ordered, that copies of this Resolution he forwarded to the Depart- 
ment of Finance for recoid. 

Also, that copies he forwarded to the Director General of Telegraphs and to 
the Accountant General, Public Works Department, for information aud guid- 
^ance. 

Also, that a copy he published in the Gazette of India, 


Extract from tie Proceedings of the Government of India, Public Works 
Department, 136 T.E., dated Sht October 1887, 


Special Mies for tie retwementof ^ctrs of tie Indian Tehgrapl DeparU 


Read again — 

Telegram No. 1, dated 12th Janaaty 1886, to the Secretary of State for India 

Despatch No. 3 T. of the SndFehmary 1886, from the Government of India, to 
the Secretary of State for India. 

Despatch No. 14 T.. dated 8th Jnly 1886, from the Secretary of State for India 
to the Government of India. ’ 

Despatch No. 22 T., dated 1st November 1886, from the Government of 

to the Secretary of State for India. * 

Despatch No. 4 T.. dated 15th March 1887, from the Government of India, to 
the Secretary of State for 

Despatch No. 7 T., dated 27th May 188T, from the Government of India, to the 
Secretary of State for India. 

Read ahso — 

Despatch No. 13 T. of the 25th August 1887, from the Secrehiryof State for 
India, to the Government of India. 
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Obseetations.— In Resolution No. 135 T.E. of this day's date the Govern- 
ment of India has given effect to the final orders of the Secretary of State on 
the questions affecting the grading, salary, and personal allowances of the Su- 
perior Establishment of the Telegraph Department. The observations which 
formed the preface to that Resolution explained the intention of the Govern- 
ment in making the concessions which are embodied in this Resolution. It is 
only necessary to add that, as far as the interests of the service will permit, the 
Government of India desire to place no restriction on retirement under the fol- 
lowing rules : hut it will he necessary to bear in mind the fact that the officers 
in the '‘blocked years,” that is, those who joined the Department in 1868, 1869, 
1870, and 1871, have the prior claim to the privileges now conferred. 


Resoiutiok. — W ith the sanction of the Secretary of State, the Governor 
General in Council is pleased to issue the following rules for the retirement of 
officers of the Superior Establishment of the Telegraph Department:— 

I. — All officers of the Telegraph Department who have now served for 

eighteen years, of which not less than sixteen years have been spent 
on " active service,” are eligible for retirement from the Depart- 
ment. 

Pension on the following scale will be granted to those officers whose resig- 
nation may be accepted— 

(a) The pension which would be due under existing rules if the officers 
concerned were retiring on medical certificate. 

(5) An additional pension calculated at the following rate : — 

E 

To officers under 50 years of age • • 1,000 per annum. 

To officers in their 51st year . • . . 900 ditto. 

Ditto 52nd ditto. . . • 800 ditto. 

Ditto 53rd ditto . . • • 500 ditto. 

provided that the resignation of the officers concerned is submitted to the Gov- 
ernment of India on or before the 31st March 1888. On the 1st April 1888 
|;he privilege will he entirely withdrawn from all officers who have served for 18 
years or more on the 1st October 1887, and who have sixteen years* " active ser- 
vice” to their credit on that date. 

Officers who have completed their 53rd year will be entitled to no extra pen- 
sion, but may retire before the 1st April under the provisions of clause (a) 
above. 

II. — Similarly, all officers who, at a date subsequent to the 1st October 

1887, reach the qualifying stage of having served not, less than 
eighteen years, of which sixteen have been spent on “ aqtive service,” 
are eligible to retire on the same terms as stated above, provided that 
their resignations are received by the Government of India within 
six months of the day on which they attain to the necessary qua- 
lifications. 

III. — When an officer has tendered his resignation through his superior 

officer, it is obligatory that the application should he submitted for 
the orders of the Government of India ; and it cannot be cancelled 
except with the approval and sanction of Government. 

lY.— The Governor General in Council reserves the right to accept or to 
refuse any application for retirement under these terms, or to post- 
pone the date on which such retirement is to take effect, according to 
the interests of the public service. 
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V. — This Eesolution is intended only to have a temporary effect. The 
Governor General in Council may revoke it whenever, after the 1st 
April next, it appears desirable in the interests of the public service 
to do so. 


Obdeb. — O rdered, that copies of this Resolution be forwarded to the 
Department of Finance for further orders. 

Also, that copies be forwarded to the Director General of Telegraphs and to 
the Accountant General, Public Works Department, for information and guid- 
ance. 

Also, that a copy be published in the Gazette of India, 


No. 128 T.E., dated 11th August 1888. 

Resolution by the Government of India, Public Works Department. 

Read again-" 

Government of India, PubHo Works Department, Resolution No. 136 T.E., dated 
21st October 1887. 

Read again — 

Despatch No. 6 of 8tli June 1888, from Government of India, to Secretary of 
State. 

Telegram of 3rd August 1888, from Secretary of State. 


Obsebvitions.— The practical application of the special retirement rules 
for the Indian Telegraph Department, which were promulgated in the Resolu- 
tion read above, has shown that they produced some anomalies, and that their 
effect has been less favourable than was anticipated, when the Resolution was 
published, to the officers whose position it was desired to benefit. 


Resolution.— The Governor General in Council is pleased to issue, with 
the sanction of the Secretary of State, the following rules which are supplement- 
ary to the rules in Resolution No. 136 T.E., dited Slst October last:— 

I. — Any officer of the Indian Telegraph Department who had less than 

20 years’ service counting for pension on the 31st March 1888, 
will be eligible to retire from the Department when he attains to 
20 years* pensionable service, with the pension due to him under 
the rules in force (on medical certificate or otherwise), together 
with an extra pension of R1,000 per annum. 

II. — Officers who are eligible to retire immediately under the above rule, 

should, if they wish to avail themselves of it, take steps which will 
ensure their applications reaching the Government of India within 
six months of the date of this Resolution. 

III. — Others, who may subsequently become eligible, must, similarly, 

present their applications within six months of the day when they 
attain to 20 years* pensionable service. 

IV. — -Sections III, IV, and V of Resolution No. 136 T.E, (with the alter- 

ation of the date in V to the 1st Eebruary 1889) are applicable 
to these orders. They are reprinted below for facility of reference 
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officei* wlio is or will become entitled to retire under this Reso- 
lution will be allowed, after its issue, to take any furlouofh (other 
than on medical certificate) which will cause the total amount of 
furlough taken during his service to exceed two years; unless 
before taking such furlough, he foregoes the right of applying to 
retire under the terms of this Resolution. 

YI, — These rules, if not previously cancelled, will cease to be operative 
as soon as the whole of the officers appointed in 1871-72 have 
become eligible to retire under them* 


JElxtractfroimi Hesoluiion No. 236 dated 21st Octoh&y* 1887. 

III.— When an officer has tendered his resignation through his superior 
officer, it is obligatory that the application should be submitted for 
the orders of the Government of India ; and it cannot be cancelled 
except with the approval and sanction of Government. 

lY.— The Governor General in Council reserves the right to accept or to 
refuse any application for retirement under these terms, or to post- 
pone the date on which such retirement is to take effect, according 
to the interests of public service. 

Y.— This Resolution is intended only to have a temporary effect. The Gov- 
ernor General in Oonncil may revoke it whenever, after the 1st April 
next, it appears desirable in the interests of the puhHc service to 
do so. 


Obdee.— O rdered, that a copy of this Resolutiou be forwarded to the 
Department of Einance and Commerce for further orders. 

Also, that copies be forwarded to the Director General of Telegraphs and to 
the Accouutaut General, Public Works Department, for information and guid- 
ance. 

Also, that a copy be published in the Gazette of India. 
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ESTABLISHMENT, PUBLIC WORKS DEPARTMENT. 


Concession of adding a certain period to service- 


No. 65 (Public Works), dated 31 st October 1887. 

From — Tbe Government o£ India, 

To— The Secretary of State for India. 

In paragraph 38 of our Despatch No. 15, dated 21st April 1884, we proposed 
that Engineers of mature age appointed to the Department as Assistant 
Engineer, 1st grade, should be allowed to add a period of not more than three 
years to their service for pension. In recommending this we mentioned that 
this privilege had been hitherto restricted to men appointed above the 1st grade 
of Assistants before the 1st November 1873, provided they had received no 
bonus from a Guaranteed Company. 

We also referred to a list (Enclosure No. 10 E) of officers who entered the 
Department after some years* practical training, but were debarred from add- 
ing a period to tbeir service, either because they had been appointed after the 
prescribed date or because they were appointed as Assistant Engineer, 1st grade, 
instead of above that rank. This list, it will be observed, includes two officers 
appointed Assistant Engineer, 1st grade, long after the prescribed date, 

2. Lord Kimberley, in replying to this portion of our Despatch, in paragraph 
13 of His Lordship^s Despatch No. 71 P.W,, dated 13th November 1884, 
granted the concession asked for, subject to a restriction as to the age at which 
the previous experience was acquired, to any of the officers mentioued in the list 
referred to in the foregoing paragraph. 

3, Our intention had been all along to admit to this privilege all men from 
whatever source appointed to the Department as 1st grade Assistant Engineer, 
provided they had received no bonus from a Guarauteed Railway Company. 
Subsequently we discovered that through an oversight' our nominal roll referred 
to in the last paragraph had included the names of officers appointed in India 
only, so that those similarly situated and appointed from England were not 
included in the concession. We therefore referred the matter again to the 
Secretary of State in our Despatch No. 7 P.W., dated 24th February 1885. 

4, Lord Kimberley assented to this extension of the concession in His 
Lordship's Despatch No. 14P.W., dated 23rd April 1885, with the remark that 
the number of officers affected by the extension would apparently be about 
twelve. It thus appears that in both cases— namely, of the officers appointed in 
India and those appointed by the Secretary of State who were admitted to the 
privilege — reference has been made to a nominal roll. The first nominal roll 
of men appointed in India included meu appointed after 1st November 1873 ; 
tbe second, one which Lord Kimberley probably bad in his mind when De- 
spatch No. 14, dated 23rd April 1885, was written, included no men appointed 
after this date, because no such appointments from England were made after 
the first batch of Cooper’s Hill students was sent out. 

5. In recently endeavouring to formulate a rule, either in addition to or 
supersession of section 118 (E) of the 0. P, Code, a doubt has been raised 
whether Lord Kimberley intended or not to remove the old restriction which 
limited the privilege to men appointed before the 1st November 1873. Tbe 
correct conclusion, from what has been said above, seems to be that no principle 
was definitely stated, hut that men included in certain lists have been admitted 
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to the privilege, provided they received no bonus from a Guaranteed Railway 
Company. 

6. We therefore append a corrected list of the men who were admitted to the 
Department after previous training as Assistant Engineer, Ist grade (Enclosure 
No. 1), and request Your Lordship’s permission to formulate a rule as drafted 
in Enclosure No. 2. It will be observed that an officer, Mr. Giitersloh, whose 
name did not appear in former lists, has been included in the revised list. The 
cause of his name being omitted was that although originally on the Engineer 
Establishment, he had been transferred to the Superior Revenue Establishment 
of State Railways at the time our Despatch No. 15, dated 21st April 1884, 
was written. 


No. 70 (Public Works), dated 22nd December 1887. 

From—The Secretary of State for India, 

To— The Government of India. 

I have received Tour Excellency’s Public Works letter No. 66, dated 31st 
October 1887, forwarding a revised roll adding one to the former list of the 
Civil Engineers who entered the Public Works Department, in the 1st grade of 
Assistand Engineers, and are eligible, under the sanctions conveyed in Lord 
Kimberley’s Public Works Despatches No. 71, dated 13th November 1884, and 
No. 14, dated 23rd April 1885, for the concession of an addition of three years 
to their service for pension on account of experience acquired previous to join, 
ing the Department. 

2. You also submit for my approval the draft of a rule, as noted in the 
Civil Engineers who niargin, which it is intended to add to the Civil Pen- 
sion Code. 

3. This would virtually supersede the existing 
rule, and have the eiOPect of making permanent what 
was intended only as a temporary measure to meet 
the peculiar circumstances of the Department at the 
»time. Such a rule would in effect recognize as a prac- 
tice what, in the existing constitution of the Depart- 
ment, should he rarely, if ever, necessary. If in 
future the services of an Engineer of the standing 
of a 1st grade Assistant should, for any particular 
reason, he required, his engagement should be temporary, and no question of 
pension should arise. 


were appointed to the Depart- 
ment as Assistant Engineers, 
1st grade, may he allowed on 
acconnt of previous experience 
to add to their pensionable 
servioe a period not exceeding 
three years, provided such 
experience was not acquired 
before tit e age of 25. This 
concession will not, however, 
be granted to any officertahen 
over, directly or indirectly, 
from one of the Guaranteed 
Railway Companies, who re- 
ceived a bonus on leaving the 
service of the Company,” 


4. I consider, therefore, that the sanctions conveyed in Lord Kimberley’s 
Despatches, already referred to, should be held to apply only to the specific 
cases of the Engineers in connection with which they were given, the amended 
list forwarded with your present letter being accepted as containing the names 
of all the men who joined the Department in the 1st grade of Assistant 
Engineers after previous training. 


last of Eiiropean Engineers appointed in India to be admitted 
to the improved pension rules. 


No. 64 (PubKo Works), dated 31st October 1887. 

From— The Government of India, 

To— The Secretary of State for India. 

We have the honour to acknowledge the receipt of Your Lordship’s De- 
spatch No. 53 (Public Works), dated 25th November 1886, on the subject of the 
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admission of certain European Engineers not appointed in England to the 
benefits of the more favourable pension rules sanctioned for European Civil 
Engineers. 

2. Paragraph 2 of that Despatch relates to the completion of the list of 
officers who fall under the definition of European Engineers appointed in India.’* 
In ordinary course, the list then considered to be finally approved would have 
been published and added to the Civil Pension Code, and the officers included 
in it would have been admitted to the new rules subject to a reservation, 
pending Your Lordship’s decision, in regard to their being allowed to count 
service before the age of 22 years. 

3. Before, however, we replied to the Despatch and published the 
list, it was brought to our notice that the list was incomplete by reason of the 
omission of at least one officer with European training; and this. lead us to 
have the lists carefully revised, and the papers of all those included in it, as .well 
as the papers of officers with European names excluded from it, carefully 
scrutinised. As we have already pointed out in our Despatch No. 38 (Public 
Works), dated 3rd September 1 886, the original lists forwarded with our De- 
spatch No. 15, dated 21st April 1884, were not intended to be complete; they 
were subsequently revised with much care, but unfortunately were not abso- 
lutely correct. This incorrectness was due to one 

• Mr. Cantopher. officer* being shown as an Indian College student 

t Mr. Garstin. 'W’ho was not so ; and to another officer, t who was 

first trained in England, having been subsequently 
admitted to tbe Public Works Department after passing a test examination at 
the Thomason College, We have now added these two names to the list. 

4. The questions, however, which came up in the course of our investigation, 
led us to appoint a Committee to examine the papers of all the officers included, 
as well as those excluded from the Hst, being European or Eurasian officers 
appointed in India not from the Indian Colleges; and the result was that it 
seemed doubtful whether some of those already included in the list should not 
have been excluded. 

5. After full consideration we have come to the conclusion that only one officer, 
Mr. W. L. Buyers, previously included, should he excluded from the revised 
list ; and that one officer, Mr. Toogood, in addition to the two mentioned in 
paragraph 3, should he added to it. 

It should he added that Mr. W. L. Buyers, whom it is proposed to exclude, 
has not been told whether he has hitherto been included or not. 

6 . There are two other officers, Messrs. R. D. Bayley and P. B. Roberts, 
whose names were included in the former list, hut whom we have excluded from 
the list now forwarded, because the information regarding them is still incom- 
plete : one of them is in England, the other in Burma ; and as the informa- 
tion which was written for some time ago has not yet been received, we are 
unwilling to delay the case further, and will address Your Lordship in conti- 
nuation of this Despatch when the information is complete. 

7. In coming to the decision referred to in paragraph 5, we think it neces- 
sary to inform Your Lordship that we have some doubt whether all the officers 
thus included in the revised list fulfil the definition of Engineers with 
European training ’* as intended by Lord Kimberley in his Despatch No. 38 
P.W., dated 13th November 1884. These doubtful cases have been classed by 
us as follows : — 

I. Officers educated and thoroughly trained as En- 

Three officers. . . i • 

gineers in the Colonies. 
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Seyca officers. 


Three officers. 


One officer. 


II, Officers educated in England and partially 
trained there, subsequently completing their 
training in India, 

III. Officers educated and partially trained with a 
view to being Engineers in the Colonies, and 
who subsequently completed their training 
under European Engineers in India. 

lY. Officers educated in England and partially trained 
in the Colonies, subsequently completing their 
training in India. 


Appended to this Despatch is a schedule giving complete particulars in 
regard to these officers so as to enable Your Lordship to confirm or reject our 
decision on the matter. 


Mr. J. Buyers. 

„ F, J. McLaughlin. 


8. We may add that the only officers in regard to 
whose admission we have considerable hesitation are 
the two noted in the margin. 


The Committee who investigated the case held that Mr. J. W. Buyers, 
although he described himself as having “passed examinations at King’s 
College, Aberdeen, in all the chief subjects comprised in the technical education 
of a Civil Engineer,” in reality only passed through an ordinary university 
course and obtained an ordinary M.A. degree. It is therefore doubtful whether 
there are better grounds for including him than for including his brother, 
Mr. W. L. Buyers, who, after receiving a good education in England, came to 
India and received a thorough training on the Guaranteed Bailways. It will 
he observed, however, from our 6th paragraph, that we have excluded the 
latter. 


Mr. P. J, McLaughlin was pupil to an English firm of Engineers for a few 
months only, and then passed into the Public Works Department through the 
Roorkee College, so that there is little difference between him and a Thomason 
College student. 

The difficulty in now excluding these officers lies in the fact that they had 
previously been informed by us on application, that their names would be in- 
cluded in the list of European Engineers. On the other hand, there are some 
officers who have been authoritatively excluded from the list who will feel them- 
selves hardly used if these officers are admitted. . Chief amongst these may be 
mentioned Mr. M. Birkbeck, whose case was decided in Your Lordship’s De- 
spatch No. 21 P.W., dated 6th May 1887, but who we observe was actually 
engaged by an engineering firm in England to work on a Guaranteed Railway 
in India, and was there trained under English Engineers. Similarly, we think 
that all officers who were educated in England and then trained on Guaranteed 
RaUways or otherwise in India, as Mr. W. L. Buyers was (and there are several 
o^ers in the same position), might possibly complain of the admission of 
^cers trained wholly or partially in the Colonies, or only partially trained in 
England, being admitted. With these remarks we leave the final decision in 
regard to those who should be included in the list in Your Lordship’s hands 
subject to the fnitbei OQUummioation regarding Messrs. ' Bayley and Roberts 
promised in paragraph 6. 

9. In regard to the Srd and 4tt paragraphs of Yonr Lordship’s Despatch 
under reply, and in compliance with paragraph 4 of Tour Lordship’s Despatch 
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No. 28, dated 25tli November 1886, we have already informed those officers (not 
being students of the Indian Colleges), who on pro- 
naotion to the Superintending Engineer class have 
been admitted to the new pension rules, that they can 
not count service before the age of 22 as pensionable. 
In regard to thosewith European training who are 
included in our revised list, we have in that list 
shown the age of each at appointment. It will be 
observed that as a rule these officers entered the 
Department after the age of 22, but that there are 
12 named in the margin who will gain to a certain 
extent if they are allowed to count service before the age of 22. On the whole 
we would recommend that these officers should be allowed the benefit of the 
rule so as to place them on a par with Engineers appointed from England, some 
of whom do count service considerably before the age of 22. 

10. As regards the corresponding case of officers of the Telegraph Depart- 
ment, we should explain that the only officer appointed by the Government of 
India in India after being trained or partially trained in England is Mr. Blissett, 
the decision in whose case has been acted upon. Officers trained and appointed 
in India, who may be admitted to the better pension rules on the ground of 
attaining the rank of Superintendent, 1st grade, will, pending the issue of a 
general rule, be informed that they cannot count service before the age of 22 
for pension. 


Y, M. 

Mr, W. Algie will gain 0 2 
„ B. Blood , .03 

,, W. Cantopher . 1 6 

„ H. N. C. ClSete . 2 2 
„ J. Davies , .10 

G. Faulkner . .25 

» H. Gahan . .06 

„ J. H. Hart . .07 

„ E. E. A Ktister . 1 10 
„ W. Stent , .02 

„ G. Thomas , .13 

,> J. Toogood . .12 


No. 4 (Public Works), dated 2nd Eebmary 1888. 

From— The Secretary of State for India, 

To— The Governmeut of India. 

Tour Excellency’s Public Works letter No. 64, dated the 31st October 
1887, respecting the admission of certain members of your Public Works 
Department to the benefits of the more favourable Pension Rules sanctioned 
for European Civil Engineers, has received my consideration in Council. 

2. With this letter you transmit a revised list of the European Engineer 
of your Public Works Department whom you desire to admit to the more 
favourable pension scale, but as in certain cases it is doubtful whether the con- 
ditions of the officers* services comply with the definition of “ Engineers with 
European training ” as intended by Lord Kimberley’s Public Works Despatch 
No. 71, dated l3th November 1884, you request instructions on the subject. 

3. The doubtful cases, 14 in number, which you submit for my consider- 
ation, show that in ,*ill instances the officers concerned have received a practical 
training in civil engineering, though not in all cases actually in Europe, and 
that they have proved themselves useful and satisfactory members of the 
Department is evidenced by the fact of the Committee appointed by your 
Government having specially selected them as fit for special treatment. 

4. In these circumstances, I have no desire to adhere to a rigid enforcement 
of the definition “ Engineers with European training,” the intention of which 
expression was to ensure a sound professional training, and I am willing to 
sanction the revised list of European Engineers, as transmitted with your letter 
under reply, for admission to the more favourable pension rules, it being under- 
stood that this revised list is a final one, with the exception of two officers, 
Messrs. R. D. Bayley and P, B. Roberts, regarding whose claims for inclusion 
in the list you state you will address me later. 
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No. 17 (Public Works), dated 20th March 1888. 

rrom— ‘The Government of India, 

To—The Secretary of State for India. 

In acknowledging receipt of Yonr Lordship*s Public Works Despatch No. 4, 
dated the 2nd February 1888, sanctioning the revised list of European Engineers 
transmitted with our Public Works Despatch No. 64, dated the Slat October 
1887, for admission to the more favourable pension rules, we have the honour 
to invite attention to paragraph 4 of Your Lordship's Public Works Despatch 
No, 63, dated the 25th December 1886, and paragraph 9 of our Despatch 
referred to above, and to enquire whether Engiueers with European training 
appointed to our Public Works Department in India may be permitted to count 
service before the age of 22 years towards pension. 


No. 17 (Public Works), dated 3rd May 1888. 

Prom— The Secretary of State for India, 

To—The Government of India. 

In reply to Tour Excellency's letter No. 17 (Public Works), dated 20th 
March 1888, inquiring whether it was my intention, by the decision conveyed 
by my Public Works Despatch No. 4, dated 2nd February 1888, to permit the 
Engineers of your Public Works Department therein referred to, to count service 
for pension before the age of 22, 1 have to inform you that such was my 
intention. 

2. My desire was to place those officers who, though not trained in Europe, 
had in your opinion received a sonnd professional training elsewhere, on an 
equal footing with officers appointed from England, and this decision extended 
the permission to count service before the age of 22 to the 12 officers recom- 
mended for that privilege in the 9th paragraph of your Public Works letter 
No. 64, dated 31st October 1887. 


Service as Superintending and Chief Engineers entitling to 
extra pensions. 


No. 16 (Public Works), dated 20th March 1888. 
Prom— The Government of India, 

To—The Secretary of State for India, 


In his Despatch No. 18. dated 22nd March 1883, when sanctioning an im- 
proved scale of pensions for European Civil Engineers of the Public Work, 
Department, Lord Kimberley anthorisedthe grant of extra pensi^s of M (S 
and ftl,000 respectively to officers who may have served three years as Chief 
and Superintending Engineers, or who may have been graded as snob 

2. There is nothing in the words used by His Lordship to show precisely 
whether officiafaug service “ these grades was intended to he included or ex^ 

of three years, although it seems to be implied 

that the extra pensions were to be given for the service rendered, vi... for the 
performance of the more responsible duties whether with permanent or tern- 
pora^rank. The ordinary rule under our Civil Pension Code is to calculate 
pension whol y on the salary of the substantive rank, taking no account of the 
additional salaiy which an officer draws as officiating in a higher rank ; and 
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the principle that two officers cannot at the same time be counting service for 
pension in the same appointment. 

3. At the present time, owing to the abnormal condition of the Engineer 
Establishment, and the small number of superannuations, a good number of 
officers have a considerable amount of temporary service as Superintending 
Engineers but little or no substantive service ; and it might happen (and in one 
case it does happen) that an officer has above three years* service as temporary 
Superintending Engineer, while he has no substantive service in this class, 

4. After fully considering the question, it is thought that under the cir- 
cumstances the most equitable rule to adopt will be to allow active service only 
to count towards the extra pension, excluding altogether periods passed on 
furlough, even when the officer has become substantive. This proposal is in 
accordance with the fundamental principle of the Code referred to in paragraph 
2 that two officers cannot be counting service for pension at one time in the 
same appointment. The enclosed Schedule A shows the effect of the rule upon 
all the Civil Engineers now in the Department who have any service, temporary 
or substantive, as Chief or Superintending Engineers : the second column of 
this schedule shews the total active service, substantive or temporary, passed 
as Chief and Superintending Engineer respectively, and the third shews the 
total substantive service including periods on leave. Under present rules, tbe 
service for extra pension would be counted as in column 3 ; under the proposed 
rule it would be counted as in column 2. 

6. A second schedule gives tbe same information for officers who have 
already retired with the extra pensions, and shows that they would have 
earned the same pension under the proposed rule. We therefore would wish to 
consider the proposed rule as applicable to the new scale of pensions, in all cases, 
as if it had been so laid down at tbe time of the original sanction. 


No. 21 (Public Works), dated 17th May 1888. 

Prom— The Secretary of State for India, 

To — ^The Government of India. 

Tour Excellency’s Public Works letter No. 16, dated 20th March 1888, 
suggests that the ruling which authorises the grant of extra pensions of R2,000 
and RljOOO per annum respectively to officers who have served three years as 
Chief and Superintending Engineers in your Public Works Department, should 
be held to apply to any active service in those grades, whether substantive or 
officiating, provided that any periods passed on furlough be excluded from 
calculation. 

2. Such an interpretation of the ruling is in accordance with its intention to 
provide extra pensions for duties of a special and responsible character ; and it is 
also, as you observe, consistent with the principle of the Civil Pension Code, 
which precludes two officers counting service for pension at one time in the same 
appointment. 

3. I am willing, therefore, to sanction your proposals in this matter, but at 

tbe same time I would point out that my predecessor’s 
W 0 ?k? original sanction of these extra pensions by no means 
Marc^issf 22 nd conferred them as a right to be claimed by officers, but 

only to be “ granted at your discretion, as rewards of 
approved sei-vices.”* 

4. I deem it important tba^ this qualification should not be lost sight of by 
your Government. 
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No. 4047, dated 24th July 1888. 

Besolution by tbe Government of India, Department of finance and Commerce. 
Ebad— 

Paragraph 2 of Resolution by tbe Government of India in this Department, 
No. 449, dated 18tb April 1884. 

Despatch to Her Majesty’s Secretary of State for India, No. 16 P.W., dated 
20th March 1888. 

Despatch from Her Majesty's Secretary of State for India, No. 21 P.W., dated 
17th May 1888. 

By the Resolution in this Department of the 18th April 1884, special addi- 
tional pensions of R2,000 and HI, 000 respectively were authorised as rewards 
for approved service for Civil Engineers who might render three years* service 
as Chief Engineer or as Superintending Engineer. It was not, however, decided 
whether the service qualifying for these special pensions must be substantive 
service, or whether periods of temporary service might be included. On this 
question being raised, tbe opinions of selected oflBcers were obtained and sub- 
mitted to tbe Government of India, and after consideration of them, and in 
accordance with the principle laid down in the Civil Pension Code that two 
officers cannot count service for pension at one time in the same appointment, 
the Secretary of State was requested to allow active service, both substantive 
and temporary, to count as service qualifying for these special pensions, periods 
of furlough being excluded. 

Resohjtiojst.— This proposal has been sanctioned by Her Majesty’s Secre- 
tary of State for India. In future, therefore, all service, whether temporary or 
substantive, will count as service towards the extra pensions, hut periods passed 
on leave, other than privilege leave, will be excluded. 

Periods of three months and under, during which an officer merely officiates 
as a purely temporary measure, will not count. 

2. It is important, however, to bear in mind that these extra pensions 
cannot he^ claimed as a matter of right, hut that they will only be granted, at 
the discretion of the Government of India, as rewards of approved services. 

Oedee.— Ordered, that a copy of this Resolution be forwarded to the 
Public Worhs Department for information and guidance, and that the Resolution 
he published iu the Supplement to the Gazette of India, 


Limitation of tenure of high appointments to 6 years. 


No. 2023 G., dated 12th October 1887. 

Resolution by the Government of India, Pubho Works Department. 

Read again — * 

Rules in and IV, Public Works Department Notification No. 293, dated Srd 
beptember 1883. 

Read also — 


Despatch t. Seaetary of State. No. 1 (PoMo Works), dated 4Hi January 1887. 
Despa^ from Secretary of State. No. 11 (Putlic Works), dated 24tk Pebrua^ 


OBBBEVATiosrs*— The portion of the Notieoalion of 1880 read 
preamble limited the tenure of appointment by officers of 


again in the 
the Corps of 
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Royal Engineers holding the rank of Chief Engineer to five years. The Gov- 
ernment of India 'having recently had this matter under consideration, it 
appeared to His Excellency the Governor General in Council that the reasons 
which led to the framing of the two rules quoted were equally applicable to all 
classes of officers employed in the Department, and the sanction of the Secre- 
tary of State has been obtained to revise them accordingly. 

Resolution. — The Governor General in Council is now pleased to order 
the substitution of the following Rule for Rules III and IV of the above 
notification quoted in the preamble ; — 

III. No Chief Engineer of the Engineer Branch of the Public Works 
Department, nor any officer of corresponding rank in the Superior Revenue 
Establishment of State Railways, or in the Superior Accounts Establishment 
of the Public Works Department, nor any officer holding the office of Secretary 
or Deputy Secretary to the Government of India in the Public Works Depart- 
ment, shall, without reappointment, hold the same post for more than five 
years. 

Note . — This rule already applies to Royal Engineers of the Engineer Branch 
of the Public Works Department, and to Royal Engineers holding the appoint- 
ments specified in the Public Works Secretariat of the Government of India 
under Public Works Department Notification No. 293, dated 3rd September 
1880 ; it will apply to all other officers of the classes enumerated with effect 
from this date, from which the period of five years will begin to run. 


Vacation of Civil Appointments by Military Ofidcers on 
attaining certain rank. 


No. 164 (Military), dated 4th October 1886. 

From— The Goyemment of India, 

To— The Secretary of State for India. 

In Lord Kimberley’s Military Despatch No. 31, dated 5fch Pebruaiy 1885, 
His Lordship decided that an officer of Royal Engineers holding the appoint- 
ment of Chief Engineer in our Public Works Department, or a post carrying 
that rank in the Department, should vacate bis appointment on promotion to 
the rank of Lieutenant-General, being allowed, however, as in the case of a 
General Officer Commanding a Division, to retain his appointment to the 31st 
March following his promotion, provided he would not, under any other regula- 
tion, vacate it in the interval. 

2. Officers of Royal Engineers holding tlie undermentioned posts in our 
Public Works Department Secretariat are not Chief Engineers, nor do they 
rank as such, and the above rule is therefore inapplicable to them ; — 

Secretary, 

Inspector General of Irrigation and Deputy Secretary, Civil Works 
Branch. 

Director General of Railways, and Deputy Secretary, Railway Branch. 

3. We are of opinion that the reasons assigned for introducing the rule 
apply equally to officers of Royal Engineers holding these posts, and we request 
Your Lordship’s sanction to make the rule applicable to them* 
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No.- 8 (Military), dated 6tli January 1887. 

From—The Secretary of State for India, 

To— The Government of .India. 

I have considered in Council Your Excellency's Military Despatch No, 161, 
dated 4th October 1886, proposing the application to certain posts in the Public 
Works Secretariat of the rule requiring an officer of Royal Engineers holding 
the appointment of Chief Engineer in the Public Works Department, or a post 
carrying that rank in the Department, to vacate his appointment on promotion 
to the rank of Lieutenant-General. 

2. In reply, I have to inform Tour Excellency that the rule was originally 
laid down under the supposition that it would be sufficient to cover every case 
of the tenure by an officer of Royal Engineers of a post in the Secretariat and 
departmental branches of all the Public Works Departments in India. 

3. As it is, however, possible that a similar case may arise hereafter with 
regard to an appointment held hy an officer not of the Royal Engineers, and 
with the object of removing once for all any uncertainty on these points, I have 
decided that the rule shall be amended as follows 

An officer of the rank of Lieutenant-General is not eligible to hold an appoint- 
ment of any kind in the Secretariat or departmental branches of any of the Public 
Works Departments in India ; and an officer holding any stioh appointment shall 
vacate his appointment on promotion to the rank of Lieutenant-General, being 
allowed, however, to retain his appointment to the 31st March following his promo- 
tion, provided he shall not, under any other regulation, vacate it in the interval.*' 

4. The foregoing rule will cover the particular cases specified in your de- 
spatch under reply. 


Eule empowering Government to compel Officers who had not 
attained the rank of Superintending Engineer to retire at 
the age of 60 years. 

No. 1884 G., dated 26th September 1887. 

Resolution by the Government of India, PubUo Works Department. 

Read again — 

Despatch from Secretary of State, No. 18 P. W. of 22nd March 1883. 

Despatch to Secretary of State, No. 15 P. W. of 21st April 1884. 

RBSOLurioisr,— The Governor General in Council is pleased to rule, with 
reference to the correspondence quoted above, that any Civil Engineer of the 
Public Works Department, who on reaching the age of 60 years has not attained 
the rank of Superintending Engineer, will he liable to be called upon to retire ; 
provided— 

I— That no officer having less than 25 years' service to his credit for pen- 
sion shall be called upon to retire under this order within two yeais 
of the present date. 

II — That no officer having less than 20 years' service to his ci'edit for pen- 

sion shall be called upon to retire nnder this order within three years 
of the present date. 

III — That an officer called upon to retire nnder this order shall be allowed 

to take any furlough admissible under the rules before his final 
retirement, subject to the condition of Section 110, Rule 9A, Civil 
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Pension Code, in regard to retirement on attaining the age of 65 
years. This proviso to be in force for five years from the date of 
this Resolution. 

2. A Military ojBBoer in the Public Works or Military Works Department, 
who on reaching the age of 50 years has not attained the rank of Superintend- 
ing Engineer, will be liable to be called upon to vacate his appointment, provided 
that, before finally quitting the Department under this order, he be allowed to 
take any furlough admissible under the rules and allowances of the Public 
Works Department applicable to him. This last proviso to be in force for five 
years from date of this Resolution. 


No. 20 (Public Works), dated 17th May 1888, 

From— The Secretary of State for India, 

To — ^The Government of India. 

I addressed Tour Excellency by my Public Works Despatch No. 3, dated 
26th January last, regarding the operation of a Resolution of your Government 
in the Public Works Department, No. 1884 G,, dated 26th September 1887, 
which rendered Military officers serving in that Department liable to compul- 
sory retirement from their appointments if they had not attained the rank of 
Superintending Engineer before they reached the age of 60. 

2. I informed Your Excellency that the subject of this Resolution would he 
referred for the consideration of the Secretary of State for War, in connection 
with the terms of the Royal Warrant of 20th February 1886, which regulates 

•Letter to War Office, employment of Royal Engineers in India, and 

^Lett«‘fr«m”¥ai“offlce, ^ forward copies of the correspondence* that has 
dated 10th Pebmary 1888. taken place. 

3. Mr. Secretary Stanhope sums up his conclusions on the subject as 
follows : — 

*‘(1) Subject to military and civil efficiency, military officers who have been 
accepted for oontinnous service in India have a prescriptive right to continuous 
employment, civil or military, up to the time at which they leave the Army under the 
warrant under which they are serving. 

^ (2) Taking into consideration the different circumstances under which civil and 

military officers join the Public Works Department and the different conditions under 
which they serve in that Department, there appears to be no sound reason for apply- 
ing the same rule of retirement to both classes, 

“ As, however, by the terms of the Resolution of the Government of India these 
officers are only ‘ liable ’ to be removed, Mr. Stanhope sees no objection to the pro- 
posed rule, provided that each case be dealt with on its merits, with due consideration 
to any special cause which may have delayed the advancement of an officer in the 
Public Works Department.” 

4. I concur in the first of the conclusions of the Secretary of State for War, 
but as regards the second, Mr. Secretary Stanhope was not aware of the deci- 
sion recently passed which places the Royal Engineers and the Civil Engineers 
of the Department on an equal footing in respect to their first entry into the 
Public Woiks Department, by allowing Royal Engineers to count their depart- 
mental service as commencing 2 ^ years after the date of their first commis- 
sion, provided they do not add more than one year to their actual service in the 
Department. 

5. The correspondence which has* passed between my predecessors and your 
Government on this subject may have left the question of the compulsory retire- 
ment of Royal Engineer officers at the age of 50 in the manner proposed some* 
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what ambiguous, but, after a careful consideration in Council of the position of 
the Eoyal Engineers, it appears to me that the arrangement is one which on 
general grounds is undesirable, and could not be applied without involving very 
inconvenient results. By far the largest part of the Royal Engineer establish- 
ment is maintained as a reserve force, and is intentionally and necessarily em- 
ployed in the Public Works Department when not required for military duties. 
As, in time of peace, the purely military posts to be filled are very few, there 
would obviously be no means of utilising Engineer officers if they Vere removed 
from the Public Works Department, although the obligation on the Government 
to retain them for military service would continue until they became subject to 
retirement under the terms of the Royal Warrant that regulated their service 
in the Army. In this respect their position is altogether different from that of 
the Civil Engineers, whose services being confined to the Public Works Depart- 
ment, are necessarily brought to a close when they retire from departmental 
duty. 

6. Without entering on any discussion as to the power of the Government 
to dispense at any time with the services of an officer on grounds of personal 
misconduct or incapacity, it is clear that the terms of service of Royal Engineers 
are defined by the Royal Warrants that relate to them, and that officers who 
have volunteered for continuous service in India will remain at the charge of 
the Indian Government until their service is terminated in accordance with 
those Warrants, which virtually guarantee their employment until the age of 
55. Their removal from the Public Works Department will have no effect on 
their military status^ and would manifestly lead to additional useless expendi- 
ture, as every ofScer so removed must be replaced by some one brought in from 
without, and would himself he left without employment. 

7. The intention of Clause 8 of the Royal Warrant of 20th February 1886 
was to secure to officers of Royal Engineers who have declared for continuous 
service in India the right to retain their appointments in the Civil Departments 
in which they may he employed, until the age of 65, notwithstanding the oper- 
ation of the Warrants affecting their military status ; and it cannot fail to have 
the effect of discouraging officers from accepting continuous seivice if they find 
they are liable to lose the advantage of this pledge by an alteration in the rules 
of the Public Works Department, subsequently adopted, which exposes them to 
an additional risk of compulsory retirement from employment, which was not 
contemplated when the Royal Warrant of February 1886 was published. 
Those officers, moreover, who had elected for continuous employment before your 
Resolution of September last was published, may have serious ground of com- 
plaint if that order is made applicable to them. 

8. On the whole, therefore, I think it advisable to request that you will recon- 
aider the subject with reference to the foregoing remarks ; and as it would be 
toth moonvenient and inconsistent with former declarations if any avoidable 
distmohon should be allowed to exist between the conditions of service of the 
Civil and Mihtwy officers of the Department, it will also be necessary to con- 
sider wheffier, if it is not practicable to apply the rule to the latter, it should not 
also be withdrawn in the case of the former. 

9. In oonn^tion with thU subject, I further desire to call Tour Excellency’s 
attention to the fact that at present. Royal Engineer officers fall under the 
operation rf ^es which injuriously affect their personal interests, and that in a 
manner wtooh is especiaUy hard on them, to which Civil Engineers arb not sub- 
3 eot. Irefer to the regulations which require the vacation of their appoint- 
ments under certain conditions by officers promoted to the rauk of General. It 
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has been brought to my notice that in some cases these rules may have the effect 
of preventing officers who have performed distinguished military service, and 
have consequently attained high military rank, from succeeding, as they might 
otherwise have fairly expected to do, to the highest posts in the Public Works 
Department. On a reconsideration of this subject, .1 am disposed to doubt tlie 
expediency of retaining this disqualification, excepting as regards Lieutenant- 
Generals, who, by common usage, are only retained in high posts for which 
they are specially selected; and I think it desirable that the present rules 
should be reconsidered from this point of view. In the rare cases in which the 
military rank of a Public Works officer might cause practical inconvenience, 
some arrangement could usually be made for his transfer to another appoint- 
ment. 


Attempt to develop and complete the organisation of the De- 
partment as recommended by the G-overnment of India in 
1884, but only partially accepted by the Secretary of State. 


No. 10 (Public Works), dated 2rLd February 1886. 

From — ^The Government of India, 

To — The Secretary of State for India. 

On receipt of Lord Kimberley’s Despatch No. 71 P.W., dated 13th Novem- 
ber 1884, the measures sanctioned in it for the reorganisation of the Engineer- 
ing Branch of the Public Works Department, with a view to improving the 
position and prospects of the officers, were put in force, and for the presen1> 
they have secured the desired result ; but while we have no desire to reopen the 
question at present, we think it right that Your Lordship should be in possession 
of our views as to the efficiency of the scheme as a permanent measure. 

2. We enclose, for Your Lordship’s information, copies of statements 
(marked A and B) in which a comparison is made between the scheme proposed 
by us and that sanctioned by Her Majesty’s Government, (1) as to the prospects 
of promotion relatively afforded by each, and (2) as to the probable cost of each 
to the State, The first table (A) shows that, so far as relieving the stagnation 
of promotion in the Executive and Assistant ranks is concerned, the sanctioned 
scheme will completely fail. And the second table (B) shows that this failure 
to procure such a fair rate of promotion as is necessary for efficiency in the per- 
formance of departmental duties will, in the long run, produce a saving of less 
than one-half per cent, on the total cost as represented by the salaries of the 
officers. 

3. The immediate effect of the sanctioned scheme has been to give a good 
deal more promotion at the outset than was contemplated in the scheme recom- 
mended by us. During the first three years it is more costly to the extent of 
about H2,30,000 per annum on an average, and just as it begins to become less 
costly, the retardation of promotion, which it was the object of the reorganis- 
ation to remedy, will begin to be intensified, till in the course of the succeed- 
ing four or five years, no officer will have a reasonable expectation of promotion 
to the 1st grade of Executive Engineer much before he is 60 years of age. 

4. The senior Executive Engineers are, however, content at present having 
received early promotion ; the juniors and assistants are also for the time being 
satisfied by the steps they recently received and the increments to their pay • 
and, as stated above, we think that for the present no further action is neces- 
sary, but we are confident that before many years have elapsed, it will be found 
necessary, in the interests of the public service, to adopt the scheme, or some 
adaptation of it, which we recommended in 1884. 
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Measures in connection with organisation of the establishment 
consequent on the report of the Pinance Committee. 


No. 78 (Public Works), dated 20th Becemher 1887. 

Prom— The Govemuient of India, 

To— The Secretary of State for India. 

We beg to forward, for Your Lordship's information, copy of a Minute re- 
corded by our honourable colleague Sir Theodore Hope, in anticipation of his 
resignation of office, on the subject of the remarks on the Public Works Estab- 
lishment, which are contained in Yolume II, Chapter XI, Section 13 of the 
Report of the Finance Committee, 1886, transmitted to Your Lordship with our 
Despatch in the Financial Department, No. 163, dated 18th June last. 

2. We propose hereafter to address Your Lordship communicating our views 
upon the whole question of Public Works Establishments. 


Minute hy the Hoisr. Sie Thbodoeb C. Hope, K.C.S.I., C.I.E., dated 21st 
December 18B7* 

In paragraph 3 of the Resolution of the Government of India in the Finan- 
cial Department, No. 649, dated 10th February 1886, constituting the Finance 
Committee, the following passage occurs 

*'It is not desired that the Committee should propose any material modifications in 
arrangements which have in recent years been carried out after mature deliberation 
under the sanction of the Secretary of State ; but they will be expected to pursue a 
similar line of enquiry so far as regards departments or branches with which the 
changes effected in late years have not definitelydealt, or in which the reforms 
hitherto effected may prove to have failed to secure the economy aimed at.” 

This passage was framed, after full consideration in the Council, with the object 
of excluding from the Committee’s enquiry questions of organic structure of 
the Civil Administration which had been recently dealt with, and, in particular, 
of the Engineer Establishment of the Public Works Department, which had 
been settled by the Secretary of State only fifteen months previously, after an 
elaborate correspondence extending over several years. 

2. In the course of the summer of 1886 the Committee asked for and ob- 
tained some limited statistical information, but 1 had no cognisance of wbat 
line they were adopting in respect of the Department until the end of Novem- 
ber, when I received from the Finance Department for consideration a prelimi- 
nary note by one of their Sub-Committees. This note I found to be materially 
beyond the scope of the Committee’s enquiry, as contemplated by the Resolu- 
tion above referred to. So much of it as related to the number of officers 
required to perform the functions of the Department, the number of men to be 
recruited annually iu order to maintain that strength, the disposal of officers 
(if any) found to be in excess of the necessary strength, the proportion of sanc- 
tioned salaries to be received by native Engineers, and rules or practices not 
touching organic structure, seemed perfectly leefitimate. The note went much 
further, however. It discussed the whole organisation prescribed by the Secret 
tary of State, the proportions of the different grades, the classes and institutions 
whence recruits should in future he derived, and the structure of the Depart- 
ment in various particulars. Moreover, it had evidently been produced after 
enquiry of a very partial nature, not such as could afford to the Sub-Committee 
a full knowledge of facts, duly obtained and verified. Finally, it opened with 
a detailed summary of past correspondence, not indeed incorrect so far as it 
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goes, but incomplete in that it does not.go far enough into the facts and diffi- 
culties of the several points which present themselves to a person desirous of 
a true and complete history of the case : and does not explain the reasons on 
account of which the various measures were advocated or adopted. 

3. The objections to dealing with a Note of this description I at once 
brought to the notice of the Financial Depaitment, but owing to misunderstand- 
ings and accidents which I need not particularise, the matter was not effectively 
dealt with, the Committee was dissolved at the end of December without fully 
gi)iug into it, and the Note, with a few corrections of the admittedly legitimate 
portions made by the Finance Commissioner (Sir Charles Elliott), after confer- 
ence with me, appeared as Section B, Chapter XI, Vol. II of the Committee’s 
report. 

On consideration of the question by the Government of India in March 1887, 
it was decided that the points I had raised should be taken up by the Financial 
Department on formal receipt of the report. That Department has not yet 
done this, however, and as I am about to vacate my present office, and a consi- 
derable portion of the Finance Committee s chapter is virtually an impeachment 
either of the organic measures adopted with reference to the establishment 
during my incumbency, or of the manner in which those measures and the 
general system in such matters have been administered, I am obliged to leave 
on record a full explanation of my views on the subject. 

4. The Finance Committee’s Section B may be divided, under the aspect 
already explained, into two pretty bicadly discernible portions,— that which 
appears to he legitimately within the scope of their enquiry, and that which 
d es not. As the history and questions involved in each are complicated and 
technical, precluding s.itisfactory treattnent except at considerable length, I 
append two memoranda prepared in the Public Works Department (A and B), 
in which they are pretty fully dealt with, and shall confine this Minute to a more 
broad and general exposition, with references to those appendices for details. 

5. The causes of the difficulties which have been long felt, and which it has 

been the object of correspondence with the Secretary 
Causes of present difficulties, ^^j^e ten years past to remove, may be 

described as four-fold — 

1st — The great expansion of the Depaitment which took place from 
1860, and notably from 1868 up to 1875 or thereabouts. This 
produced, for a time, a hetei’ogeneons mass of men of various 
ages in the same year of service, engaged under various condi- 
tions, followed by very large annual batches of men of about 
the same age. The consequences were promotion, for a time 
far more rapid and ill-apportioned than any normal scale, cal- 
culated to affo-rd an even and just flow, would justify, and 
incompatible with a due balance between superior and execu- 
tive posts, followed necessarily by stagnation and its well-known 
concomitant evils. (A — paragraphs 6 and 30.) 

2nd — Hasty and irregular recruitment during the period of expansion, 
and even somewhat later, accompanied by expectations aufchoii- 
tatively held out to recruits of a rate of promotion equal to that 
which prevailed during the period of expansion. 

3rd — Recruitment based on data or a.ssurnptioiis which are now known to 
be totally unfounded and incorrect. (A— paragraphs 14 to 16,) 

Ath — A remarkable ignorance, on the part of both the GoverruYient of 
India and the Home Government, of the inevitable results of 

3 31 
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Effects of causes aboye 
stated. 


these causes, — an ignorance which prolonged the mischief long 
after its existence might have been apparent, and encouraged 
expectations reasonable in themselves, hut actuarially impossible. 
This ignorance, I may remarh, was not at that time confined in its effects 
to the Public Works Department. The Civil Service of the several Provinces 
of India was brought by similar action, during the same period, and earlier, 
into a condition of retarded promotion and disorganisation even more lament- 
able than that of the Public Works Department. It was not until the Commit- 
tee of 1876, on the former of which Sir William Muir was President, and Mr. 
Westland Secretary, and the Government of India’s despatch No. 97 P. W. of 
2nd November 1880 about the latter, followed by the Secretary of State’s reply. 
No. 50 of 8th September, forwarding General Hannyngton's Tables, that the 
technical aspect of the question gradually obtained attention. In thus speaking 
of ignorance, I do not mean to reflect upon any one, but merely to indicate that 
the need for an actuarial basis in such matters appears to have been unsuspected 
and overlooked. Even now there prevails a tendency to suppose that the insti- 
tution of a noimal or typical scale of grades, classes, and salaries can remedy 
the existing evils of any body of officers who have originally been irregularly 
recruited. (A — ^paragraphs 9 and 10.) 

6. The more marked effects of these causes may be 
very briefly described to he the following ; — 

1st — A block in promotion was established, which is most injurious in two 
ways — {cl) the reasonable expectations of qualified men are unful- 
filled in a very marked degree ; and (5) the prolonged periods of ser- 
vice in positions of inferior responsibility actually renders the men 
less competent for the exercise of higher authority, 

5ac2— This block led to various corrective efforts by modification of existing 
scales and rates, in order to increase emoluments which were not 
founded on the real position or responsibilities of tbe men who 
benefited by them, ox a consideration of the executive needs of the 
Department, and did not effectively reach, for the most part, the 
individuals chiefly in need of relief. (B — paragraphs 6 to 12), 

3rd — ^The same system was involved in and rendered necessary by the 
Secretary of State’s revisional orders of 1884. (A — paragraph 18 j 
B — ^paragraph 9.) 

Mh — The action referred to under the second and third heads has produced 
an establishment which is arranged less with reference to the work 
to be done than to the condition of affairs created by the errors and 
inadvertences of the past : an establishment to a certain extent too 
numerous, hut still more open to serious exception on account of its 
uneven distribution, congested in the upper grades, while (under 
the present system of working) short-handed in the lower. 

7. Having proceeded thus far, I will notice briefly 
Committee's criticisms on the Committee’s principal criticisms, taking those first 
fitructnre of Dep^.rt- relate to the organic structure of the Depart- 

ment. 

8. ** That the reorganisation of the Department has been due to a reprehen- 
sible agitation on the part of the European Civil Engineers” (Committee’s para- 
graph 60). This charge appears to me to be inaccurate and undeserved. The 
reorganisation has been effected in order to remedy a condition admittedly due 
to past errors on tbe part of the Government, and to satisfy claims which were 
reasonable with reference both to the ability and standing of the individuals 
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and the espectations which had been held out to them. Moreover, it did not 
go so far as to establish the rate of promotion which had been deemed by the 
Secretary of State in 1881 to be essential to a well-organised staff of highl3" 
qualified officers, properly paid, with fair hopes of advancement. (A — para- 
giaphs 24, 26, 29, and 30 ; B — paragraph 22.) It is true that the improve- 
ment in the Assistant grades went somewhat beyond what was necessary, but 
this was ordered by the Secretary of State, not recommended by the Govern- 
ment of India. 

9. ** That the remedies ought to have been temporary, only applicable to tbe 
men actually suffering from deferred promotion.” The Committee were perhaps 
hardly aware what would have been the effect of carrying out this suggestion 
(A~-30). 

10. “ That tbe number of Executives is in excess of the Executive charges, 
and that the old ratio of three Executives to four Assistants should he reverted 
to.” A full exposition of this very complicated matter is given in paragraphs 
6 to 18 of Appendix A. It has two aspects — an actuarial and an executive. 
Actuarially, such a ratio as that suggested would soon produce an unprecedent- 
ed stagnation of promotion. Administratively, the difficulty is more apparent 
than real. Among the Executives there are a considerable number who are 
performing the duties of Assistants. Among the Assistants there are many 
whose charges are of considerable importance, and might either be made qiiaai 
independent or held by officers of no inconsiderable standing. In other words, 
if the 4th grade Executive Engineeis were designated Assistants, the excess of 
Executives over charges would, to a great extent, disappear. Some of the newly . 
termed Assistants would no doubt be men of standing, long awaiting promo- 
tion, but such hardship as this involves will be found in all services as the tide of 
promotiou ebbs and flows from time to time. Again, I do not consider that it is 
possible in this Department to determine a normal number of Executive charges, 
because the work is constantly varying, especially in the Railway Branch, anti 
Executives and Assistants have to be employed accordingly. This change was 
recommended to the Secretary of State in our despatch of April 21st, 1884, but 
negatived along with other measures with which it was connected (A— para- 
graph 38). 

11, “That tbe result of the reorganisation has been a great increasp in coat 
and numbers.” As to numbers, there must be some misappreheusion, for the 
scheme provided no numerical increase. Perhaps the fact that under the 
restoration of regular recruitment the strength must culminate before it would 
full to the contemplated number was overlooked. As to cost, it is suflficient to 
refer to the Government of India Despatch No. 10 P. W. of 2nd February 1886, 
which shows that the immediate increase was mainly due to measures prescribed 
by tbe Secretary of State. 

12. “That Cooper’s Hill College be abolished, and the Depaitment supplied 
in future from (1) Royal Engineers, (2) Statutory Natives from the Indian 
Colleges, (3) Temporary Engineers, no fixed standard of recruitment being 
maintained, and appointments being regulated by the requirements as they 
could be estimated from year to year.” These measures if adopted would, in my 
opinion, bring back the Department to that pristine state of inefficiency, not to 
say demoralisation, in which it was mapy years ago before its organisation was 
taken ap. As the Royal Engineers are limited in number, and it has been 
ruled that they are primarily designed for military service, and only in civil 
employ by way of training for it, the bulk of the Department would come to 
consifct of Statutory Natives or “ Temporary ” Engineers, neither of whom can 
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le deemed wholly satisfactory. The regnlar supply of Civil Engineers from 
England, and a proportion of about two-thirds Europeans to one*third Statutory 
Natives, are, in my opinion, essential to the maintenance of a high standard of 
morality as well as professional attainments. 

13. The principal point brought forward by the Committee, with reference 

to the application of the sanctioned reorganisation of 
appStcatwn^y tV* rforgani^ 1884, is that the distribution of grades was not liter- 
ally carried out. This matter is dealt with in para- 
graphs 3 to 12 of Appendix B, where it is shown that compensation for loss 
of temporary promotion was not made in 1884, but had existed since 1880, and 
that Us continuance was unavoidable. 

14. Another conclusion of the Committee was that there is, or shortly will 
be, an excess in the Department of from 150 to 200 men. In paragraphs 13 
to 15 of Appendix B this conclusion is investigated, with the result that the 
excess is found to be from 60 to 75 men, at most, and that even this excess at 
the present time js due to causes — such as completion of projects in hand, trans- 
fer of Railways to Companies, and contractiou of Provincial Grants — which 
are not necessarily of a permanent character. Any change of operations, such 
as the sanction of one or two State Railways, or even large surveys such as those 
which have been proposed in Upper Burma and between that Province and 
India, together with the annual reduction normally proceeding, would go far to 
absorb it. 

16. As a remedy for the excess they believed to exist, the Committee sug- 
gested the stoppage of recruitment from Cooper's Hill and the restrictiou of the 
supply from the Indian Colleges. This question is noticed in paragraphs 13 to 
19 of Appendix B. So far from the establishment — the present sanctioned 
strength of which is 888— not being “ likely to be got down to even 1,000 
within the next 18 years,” if the present rate of recruiting continues, as 
supposed in the Committee's paragraph 60, the present number, including all 
recruits of this year, is only 999, and should be 962 in 1891 and 878 in 1896, 
which is below the present estimated requirement of 925. 

But even these figures do not do justice to the situation, because they in- 
clude 72 men who are in ” foreign service” under Railway Companies, Native 
States, &c* These men are no charge on the State, and pay for their pension and 
leave allowances, so they may be treated as non-existent. Consequently, the 
establishment which is chargeable to the State is even now only about 39 men 
in excess of 888, which the Secretary of State has fixed as the normal number. 

Again, tbe present recruitment of 30 is only sufficient, according to tbe 
most recent tables with the present Rules, to maintain a body of rather under 
700, so that there is a reduction even now of above 26 per cent. Below this it 
would be impossible to go without prepaiing for the future a recurrence of all 
the evils which irregular recruitment has produced in the past. 

16. Upon a general consideration of what has been brought forward, it will 
I hope be apparent that the condition of the establishment is not altogether 
such as the Committee supposed. There as, indeed, overcrowding and retarded 
promotion in some grades ; expensive privileges have been acquired by certain 
classes who do not require them and were not recommended for them by the 
Government of India ; and there is a present surplus of some 50 men. To this 
position the Department are fully alive, and vaVious measures are alreadj'^ in 
progress or contemplation in order to improve it : 

(^) Temporary Engineers have been discharged, except two or three 
retained on special grounds. 
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(J) Eight officers have taken furlough on special terms, and applications 
of 21 others are under consideration. 

(c) The tenure of certain high appointments has been limited to five years. 

(d) The rule requiring retirement of Royal Engineers, who are not Chief 

Engineers, 1st Class, to vacate their appointment on promotion 
to Major-General has been reaffirmed and enforced in several cases. 
A new rule has also been made requiring the vacating of any office 
on promotion to Lieutenant-General, 

(e) The rule rendering any officer who has reached 50 years of age without 

becoming a Superintending Engineer liable to be called on to retire 
has been promulgated. 

(r) Recruitment is proceeding on the basis of an establishment of under 
700 Engineers, whereas the sanctioned number is 888 and the actual 
number 909. 

{g) Owing to this short recruitment, combined with all other collateral 
causes, the actual strength is running down more rapidly than 
the normal rate of depletion, and will by 1891 be little more thiin 
the sanctioned number. 

17. Under these circumstances, there does not seem to me to he any need 
for drastic measures of doubtful efficacy and operation. The various rules tend- 
ing to reduction must be enforced, and the employment of our Engineers by 
Companies, Local Boards, and Native States should be encouraged. The 
responsibility of senior Assistants and of Engineers who are doing Assistants* 
work should likewise be increased, by making new Divisions or quasuind.eipevi^ 
dent charges, as much as is possible without great extra expense. 

Moreover, I should be disposed to urge on the Secretary of State the ex- 
pediency of now assenting to our proposal of 1884, that 4th grade Executive 
Engineers should be designated 1st grade Assistants, and also of withholding 
from men entering the Department hereafter the increase of Assistants* pay 
unnecessarily granted in 1884. 

Finally, and in the event of further reduction being found absolutely indis- 
pensable, a certain number of men of proved inefficiency might be required to 
retire with the pensions of their rank, on the ground of reduction of establish- 
ment. Bat this measure would have to he applied with extreme caution, so as 
not to arouse ill-feeling between the several classes in the Department. 

18. Beyond this, it does not seem to me to be necessary or advisable to go, 
unless indeed the Secretary of State were disposed, which seems improbable, 
to reconsider the whole general tenor of his orders of 1884, and to adopt the 
suggestions of the Goverument of India more completely than he did, so 
as to reach those on the present heterogeneous body who are most in need of 
relief. If such a reconsideration were entered upon, it would become a fur- 
ther question whether it would not be possible to introduce to some extent 
the principle now recognised in the case of the Civil Service, that the superior 
officers are to he a corps d'Slite^ and the juniors sufficient in numbers (and no 
more) to enable them to be trained for the higher posts. This would involve 
arrangements for doing the work otherwise, such as by employing selected 
Upper Subordinates for the purpose, and thereby rearing a class analogous to 
the Deputy Collectors who exercise much the same powers and functions as 
the Junior Civil Servants. This would be less distinctive and sooner feasible 
than the scheme for an intermediate Service, which was rejected by the 
Secretary of State in 1880. If, however, it were coupled with a continuance 
of the present system of recruiting nearly one-thir^ of the superior service from 
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tlie Statutory class, it would tend to reduce the European element in the whole 
Public Works Administration to a point scarcely compatible with efficiency. 

19. On the whole, I would advise not doing more than is indicated above 
in paragiaph 17, and waiting patiently for the natural operation of the various 
regulations which h.ive been made and the anthomatic improvement thereby of 
the condition of the Department. 

No. 65 (Financial), dated 29th February 1S88. 

From— The Secretary of State for India, 

To— The Government of India. 

1 have considered in Council your letter, dated the 13th of December 1887, 
No 72 (Public Works), explaining the circumstances in which both a Consult- 
ing Engiueer and a Deputy Consulting Engineer were set down in your letter of 
the 9th of July 1887, No. 178 (Financial), as holding the rank of Superintend- 
ing Engineer. 

2. The explanation contained in your letter under reply of the circumstances 
under which the Deputy Consulting Engineer obtained temporary rank as a 
Superintending Engineei “ for a few months only, by being promoted in his 
turn, ” does not appear to he satisfactory. 

3. The posts of Superintending Engineer are created with the view of 
placing certain selected officers in positions of special trust and responsibility ; 
and I am unable to see any justification for giving merely formal promotion to 
any officer, and thereby adding to his emoluments, while his duties remain 
unchanged, solely because some other officer holding one of the superior appoint- 
ments, possibly iu some distant part of India, is absent on leave or other duty, 

4. In connection with this subject, my attention has been directed to the 
remarks relative to officiating promotions in the Public Works Department 

♦See report, Voi. II, Finance Committee j * and I 

249 Seciion^xV^’ conclusions you have com© 

to on the recommendations of the Committee, with 
the purport of which, as at present advised, I entirely agree. 

No, 68 (PubUo Works), dated 31st August 1888. 

From— The Government of India, 

To— The Secretary of State for India. 

We have the honour to acknowledge the receipt of Your Lordship’s De- 
spatch No. 65 (Financial), dated the 29th February last, and in reply to the first 
three paragraphs thereof to say that the instructions are being observed which 
forbid the promotion to the rank of Superintending Engineer of officers who 
hold the posts of Deputy Consulting Engineer. 

2. In the last paragraph of that despatch Your Lordship directs our attention 
to the remarks of the Finance Committee relative to the officiating promotions 
to the rank of Executive Engineer in our Public Works Department, and whilst 
expressing conditional conourrenoe therewith enquires what conclusions we 
have come to on the recommendations of the Committee, On this point we 
have the honour to reply as follows, 

3. The Finance Committee’s views are, we allow, the only sound views on 
which a Government Establishment can he built up : that is to say, there 
should be a certain number of posts of a certain class, and promotion from 
below should depend on vacancies occurring in those posts. But such promo- 
tion is impossible when the number of men holding a certain rank does no^ 
depend on the number of posts they have to fill : when, in short, Executive 
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Engineers are more numerous than the divisions to which they can be appoint- 
ed, as under our present graded scale the^ must he. 

4. This state of things was sanctioned by Lord Kimberley under the advice 
of the Government of India in the correspondence ending with his Public 
Works Despatch No. 71, dated 13th November 1884, in which he allowed a 
scale consisting of an equal number of Executive and Assistant Engineers ; 
and we cannot now recede from it. The only case in which the correct principle 
can be applied, and is being applied, is that of Chief and Superintending 
Engineers and appointments carrying that rank. Below this class the relative 
number of Executives and of Assistants is fixed under the above system, not 
by the posts they hold, but by their arithmetical relation to each other. 

6. We may add that this measure was, as it were, forced upon us by the 
pressure of circumstances, over which we had no control at the time, connected 
with what was then considered and must, we believe, be still considered, the 
rate of promotion essential for a well-organised and contented service. The 
principal origin of our difficulty iu regard to this question was over-recruitment 
in past years, and the result now is such slow promotion that the prospects 
of men would be unjustifiably bad if promotions from class to class were not 
given on the present system We are obliged, therefore, for a time to consider 
the interests of the State’s employes more than the interests of the State, and 
we have put it out of our power to eflPect an economy which otherwise the 
Treasury would he entitled to claim. All that we can do is, as time goes on, to 
moderate the rate of promotion given by the scale so as not to give more than is 
absolutely necessary, while at the same time giving what may be fairly claimed. 

6. The Government of India has not yet pronounced its conclusion as to 
the principles laid down in the Report of the Public Service Commission ; but 
we think it may be assumed that the general outline of the recommendations 
as to the division of the Public Works Department into an Imperial and a 
Provincial Service will be accepted ; and we propose, in accordance with those 
recommendations, rapidly to bring down the number of the Imperial branch, 
by a greatly diminished recruitment of Imperial, as distinct from Provincial 
Engineers. We have been engaged for the last year in fixing the number of 
chai-ges and the proper cadre of each Province, and are still engaged on it ; and 
we shall shortly report the result to Your Lordship. When that is done, the 
further business remains of distributing this cadre between the two brandies 
of Imperial and Provincial services. We shall then be able to lay down 
absolutely the proper number to be recruited iu England for the Imperial 
branch ; and when the Establishment is once brought down to a proper 
strength, based on the number of posts to be filled, with a certain allowance for 
men on furlough or absent from other causes, and for men in training, we shall 
be able to introduce the rule of promotion advocated by the Finance Committee. 


No. 72 (Public Works), dated 7th September 1888. 

From— The Government of India, 

To— The Secretary of State for India. 

We have the honour to acknowledge the receipt of Your Lordship’s Public 
Works Despatch No. 23, dated 21st June last, in which we are asked to state 
what number of appointments in the Public Works and Telegraph Departments 
should be offered for competition among the students who enter the Royal 
Indian Engineering College in September 1889, and will pass out in 1892. 

2. Your Lordship in asking for this information desires that special consi- 
deration should be given to the question of recruitment in connection with the 
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present position of the staff— a subject which has been discussed in recent cor- 
respoudence. 

3. In our Publifl Works Despatch No. 55, ’dated 3rd October 1887, after 
giving careful consideration to the question of recruitment as affecting our 
present strength, we came to the conclusion that there were no grounds, not- 
withstanding the existina excess number of Engineers, to take steps to reduce 
tlie number of recruits for the year 1891, inasmuch as when that year arrived 
the excess would have been already reduced to some extent, and because the 
strength resulting from an annual recruitment of 30 was not in excess of our 
requirements as then estimated. 

4. Since that Despatch was written, we have been carrying out a careful 
revision of the strength of Engineers required in each branch of our Public 
Works Department ; we have closely examined the needs of each Province, and 
have laid down the number of chaiges, and the cadre or strength of establish- 
ment necessary to fill those charges, with an allowance for absentees ; we have 
excluded those now lent on “Foreign** service to Native States or liailway 
Companies, for whose replacement it is uilnecessary to provide ; and though 
these enquiries ai e not yet completely finished, they are so nearly concluded that 
we are able to state that the total number which should be kept up as the per- 
manent strength of the Department will be approximately 750. Although a 
recruitment of 30 officers a year would suffice to maintain the Department at 
this strength under ordinary conditions, we have come to the conclusion that 
some alteration in the distribution of the recruits will be necessarj . 

6. The distribution sanctioned by Lord Kimberley as a provisional measure 
in his Public Works Despatch No. 67, dated 30th October 1884, was as 


follows 

Royal Engineers 6 

Eoyfel Indian Engineering College . • • • • • 1® 

Indian Colleges ^ 

30 


It has been decided by Your Lordship that the total strength of the Royal 
Engineer Corps in India is to be maintained at 350, of whom 260 are to be em- 
ployed in tbe Public Works and Military Works Departments. For such a 
total, a reciuitment of six would have been insufficient even if provision had 
only to be made .to supply vacancies caused by deaths and superannuations. 
But it is obvious that no fixed or average number of recruitments can be laid 
down when a service has to be kept up at a certain definite figure. Tn a regi- 
ment or corps of a given fixed strength, the number of appointments to be made 
to it must necessarily be regulated, not by forecast, but by the number of 
vacancies occurring therein. 

6. Again, we still have under our consideration the recommendations of the 
Public Service Commission in regard to establishing an Imperial and a Provin- 
cial Service for our Public Works l>epartment, tbe former of which would be a 
cor 2 >s d'iiUe composed of Royal Engineers and Civil Engineers obtained fi’om 
Europe ; and tbe latter would consist of Engineers recruited from tbe Indian 
Colleges or promoted from subordinate posts. We have not been able as 3'et t® 
come to any definite conclusions on these proposals, but we have little doubt 
that the result of our deliberations will be that the Imperial Service wifi not 
consist of more than 450 offioeis, the balance, or about 300 officers, more or less, 
belonging to the Local Service. Of this 450, 250 will, as already stated, be Royal 
Engineers, and there will only remain about 200 Civil Engineers appointed 
fro n Englaiid in the Imperial Service. To keep up this number, a recruitment 
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of not more tlian six or seven Civil Engineers annually will be required from 
the Royal Indian Engineering College* 

7. We are afraid tliat so great a reduction in the number of appointments 
annually offered by the Indian Government will be detrimental to the pros- 
perity of the Cooper’s Hill College; and we cannot but view this prospect with 
regret. We are also aware that all forecasts of the future are conjectural, and 
that it is possible that our dn uncial position may in a few years become so much 
more prosperous asjto enable us to devote larger sums to the carrying out of 
public works, and to entertain a larger establishment for that purpose. For 
the present, however, we see no reason for anticipating such a favourable revo- 
lution in the circumstances of this country, and are obliged to prepare for 
reducing our establishment to a strength commensurate with the work which it 
will have to perform. Should our prospects improve in a few years time, it 
may he possible to increase our indent for recruits. 

8. We would therefore desire that the arrangements with the College for 
the immediate future should be framed on the supposition that not more than 
six or seven officers will be required from this source ; but should it be found 
very inconvenient suddenly to reduce the present number of 15 appointments by 
more than one-half at so short a notice, we should be willing that the number 
•should be reduced to ten for the first year (1892), and subsequently to the 
smaller number, not exceeding seven, which may hereafter be determined. 

9. As regards the Telegraph Depaitment, there is no need in our opinion to 
make any alterations in the present number of two annually, as it is less than 
would be required to recruit the present strength of the Department ; and this 
number may therefore be maintained. 

10. Paragraph 2 of Your Lordship’s Despatch regarding the distribution of 
the students wlio pass out of the College this year has already been answered, 
so far as the Public Works Department is concerned, in our Public Works 
Despatch No. 30, dated 25th May last. 

11. A separate Despatch will follow giving the required information con- 

cerning the distribution of the students who succeed in obtaining appointments 
ill the Forest Department. 

No. 95 (Public Works), dated 29th! October 1888. 

From— The Government of India, 

To— The Secretary of State for India. 

After a correspondence extending over many months, and which first com- 
menced with a call from us addressed to all Local Governments and Adminis- 
trations for proposals for reducing the Engineer Establishment, we have con- 
sented to a reorganisation of the superior appointments of the Public Works 
Department of Bombay, which is shown in the accompanying tabular statement ; 
and at the same time have effected^ a general reduction in the Engineer 
Establishment of that Presidency. 

2. The scale of Engineer Establishment previously sanctioned ^foi* Bombay 
consisted of 

2 OhiefiEngineers. 

4 Superintending Engineers. 

86 Executive and Assistant Engineers. 

The senior Chief Engineer was Secretary to the Local Government, and 
the other Chief Engineer was Joint Secretary ; one of the two officers was 
Chief Engineer of the General Branch, and the other of the Irrigation Branch. 

3. The Bombay Government complained that under this s3'stem they were 
limited in their choice of Secretary and Joint Secretary to the two officers who. 
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on the combined grounds of seniority and merit, had the best claim to the two 
senior graded posts of the Department ; and that consequently even after allow- 
ing full scope to selection by merit, as opposed to mere seniority, for these two 
posts, they were precluded from selecting the men who, in the opinion of the 
Governor in Council, were best fitted for the appointments, which need adminis- 
tiati ve rather than professional talent of a high order. They also represented that 
a Chief Engineer must often be near the time of his retirement, and that the 
appointment of such a senior officer necessarily involves more frequent changes 
in the post of Secretary than are convenient. They proposed, therefore, to 
abolish two of the posts of Superintending Engineer and against the saving so 
provided to give a staff pay to two officers selected for the posts of Secretary and 
Joint Secretary. 

4. We demurred to this proposal at first on the ground that it was objec- 
tionable to make so fundamental a change in the organisation of the Depart- 
ment, an essential feature of which was that the highest professional officer, the 
Chief Engineer, should also be the professional adviser and mouthpiece of the 
Head of the Local Government. 

5. On this the Bombay Government submitted an amended scheme of re- 
organisation, under which they retained their 6 superior graded posts as before, 
but desired to he allowed to select any two of the officers holding these posts for 
the appointments of Secretary and Joint Secretary, instead of being compelled 
to appoint the two Chief Engineers. 

6. This proposal was under consideration for some time, and meanwhile we 
had ascertained that the Governor in Council attached great importance to the 
first scheme in preference to the second. It was apparent, moreover, that, if the 
piinciple were once admitted that the administrative adviser of the Local Gov- 
ernment should not of necessity he the professional Head of the Department, it 
would be advisable to widen the area of selection for such appointmencs by 
opening them to senior Executive Engineers instead of confining them to 
Superintending Engineers. On a consideration of these circumstances, there-* 
fore, we determined, subject to some minor modifications, to offer no further 
objection to the original proposals of the Government of Bombay, 

7. We accordingly request Your Loidship's sanction to the proposal that 
the Secretary may draw a staff salary of £750, in addition to the pay of his 
gi a de, provided that his total salary, including staff, shall not exceed the pay 
of a Chief Engineer, 1st Class, and that the Joint Secretary may draw a staff 
salary of £250 in addition to the pay of his grade as an Executive Engi- 
neer. The tenure of the appointment of Secretary is to he limited to 5 
years, hut an officer will be eligible for reappointment with the sanction o6 the 
Government of India. Should the officer holding the post of Secretary at the 
same time be graded in one of the four superior appointments, it will be allowt 
able to appoint a third Superintending Engineer, This condition will, as 
shown in the foot-note of the accompanying statement, cause an excess of 
£160 in one case only, namely, when the post of Secretary is held by a 
Superintending Engineer of the 1st or 2nd Class. We should further add that we 
propose to allow the Joint Secietary to draw Presidency allowance in addition to 
the staff salary of £250, should he be below the rank of 1st grade Executive on 
the graded scale. This is in accordance with the general rul-e regarding the 
grant of Presidency allowance independently of the question of staff salary. 

8. It will be observed from the statement that a saving is effected under the 
scheme in the cost of superior posts including those of the Secretariat. There 
is also, apart from this scheme, a saving in the number and cost of the Engineer 
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Establishment. Under these circumstances we would reconomend Your Lord- 
ship to sanction the proposals under the conditions explained in paragraph 7. 

9. It will be further observed from the correspondence, which we submit in 
full, that we have declined to recommend that the posts of Secretary and Joint 
Secretary should ^arry the extra pensions of R 1,000 which are permissible for 
Superintending Engineers, unless the officers holding these appointmants are at 
the same time in ihe superior grades. 

]0. We request that, if the scheme generally receives Your Lordship's ap- 
proval, sanction to the staff salaries of the Secretary and Joint Secretary may 
be communicated by telegram. 


Measures for mitigating the present excess of Establishment. 


No. 194i0 G., dated 3rd October 1887. 

p^rom— The Secretary to the Govt, of India, Public Works Dept., 

To— The Secretaries to the Govts, of Bengal and N.-W- Provs. and Oudh. 

As it is probable that in consequence of reduced grants for works there will 
shortly be an excess of officers in the Public Works Department available for 
employment, I am directed to inform you that it has been decided, subject to 
approval of the Secretary of State which has been asked for, to offer special 
leave oa the following conditions to a limited number of officers ; — 

jFirst,^Th.e leave will carry ordinary furlough allowances, whether 
furlough is due or not. 

/Second . — The leave will count as service for pension, but not for fur- 
lough. 

It will not, however, be counted against furlough at credit when 
the leave is taken, nor will it form part of the aggregate 
amount of leave specified in sections 47 and 132 of the Civil 
Leave Code. It will not interrupt the period of three years- 
necessary to intervene between two periods of ordinary fur- 
lough. 

It will not be given for more than two years, and officers will 
be liable to be recalled from it if their services are requiied 
after the expiration of one year; if so recalled, or returning at 
the expiration of the two years, it will be at their own 
expense. 

Fourth . — As regards leave subsidiary to this leave, it will be subject to 
the ordinary rules regarding such leave. 

Fifth . — Temporary promotions to the Executive class will not be allow- 
ed on account of absentees on special leave. 

2. I am to request that you will submit a list of officers on the Provincial 
List who are recommended for this leave and are likely to take it under the 
terms offered. As it is probable that the Government of India may have sur- 
plus officers on the Railway List whom it could transfer, it is not absolutely 
necessary that the number of officers included in the list should he limited to 
the number actually surplus on your list ; but great care should be exercised in 
selecting officers to whom, on general or special grounds, it would be desirable 
to grant such leave. 
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No. 66 (PtlTdHo Works), dated 3rd October 1887. 

From — ^The Government of India, 

To— The Secretary of State for India. 

In our Despatch No. 39 P.W., dated July 29th, and subsequent telegraphic 
correspondence in connection therewith, we have asked Your Lordship to grant 
certain officers leave in extension of furlough which should count as service for 
pension. 

2. Your Lordship will have gathered from the later telegrams that we 
desired this leave to be offered on the above condition even when no extension 
of leave was admissible under the rules. On further consideration of our pre^sent 
strength as compared with our requirements, in connection with the present 
reduced works and grants, we have come to the conclusion that, unless we offer 
leave generally on specially favourable terms, we are likely to have a certain 
number of officers, not exceeding fifty, and probably fewer, in excess of our 
wants, just at present for whom no employment will be found. 

3. Under the circumstances, we have decided, subject to Your Lordship's 
approval, to offer a limited number of Engineers now in India special leave 
under the terms explained in the accompanying Circular letter, which we have 
issued calling for names of officers recommended for the leave and likely to 
take it. In anticipation of Your Lordship’s sanction we also propose to offer 
these terms at once to a limited number of officers of our Railway Branch, 

4. It will be observed that the terms of this leave are almost exactly similar 
to those offered in our Public Works Resolution No. 1605—27 E.G., dated 3rd 
September 1879, to Royal Engineers, the only difference being that the leave will 
Telegram to Secretary of count as service for furlough, although it will not 

diminish or interfere in any way with furlough already 
admissible under the rules. We have thought it 
necessary to make these concessions, in addition to 
that of the leave counting as service for pension, 
because, as intimated in onr telegram of the 20th 
August quoted in the margin, we decided that the 
leave should be wholly voluntary. 

6. We request that Your Lordship's confirmation of onr proceedings may be 
communicated by telegraph. 


State, dated 20th 
August 1887, 

“Our Public Works De- 
partment Despatch, 29th 
J uly. If Clift and others 
do not agree to the terms 
regarding extension of 
leave, they may return.*’ 


No. 294 (Financial), dated 17th November 1887. 

From— The Secretary of State for India, 

To — ^The Government of India. 

I have considered in Council Your Excellency's letters, dated the 29th 
of July aud the 3rd of October, Nos. 39 and 66 (Public Works), regarding the 
proposal to offer fmlough or extension of leave, on specially favourable terms, 
to a considerable number of officers in the Public Works Department. 

2- In my Despatch of the 18th of August last, No. 216, I impressed on 
your Government the importance of reducing the capital outlay on railways ; 
and I am glad to learn from these letters that yon anticipate a reduction in 
the grants to the Public Works Departmeut. 1 am, however, not convinced 
that there is real economy in effecting a temporary diminution in the amount 
paid for establishments in India, if under another head a large portion of the 
cost is added to the Home charges, in the shape of furlough allowances in 
excess of those admissible under the ordinary, rules of the Service., 
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BiatSt io the Viceroy, dated 15th 
November 1887, 

*'Tour PuTdHo Works Despatch No. 
56, dated 3rd October. Before making 
further offers, temporary establish- 
ments should be reduced. Subject to 
this condition, I have decided to sanc- 
tion the proposals.’* 


8. Hence, while I carried into effect your wishes as expressed in your 
letter of the 29th July, and your telegrams of the 13th of June and 20th of 
August, so far as related to such of the officers therein named as had furlough 
at their credit, I did not think it right to communicate the offer to those who 
could not remain unless exceptional privileges were granted^to them, 

4. I now learn, from your letter of the 3rd of October, that, in anticipa- 
tion of my sanction, you have offered leave on specially favourable terms to 

Telegram from_fhe Secretary of a certain number; of officers in the Rail- 

way branch, and that you propose to 
make a similar offer to others, the whole 
number not exceeding 50. In the cir- 
cumstances, I have sanctio’ned your 
proposal as you were informed by my 
telegram of the 15th November, quoted 
in the margin. 

5. You will have lernat from the weekly lists forwarded to India regarding 
extension of leave and return to duty, how far the officers mentioned in your 
telegrams have been permitted to avail themselves of the offer to extend their 
furlough. 

6. In Lord Cranbrook*s Despatch of the 5th of February 1880, Ko. 7 (Public 
Works), after a great reduction in the strength of the Public Works Depart- 
ment had been held to be necessary, and it had been proposed to adopt the 
principle of engaging the services of Engineers temporarily when works were 
undertaken for which the fixed establishment did not suffice, the attention of 
the Government of India was drawn to the necessity for drawing up the agree- 
ments of officers employed temporarily in such a form as to reserve to the 
Government adequate power of discharging superfluous officers, whenever the 
establishments of the Department should be in excess of the strength which, - 
with the funds at your disposal, you can profitably employ. 

7. With reference to that Despatch, I request that, before making any 
further use of this sanction, you will, as far as possible, meet the present diffi- 
culty of findiiig employment for officers of the executive grades, by reducing 
the temporary establishments, and will report to me how far you have been 
able to act upon this suggestion. 


Measures affecting tUe Department otlxer than those dealing 
with the organisation which were the outcome of the Pin- 
ance Committee’s recommendation. 

[A copy of these Proceedings was forwarded to Secretary of State with Financial Department 
No. 188, dated 2l8t July 1888 ] 

LOCAL ALLOWANCES. 

JProceedings of a Oommittee held for the •purpose of drawing vp a scale of 
local allowances for Officers of the Military Worhs Department, JPuhlic 
Works Department, and Telegraph Department, 

1st Mbbtinu, Mabch 12th, 1888. 

Pbesent : 

Mr. Jacob. 

,, Reynolds. 

Major Broadbent, R.E. 

„ Brackenbury, R.E. 

Mr., Bnckley. 

„ ’Walker. 
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I. Ifc was determined that a scale should he first drawn up for Baluchistan 
and Burma. In the absence o£ any reply from the Chief Commissioner, Assam, 
to a call made by Government as to what changes he would recoinmend in the 
scale now applicable to that Province, it was determined not at present to dis- 
cuss that scale. 

IL It was determined, first, to draw up a scale for superior officers of the 
Public Works and Telegraph Departments in Baluchistan and Burma. 

Ill, The following proposals were then agreed to as regards the Baluchistan 
scale : — 

First — That local allowance should he drawn — 

By members of the Superior Establishment of the Public Works Depart- 
ment, in the Engineer, State Eailway, Superior Kevenue and 
Accounts Branches, di awing HI, 100 and under. 

The grounds for fixing this limit were that there is a margin of R250 
between this and the next grade (1,350), so that the grant of tlie 
allowances still leaves a considerable difference of salary belweeii 
the two grades. Generally, it was considered that the grant of 
allowances in the grades of Superintending and Chief Engineers 
of the Engineer Establishment, and corresponding grades of other 
branches and Departments, is unnecessary, but that it is at the 
same time not desirable so to adjust the allowances that the men 
in the highest Executive or corresponding grades may be drawing 
almost the same salary as the men in the class above. This difli- 
culty, it is thought, is obviated by the Committee’s proposal. 

Second . — That the allowance admissible under the preceding rule should 
be ftlOO. 

It was thought by a majority of the Committee, that as the allowance 
is given to compensate for the greater dearness of certain necevS- 
saries of life, and as the incidence of such dearness is nearly the 
same for all superior officers, so far as Government is bound to take 
cognisance ©f the fact of such dearness, it is fair that the same 
allowance should be drawn by all grades alike, (But see Hesolu- 
tion VI.) 

Third . — That officers of the Superior Establishment of the Telegraph 
Department up to and including 2nd grade Superintendents should 
draw allowances on the same scaler 

lY. The scale for Burma was then considered. It was found that the 
Chief Commissioner, Burma, had more than once pronounced a decided opinion 
that the present scale for Lower Burma, which permits the allowance to men 
drawing E8O0 and under only, was sufficient and should continue for Upper 
as well as Lower Burma. Ou the other hand, it was found that .the Director 
General of Telegraphs considered that in Upper Burma the present rate of 
frontier allowances, which is, in some cases, higher than the Public Works 
scale, and also extends to the highest grades, should continue. Again, the De- 
partmental officers of the Public Works Department considered that in conse- 
quence of the expense of living, the allowances in Upper Burma should be 
extended to the upper grades. 

It was, therefore, determined to recommend that the case, as regards the 
allowances to be drawn by Public Works Department in Upper Burma, be 
again referred to the Chief Commissioner, for consideration of the question 
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whether the scale proposed for Baluchistan in each branch should be allowed 
for Upper Burma only ; the scale for Lower Burma remaining as at present. 
Secondly.^^1^ was recommended that the Superior Establishment of the 
Telegraph Department should be placed on the same footing as the 
Public Works Department in Upper and Lower Burma, respect- 
ively ; according to this, Telegraph Officers in Lower Burma would 
draw au allowance of ElOO, subject to a maximum for salary, plus 
local allowance, of E900 ; the present Pegu or special locality allow- 
ance being abolished. 

V. The case of the Upper Subordinate Establishment in Baluchistan was 
then considered, and it was resolved to recommend the following scale : — 

(a ) — An allowance of R80 — 

For Sub-Engineers. 

For Accountants, 1st and 2nd grades. 

For classes G and H Subordinates, Revenue Establishment, 
State Railways, 

For Sub-Assistant Superintendents, 1st grade, Telegraph De- 
partment. 

(i) — An allowance of R60 — 

For Supervisors. 

For Accountants, 3rd grade. 

For class F Subordinates, Revenue Establishment, State Rail- 
ways. 

For Sub-Assistant Superintendents, 2nd grade, Telegraph De- 
partment. 

(c)— An allowance of B4 j0 — 

For Overseers. 

For Accountants, 4th grade. 

For class E Subordinates, Revenue Establishment, State Rail- 
ways. 

' For Inspectors, Telegraph Department. 

—Classes A to D of the Subordinate State Railway Revenue Estab- 
lishment, if any, to continue to draw their present allow- 
ances. These classes, it is observed, are gradually disappear- 
ing, and no new appointments are made. 

(e)— It was considered unnecessary to make any provision for unclassi- 
fied men appointed by Managers ; the rate of pay given to 
these should continue to be governed by the regulations in 
force. See also Regulation IX. * 

2n3> Meeting, Maech 14th. 

Members present as before. 

VI, Apprentice Engineers and Examiners, Baluchistan and Burma. 

The allowance to Apprentice Engineers in Burma under the original ordeis 
was RICK). No provision was made in the original orders for Apprentice Ex- 
aminers, hut under a very recent order an allowance of R50 only was granted 
to them. It was considered that in future au allowance of B5Q for apprentices 
belonging to each of these classes was ample. 

YII. The case of men of the Public Woiks and Telegraph Departments 
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below the class of Upper Subordinates was fully discussed, and. the following 
proposals were agreed to 

(1) — That 30 per cent, on salaries ranging from R30 upwards, subject 

to a maximum allowance of B40 ; and 50 per cent, on salaries 
under RSO, subject to a maximum of R8, should be given to men 
of the following classes serving in Baluchistan and Burma: — 
Fuhlic Works De'partinent —To Sub-Overseers and Clerks 
not engaged locally. 

Telegraph Department , — To Telegraph Masters, Signallers, 
Lower Subordinate Line Establishment, and Clerks not 
engaged locally.* 

These rates should take the place of ordinary and special lo- 
cality allowances of the - Telegraph Department, p. 10, 
p. 43, Telegraph Department Code, but should not be 
extended to any individuals to whom allowances are not 
now admissible. 

(2) — As regards places in Burma at which double ordinary rates are now 

drawn by men of certain classes in the Telegraph Department ; 
men drawing R30 and upwards to draw 45 per cent, on salaries, 
subject to a maximum allowance of E40 ; men drawing under 
B30 to receive 50 per cent, on salaries without any maximum. 
The classes and places are as follows: — 

Signalling Establishment at Moungdoo, Pabroo, Rue, Toung- 
hoop, Myitta and Elephant Point; signalling and line 
establishment on the telegraph route between Tavoy and 
the junction wiih the telegraph line of the Siam Govern- 
ment (excluding, Tavoy ilselO, and the route vid Myawad- 
di, between Moulmein and the junction with the telegraph 
line of the Siam Government (but excluding Moulmein 
itself). 

(3) — It was recognised by the Committee that the above proposals tend 

somewhat to raise the allowances of these cUisses in the Tele- 
graph Department; but they are more economical than those 
recommended in 1882 by the Director General of Telegraphs, and 
are much simpler than the existing scales of locality and frontier 
allowances for Baluchistan and Burma which they will supersede. 
It is also uuderstood that the grant of these better allowances may 
reduce tbe number of transfers with their attendant expense to 
Government. 

(4) — The Committee strongly recommends that all clerical establishments 

should be locally engaged on consolidated rates of pay, to obviate 
tbe necessity of the grant of local allowances. All the unclassi- 
fied staff of the Subordinate Establishment of State Railways 
would be so engaged as a matter of course. 


3bd MiETiir0, Mabch 16th. 

Members present as before. 

Vlir.— The case of allowances drawn by certain subordinates of the Rail- 
way Branch within the Province of Sindh was considered, and it was decided to 


♦ In the case of signalling establishment, Natives of the Province only arc held to be 
ngaged fsee Telegraph Department Code, p. 14, P. 44. edition of 1887). 


locally 
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recommend fcliat tbe allovirances sanctioned for subordinates of classes E to Cr, 

^ T, T, stationed in the Laki pass,* which correspond to the 

* Resolution No. 681 R.E, i'dii.-j. i 7 i „ ,,,, 

dated 16th August 1882. present Baluchistan Frontier allowances, should be 

superseded by those proposed for subordinates in 
Eesolution Y, The personal allowances sanctioned under the Resolution quoted 
above, to men drawing on the old Indus Valley State Railway scale of allow- 
ances are not affected, 

IX.— It was decided to state clearly that the recommendations of the 
Committee do not affect the allowances drawn by the running establishment of 
State Railways, such as, e.^., the percentage on overtime and mileage drawn 
under Resolution No. 581 R.E. of 16th August 1882. 

X, — The special locality allowances drawn by the Telegraph Department in 
places outside Burma and Baluchistan (para. 60 of Mr. Jacob’s note) were 
then considered ; and it was decided to make the following recommendations 

(a ) — That all local allowances granted to the Signalling Establishment in 
the Bombay Presidency should be withdrawn ; the special condi- 
tions under which they were sanctioned in 1886-87 being no longer 
applicable. 

(5)— That Lower Subordinate line Establishment of the Karwar-Hubli 
Section should draw the new ordinary rate recommended for this 
class in Resolution VII (1). 

(c) — That the allowances for Rajputana, Indore, and Malabar having be- 

come obsolete, should be definitely withdrawn. 

(e^j— That the Signalling Establishment in Paumben should draw the new 
ordinary rate recommended in Resolution VII (1). 

(d) — It was observed that no allowances were drawn by the Signalling 

Establishment at Vythery and Devala now ; but it was recom- 
mended that the Signalling Establishment when stationed at those 
places should draw at the new special rate of Resolution VII (2). 

(/) — That the Lower Subordinate line Establishment at the following 
places should draw the new special rate [Resolution VII (2) ]. 

Prom Calicut through Devala to Ootaoamund. 

„ Ootaoamund to Mysore. 

„ „ to Metapolium. 

„ „ through Coonoor to Kotagiri. 

On the local lines at Ootacamand. 

(\ 

The above Resolution disposes of tbe special localit,v allowances in places 
outside Burma and Assam mentioned in pages 10-13 of the Telegraph Code 
corrected to 31st December 1887. 

Xr.— Allowance to Upper Subordinates at Doomagudiam iu the Upper 
Godavari (para, 61 of Mr. Jacob’s note). This allowance is drawn under 
Resolution No. 1236, dated 30th July 1869, which sanctioned the Presidency 
allowances for officers stationed in the Upper Godavari. It was found on 
enquiry from Madras that the only person now drawing allowances under this 
order was a Supervisor who draws R30 (the Presidency allowance rate as modi- 
fied by the Madras Government). It was considered that this should be con- 
tinued. 

XII. — Allowances at Potinghy Ghat and the Wynaad (para. 50, Mr. 
Jacob’s note). 

It was observed that this case was under enquiry in the Public Works 
Department. At present the allowances are drawn without any limit of pay, 

3n 
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and it was considered that whatever decision was come to as to the allowances 
to be given, they should not he drawn by men of a higher grade than 3rd class 
Superintending Engineers (Resolution No. III). 

XIII. — No reply having yet been received from Assam, notwithstanding 
repeated reminders, the Committee cannot make any recommendations regarding 
the allowances for that Province. 

Maech 20th, 1888. 

Members present as before, excepting Major Rroadbent, R.E. 

XIV. The case of the allowances to be drawn by officers of the Madras Es- 
tablishment employed on the Periar project having been referred to the Com- 
mittee, it was considered that the scale proposed for Baluchistan in Resolutions 
III, Y, and YII should be adopted. 


The following memorandum was recorded by Mr. C. H. Reynolds to be ap- 
pended to the proceedings. 

In appending my signature to these proceedings, I wish to state, with 
reference to Resolution X (a), that I find on enquiry that the case of 
the Signalling Establishment employed in the presidency town of 
Bombay is one requiring some further investigation, and I beg to 
suggest that a final decision on it may he reserved until the Director 
General of Telegraphs has had an opportunity of again reporting on 
the question, 

22nd March 1888, C. H. R . 


No. 60 (PuhUc Works), dated 3rd August 1888. 
Prom— -The Government of India. 

To— The Secretary of State for India. 


Your Xiordship s Despatches noted on the margin have remained long tin- 


No. 31 B., dated 17th March 
1887. 


answered owing to our having had the whole question 
of the allowances drawn on our N orth-W estern Fron" 


well as in other parts of India, under consi- 
deration ; in view, not only of the question as to their 
continuance, regarding which information was desired by Your Lox'dship in 
the Despatches above quoted, but of other questions affecting them which were 


raised by the report of the Finance Committee. 


2, Bearing in mind the remarks of Your Lordship's predecessors and Your 
Lordship, when communicating sanction to these allowances, that they are 
objectionable in principle, except on very special grounds, we caused a careful 
scrutiny to be made of the local allowances granted, in all parts of India, on 
account of expensiveness of living, to officers of our Public Works, including 
Military Works and Telegraph Departments, and we called for opinions on the 
subject from the local officers and from our Directors General of Railways and 
of telegraphs. Eventually when the information was complete we appointed a 
Departmental Committee to consider the whole question in view of the opinions 
thus obtained. 


3. This Committee carefully considered the whole question of these allow- 
ances in all parts of India except in Assam, the information for which was in- 
complete, and in the Presidency Towns, which have been separately dealt with ; 
and made certain recommendations which have been generally accepted by us. 

Ihe general principles on which the Committee proceeded were, that a 
maximum salary should be fixed beyond which no local allowances should be 
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given, that the allowance should compensate officers for the extra expense of the 
necessaries of living with some reference to their rank in life, and that the 
allowances for the Departments dealt with should be as nearly as possible assi- 
milated. The grade of Superintending Engineer, 3rd class (Civil Pay El,100) 
was selected as the highest grade which should carry local allowance in addition 
to pay, because this is the first grade at which a wide margin occurs between the 
rate of pay fixed for it and for the next higher grade ; and it was considered 
desirable, while fixing a maximum salary which should carry ,the allowance, to 
maintain a margin between the salary, including the allowance, of the lower 
grade and the pay alone of the higher. As a matter of principle, it was con- 
sidered that the allowance was not absolutely necessary for any officer above the 
rank of Executive Engineer, 1st grade (rate of Civil Pay R950). 

4. In regard to the allowances in Baluchistan which have been under dis- 
cussion in the correspondence connected with the Despatches quoted in para- 
graph 1, it was quite clear to us as well as the Committee that the expenses 
of living, in spite of the opening of the Eailway, are still so great in 
Baluchistan, that it would be absolutely necessary to give some allowances to 
officers stationed there ; unless we were willing to submit to the anomalous posi- 
tion that those officers, who have to be specially selected for work on the fron- 
tier, should be mulcted in a considerable sum, in addition to being put to great 
discomfort, as compared with officers stationed in more favoured Provinces. 

6. After considering the recommendations made by the Committee, we have 
sanctioned for all officers of the Public Works Department and Telegraph De- 
partment in Baluchistan the allowances shown in the accompanying schedule. 
For purposes of comparison, and for Your Lordship's information, we have 
shown side by side with these the allowances which were drawn under previous 
sanctions. It will he observed that, on the whole, the revised allowances are 
much less than the former ones. The new allowances will have effect from the 
1st April last. 

6. These allowances having been only just sanctioned, we are not yet in a 
position to state what their monthly cost will be, and, as the matter has been so 
long under discussion, we consider it better not to delay the reply to Your Lord- 
ship's Despatches any further. We would, however, ask Your Lordship’s sanc- 
tion to these revised allowances for Baluchistan to the several Departments 


named being continued for the present. 

Should the opening of the Railway have any appreciable effect upon prices 
and cost of living, we shall take steps to reduce or abolish the allowances. 

7. In reply to the last clause of paragraph 3 of Your Lordship’s Despatch of 
the 17th March 1887, regarding the allowances granted to officers in other De- 
partments, we have the honour to observe that the allowances shown in the 


Agency Surgeon 

Extra Assistant Commissioner . • 

Chaplam 

native Assistant Agent to the Governor 
General, Sibi. 

Assistant Surgeon, Khelat • , . 

MnnsliF, Quetta • • • . • 

( Hospital Assistant 

Clerical and other establishments above' 
the passes. 

Clerical and other establishments below 
the passes* 

Police 

Hemal servants • « • . . 



Pay. 

Frontier 

allowanoe. 


B 

B 


860 

360 


600 

160 

Governor 

600 

75 

400 

160 


100 to 200 

60 


160 

45 

. . 

20 to 66 

30 % 


margin have hither- 
to been granted to 
officers of the Civil 
Department em- 
ployed in Baluchis- 
tan ; but these 
allowances have also 
been under consider- 
ation in connection 
with the general 
question, with the 


result that they have 


3 
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been generally reduced. A furtlier communication regarding them will be ad-* 
dressed to Your Lordship when the matter has been disposed of, as promised in 
our Financial Despatch No. 188, dated 21st July 1888. 

8. With reference to paragraphs 2 and 3 of the Despatch of the 23rd June 
1887, we have the honour to state that the Eindli-Quetta Section of the Bolan 
Eailway was open to traffic in March 1887, while the Sind-Pishin Railway from 
Sibi to Quetta, vid Bostan, was opened under restrictions in August 1887. As 
we have already observed, we have assured ourselves that there has not been time 
yet for the opening of the Railway to have any appreciable effect on the cost 
of living in Baluchistan. 

Practical training of Native Engineers in England, 

No. 13 (Public Works), dated 24th March 1887. 

From— The Secretary of State for India, 

To — The Government of India. 

In Tour Excellency *s Public Works letter No. 8, dated 16th February 1887, 
it is reported that Mr. D. M. Litster, Executive Engineer, and Mr. 0. Oertel, 
Assistant Engineer, of your Public Works Department, have been selected for 
the purpose of going through a practical course of training in this country. 

2. I have given instructions that the necessary arrangements should be made 
to enable these officers to enter on their course on their arrival in England, hut, 
in giving my sanction to your proceedings, I wish again to draw Your Excel- 
lency’s attention to the question whether, and to what extent, it is desirable to 
continue the practice of sending officers of your Public Works Department to 
this country to acquire practical experience at the public expense. 

3. In my predecessor’s Despatch of 6th November 1884, No. 70 (Public 
Works), serious doubts were expressed whether the continuance of this practice 
was worth the considerable expense involved in it. Your Excellency’s Govern- 
ment, in a letter dated 22nd December 1885, No. 61 {Public (Works), expressed 
a desire to give the experiment a further trial, and, accordingly, no objection 
was made by my predecessor to your wishes in regard to the officers selected for 
training in 1886. 

Tour Government should, however, now he in a position to arrive at some 
definite conclusion as to the value of the results that have been obtained, taking 
into account the expense and administrative inconvenience involved ; and, before 
the privilege is again offered to other officers, I should wish to receive a full 
report on the subject, supported by the opinions of the local authorities under 
whom the Engineers who have already received an English training have sub- 
sequently served. 

No. 63 (Public Works), dated 31st October 1887. 

From— The Government of India, 

To— The Secretary of State for India. 

We have the honour to acknowledge ‘receipt bf Your Lordship’s Despatch 
No. 13 (Public Works), dated 24th March, in which a full report is asked for 
as to the results of the experiment of sending Engineers, who are natives of 
India, for a period of training in England at the expense of the State, to enable 
a decision to be arrived at as to whether the experiment should be continued or 
terminated. 
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2. On receipt of Your Lordship’s Despatoh we consulted those Governments 

Babu Gunga Earn Under whom the oflSoers named in the margin had 

„ Baimoicund! been serving after completing their period of training 

England, as to the practical advantage these officers 
had derived from their training, and the desirability 
of continuing the experiment ; we append copies in full of the replies received 
for Your Lordship’s perusal. 

3. We have ourselves carefully considered these replies, and the reports 
which from time to time have been forwarded by Your Lordship regarding the 
progress made by these and the other officers who have been sent to England ; 
and we append for Your Lordship’s perusal a schedule which gives in abstract 
the names of those who have been sent and the principal incidents of interest 
in connection with their training. We have also perused the correspondence on 
which the experiment originated and that which has taken place regarding it 
during the last five years. 

4. Our conclusion is that the training in England is an undoubted advan- 
tage to those officers who have a real desire to profit by it, but that it ought to 
be largely paid for by the men themselves. At present we estimate that the 
cost to the State of sending each officer to England is approximately R14,000, 
which is out of proportion, in most cases, to any advantage the State can 
receive. 

6. We consider also that it is proved that pure Natives are not much dis- 
posed to avail themselves of the training, and that those who do avail them- 
selves of it derive little benefit from it. Natives in the statutory sense of the 
term, are, however, disposed to readilj avail themselves of the training, and in 
most oases benefit considerably by it. Considering that the tendency in future 
is likely to be in the direction of the larger employment of this class, onr opinion 
is that it would be wise to extend the privilege to specially-selected Natives, 
chiefly of this class, in future, subject to the condition expressed in paragraph 4, 
that they contribute largely to the expense. 

6. We would propose, therefore, in future to send annually to England not 
more than two specially-selected officers who might be willing to go on condi- 
tion of receiving two-thirds of their Indian pay, and R1,000 to assist in 
defraying the expense of the voyage to and from England. We would limit 
the age of the selected officers to 30 years for the present year, to 28 for next 
year, and after that to 26 years. 

7. The above proposals would reduce the cost to the State to between seven 
and eight thousand rupees for each officer. We shall cause those who have 
already applied under the old conditions to he informed of the proposed changes, 
and shall enquire whether they still desire to proceed to England under the 
changed conditions. On receipt of Your Lordship’s instructions, final orders 
will be issued. 


No. 69 (Public Works), dated 8th December 1887. 

From— The Secretary of State for India, 

To — 'pie Government of India. 

Your Excellency’s Public Works letter No. 63, dated the 31st October 1887, 
in respect to the annual sending of two Native Engineers of your Public Works 
Department to England for practical training, has received my consideration 
in Council. 

2. The reports transmitted with your letter of the results hitherto attained 
by the procedure in question are by no means encouraging, but you are never- 
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theless disposed to recommend a continuance of the practice, provided the Engi- 
neers sent home he limited to specially-selected officers of the class defined by 
statute as natives of India, their pay while at home being limited' to two-thirds 
of their Indian rate of pay, and assistance from Government being restricted to 
the grant of El, 000 in each case to assist in defraying cost of passages to and 
from England. With these limitations, you propose that two members of your 
Public Works Department shall be annually sent home for practical instruc- 
tion. 

The reports periodically submitted to this Office of the progress made in 
this country by the officers hitherto sent home have not been of such a nature 
as to show that any material advantages were being derived from their course 
of study here, and it was the consideration of this fact which induced me to 
address you on the subject by my Public Works Despatch No. 13 of the 24th 
March 1887. 

4 The reports by the Local Governments now sent home by your Govern- 
ment only confirm me in the belief that the State has not benefited in any ap- 
preciable degree by the grant of the privilege in question, and I apa not dis- 
posed, therefore, to sanction a continuance as a rule of the arrangement, even 
with the limitations proposed in your letter under reply. 

6. At the same time I am prepared to encourage any honA fide desire on the 
part of members of the Department of the class indicated above, supported by 
iheir immediate superiors, for improving their professional and general know- 
ledge by a visit to Europe, and shall be ready to receive and favourably consider 
cases of a very special character which may arise from time to time, and which 
you may deem desirable, in the public iuterests, to recommend for acceptance. 
The financial limitations suggested by you in all such cases have my approval.. 


No. 116 G., dated 16th January 1888. 

Resolution by the Government of India, Public Works Department. 

Bead again— 

Resolution in the Public Works Department, No. 1541--57 G., dated 29th Novem- 
ber 1882, on the subject of practical training of native Engineers in Eng- 
land. 

Read— 

Despatch from the Secretary of State for India, to the Government of India, 
N o. 13 P.W., dated 24th March 1887. 

Despatch to Secretary of State, No. 63 P.W., dated 31st October 1887. 

Despatch from Secretary of State, No. 69 P. W., dated 8th December 1887. 

Obsbbvations. — The Besolntion of 1882, now read again, indicated the 
procedure under which, as an experiment, not more than two Native Engineers 
annually were to be sent to England at the public expense for professional 
training. 

2. Under these orders, ten young Engineers, being natives or domiciled 
Europeans, have been sent to England in the five years from 1883 to 1887 
inclusive. 

3. In March last, the Secretary of State called for a full report on the 
results that had been obtained from the experiment, and for a definite opinion 
of this Government as to their value. 

4. A report was accordingly obtained from the several Local Governments 
concerned as to the^value of the experience gained in England by the officers 
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who, after having passed a period of training there, had returned to their work 
in this country, 

Bombay, Iiocal Governmeuts consulted were of 

opinion that the value of the training was not com- 
mensurate with the expense incurred. 

6. The Government of India, on a perusal of the reports from the Local 
Governments and of the reports on the progress of the several officers while 
under training, forwarded from time to time by the Secretary of State, was of 
opinion that training in England is an undoubted advantage to those officers 
who have a real desire to profit by it ; hut that the expenses of it ought to be 
largely contributed to by the officers themselves. 

7. Accordingly, it was recommended that the contribution made by the 
State should be limited to paying the officers, while absent from duty in India, 
two-thirds of their salary only, together with an allowance of B1,000 to assist 
in defraying the expense of the voyage to and from England. And it was pro- 
posed to continue to send annually to England not more than two carefully- 
selected officers who were willing to accept the modified terms. 

8. The orders of the Secretary of State on these proposals have now been 
received. His Lordship accepts the modified financial conditions proposed by 
the Government of India; but, in view of the reports received as to the 
success of the experiment, is inclined only to consider cases of a very special 
character, which may arise fi’om time to time, and which this Government may 
deem desirable to recommend in the public interest. 

9. In view of these orders, it is now necessary to call for revised recom- 
mendations on behalf of young Engineers who fulfil the condition of being 
natives or domiciled Europeans. Such recommendations should be carefully 
made on behalf of those only who shew a bond fide desire to improve their pro- 
fessional knowledge, and must be strongly supported by their immediate supe- 
riors, on the ground that the officers possess the necessary q^ualifications for 
profiting by their deputation to England, 

10. All previous recommendations will, under these orders, be considered as 
cancelled, and should not be repeated unless they can be now brought forward 
as cases to be specially considered under the new orders by the Government 
of India and by the Secretary of State. 

The age of ojfficers recommended should be limited for this year (1888) to 30 
j ears, for next year to 28, and thereafter to 25 years. 

Oebbr. — Ordered, that this Resolution be forwarded to the Local Govern- 


The Governments of Madras, Bombay, Bengal, the North-Western 
Provinces and Oudh, and the PuDjah. 

The Chief Commissioners of the Central Pronnces, Burma 

Lower9 

Assam, and Goorg. 

The Resident at Hyderabad. 

The Agents to the Governor General for Central India, Rajputana, 
and Balachistan. 

'i'he Director General of Railways. 

The Consulting Enerineers to the Government of India for Railways, 
Calcutta, Central Division, and Lucknow. 


ments, Administra- 
tions and officers 
noted on the mar- 
gin ; also that it he 
published in Part I 
of the Gazette of 
India, 


Hoyal Engineers plaoed on the retired or half-pay list. 

Ko. 3 (Public Works), dated 10th January 1888. 

Prom — The Government of India, 

To — ^The Secretary of State for India. 

In paragraph 6 of our Military Despatch No. 166, dated 18tb October 1886, 
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relative to the continuouB Indian service of ofiScers of Rojal Engineers, under, 
the conditions laid down in the Royal Warrant of 20tli February 1886, we 
made certain proposals regarding the pay— of officers serving in a Cml 
Department and placed o% the retired list; and secondly, of officers serving in 
the" Public Works Department, Military Works Department, or Survey Depart- 

ment, and placed i . v la 

Our proposal in regard to the second class was that ofiicers so placed should 
draw the consolidated pay of their grade in the department, with the net mili- 
tary pay of their regimental rank previous to removal to half pay. 

2. In paragraph 4 of Your Lordship’s Military Despatch No. 38, dated 3rd 
February 1887° it was stated that the proposed rules for the pay of officers after 
retirement were approved. This ruling, however, apparently covers only the 
first proposed rule referred to in the preceding paragraph, and it is necessary to 
obtain distinct orders on ihe second rule regarding officers placed on half pay. 

8. On further consideration of the circumstances under which an officer 
under the new regulations is placed on half pay and retains his former ap- 
pointment, and of the effect which the proposed rule would have, we consider it 
desirable to amend our former proposals. 

4. It must be observed that this new system of placing an officer on half 
pay is entirely different from that which used to obtain. A Lieuteuant.Colonel 
of Royal Engineers now placed on half pay after five years in that x*ank is, if 
re-employed, precisely under the same conditions as the old senior Lieutenant- 
Colonels and Colonels of the corps : all the higher appointments will, in future, 
be held by these half-pay officers, and being on half pay in that position will be 
the rule and not the exception. It would seem to follow from this that the 
Lieutenant-Colonel on half pay should draw precisely the same allowance while 
serving in the department as if he were on full pay in the rank — that is, he 
should continue to draw the allowance that he drew before he was placed on 
the half-pay list. Similarly, a Major who under the age clause is promoted 
to Lieutenant-Colonel on half pay should receive the allowances he would draw 
as a full-pay Lieutenant-Colonel. 

5 It would in many cases inflict considerable loss upon an officer to bring 
him, on being placed on the half-pay list, from the staff to the consolidated 
scale of departmental pay,- and a number of difficult questions would arise con- 
nected with the calculations of his future emoluments, on which he based his 
original election of one scale or the other before these new rules were thought 
of. 

6, After full consideration of the case, we recommend that the salaries of 
officers placed on the half-pay list should not in any way be affected by the 
change— that is to say, that they should draw the staff or consolidated pay of 
their departmental grade, as before, and the military pay of their half-pay rank 
in the corps. 

No. 53 (Military), dated Sth March 1888. 

From— The Secretary of State for India, 

To— The Govemment of India. 

I have received and considered in Council your Despatch in the Public 
Works Department, No. 3 of the 10th January last. 

2. 1 approve of officers of Royal Engineers serving in the Public Works 
Department, when placed on half pay under the Royal Warrant for pay and 
promotion in the Army, being allowed to draw the staff or consolidated pay of 
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their departmental grade, as before, and the military pay of their substantive 
half-pay rank. 

3. With reference to the remark in the 2nd paragraph of your Despatch 
under reply, that the ruling contained in my Military Despatch No. 38 of the 
3rd February 1887 did not apparently cover the case of officers placed on half 
pay, [ may inform you that the term “ retirement " in the 4th paragraph of my 
Despatch was intended to include “ removal from regiments or corps ” in the 
terms of the Pay and Promotion Warrant. 


B^ectification of date from whicli Subalterns of Royal En- 
gineers join the Department. 


No. 34 (Public Works), dated 23rd September 1886. 

From— The Secretary of State for India, 

To — The Government of India. 

I forward herewith copy of a letter, dated 28th July last, from the War 
Office, directing attention to a paragraph of the Report of the Joint War Office 
and India Office Committee on the Establishment of Royal Engineers to be 
retained in India, in which the present system of grading Royal Engineers with 
Civil Engineers on their first appointment to the Public Works Department is 
commented on. 

2. This Report was forwarded to you with my predecessor’s Despatch in the 
Military Department, No. 101, dated the 16th April 1886, and the matter 
referred to is, for the reasons stated by the War Office, one to call for the care- 
ful consideration of yonr Government. 

3. In requesting to be furnished with Your Excellency’s views on the point 
raised in regard to the first appointment of Royal Engineers and Civil Engineers 
to your Public Works Department, I would remind you of the discussions 
which have taken place on the subject of the relative positions of the Civil and 
Military members of the Department, and of the desire which has been ex- 
pressed by my predecessors in office, in which I fully concur, to establish their 
relations on a perfectly equitable footing. 

4. At the same time there appeals to me jprimd facie evidence that young 
Royal Engineer officers have been placed at some disadvantage on their joining 
the Public Works Department, and if, after considering the subject, you are of 
opinion that there is ground for complaint on behalf of these officers, I shall be 
glad to receive any suggestion which you may have to make for altering the 
present system of grading them on their first appointment. 


No. 66 (Public Works), dated 31st October 1887. 

From— The Government of India, 

To — ^The Secretary of State for India. 

We have the honour to acknowledge the receipt of Your Lordship’s Despatch 
No. 34 (Public Works), dated 23rd September 1886, forwarding certain corre- 
spondence from the War Office regarding the present system of grading Royal 
Engineer officers on their first appointment to the Public Works Department, 
and. the disadvantage at which they are placed in comparison with the Engineers 
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appointed from Cooper’s Hill, whose appointments date from the time of passing 
out of the College. 

2. The matter has been carefully considered by us, and we are of opinion 
that in this particular respect there is an inequality between the young Koyal 
Engine ers and the officers from Cooper’s Hill who entered the Department 
annually as recruits ; and we should be willing to formulate a rule under which 
Eoyal Engineer subalterns recruited since the year 1872, when the Cooper’s 
Hill Engineers first entered the Department, should count their departmental 
service as commencing two and a half years after date of first commission, 
provided that they should not add more than, say, one year to their actual 
service in the Department. 

3. Such a rule would place Eoyal Engineers and Cooper’s Hill Engineers as 
nearly as could be on an equality in respect of the ago at which departmental 
service begins to count. The men from the Indian Colleges join the Depart^ 
meat as apprentices and do not come into competition with either Eoyal Engineers 
or with those from Cooper’s Hill, until at least a year, and generally a longer 
period, has elapsed since they passed out of College ; so that Eoyal Engineers 
cannot be at any disadvantage in respect to this class. 

4. With reference to the remarks in the third paragraph of Yonr Lordship’s 
Despatch under reply, we append a Minute by our honourable colleague Sir 
Theodore Hope expressing his views regarding the relative position of Eoyal 
and Civil Engineers in the Public Works Department. 

6. A Minute on the same subject by the Honourable General Chesney 
will follow. 


No. 2 (Public Works), dated 19th January 1888. 

Prom— The Secretary of State for India, 

To— The Goyemment of India. 

Tom Excellency’s Public Works letter No. 66, dated the 31st October 
1887, suggests, in reply to my PnUio Works Despatch No. 34, dated 28i-d Sep- 
tember 1886, the formulation of a rule under which Eoyal Engineer subalterns 
recruited since 1872 (when Cooper s Hill College Engineers first joined the 
Indian Pnblio Works Department) should be permitted to count their depart- 
mental service as commencing 2| years after date of first commission, provided 
that they do not add more than one year to their actual service in the Depart, 
ment. 


2. The laying down of such a rule would, in yonr opinion, remove an exist- 
ing inequality between the Eoyal Engineer and civilian officers of the Depart- 
ment in respect to their first entry into the public service, and would place them 
as nearly as practicable on an equal footing as regards the age at which depart- 
mental service begins to count. 


3. The remarks of the Joint Committee of the War Office and this Office on 
the establishment of Royal Engineers to be retained in India, as transmitted to 
yon with my Public Works Despatch No. 34, dated 23rd September 1886, evi- 
dently pointed to the adoption of some snob arrangement as that proposed by 
yon. and as yonr Government, after a careful consideration of the matter, has 
decided on recommending this concession to Eoyal Engineer officers on their 
first joining the Department, I am prepared to assent to your proposed ruling 
Ju domg this, however, I would remai-k that, as the- principle on which advance- 
ment in the Department iahased is selection for merit, the influence of seniority 
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alone will be of secondary importance in most cases, and I see no reason to 
dissent from tbe views expressed in Lord Salisbury’s Public Works Despatch 
No. 61 of 9th November 1876, which was referred to in Sir T. Hope’s Minutje 
of 31st October 1887. 


No. 613 G., dated 14th March 1888- 

Eesolution by the Government of India, Public Works Department. 

Bead again — 

Despatch No. 34 P. W., dated 23rd September 1886, from the Secretary of State 
for India. 

Despatch No. 66 P.W., dated 31st October 1887, to the Secretary of State for 
India. 

Bead also — 

Despatch No. 2 P. W., dated 19th January 1888, from the Secretary of State for 
India. 

Besoitttion. — The present system of grading subalterns of Royal Engi- 
neers on their first appointment to the Public Works Department with Civil 
Engineers, has heeu under the consideration of the Secretary of State and the 
Government of India, in connection with the question of the establishment of 
Boyal Engineers to be retained in India. 

2. The conclusion arrived at is, that under the existing system young Boyal 
Engineer officers, whose service in the Department commences from the date 
on which they first join, are placed at a disadvantage in comparison with the 
Engineers appointed from the Boyal Indian Engineering College at Cooper’s 
Hill, who count service in the Department from the date on which they leave 
college, to go through a course of practical training, either in England or 
India. 

3. After a full consideration of the relative ages at which the students of 
the Royal Indian Engineering College obtain their appointments and the Boyal 
Engineers obtain their first commissions, it is considered that the two classes 
would be placed on an equality by allowing Boyal Engineers who enter the 
Department as subalterns after more than two and a half years' military service, 
to account their service in the Department as commencing two and a half years 
after the date of their first commission. 

4. His Excellency the Governor General in Council is therefore pleased to 
rule, with the concurrence of the Secretary of State, that subalterns of Boyal 
Engineers, appointed to the Department subsequent to the year 1872, when 
Engineers from the Royal Indian Engineering College first entered the Depart- 
ment, shall count their departmental service as commencing two and a half 
years after date of first commission, unless the actual date at which they joined 
waS" earlier ; provided that no officer shall add more than one year to his actual 
service in the Department under this rule. 

6. In publishing this decision, the Governor General in Council desires it 
shall be recognised in the Department generally that Departmental seniority 
gives no absolute claim to promotion, since, in the words of the Secretary of 
Statens Despatch of 19th January 1888, the principle on which advancement in 
the Department is based, is selection for merit, the influence of seniority alone 
being of secondary importance in most cases. 
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The Governments of Madras, Bombay, Bengal, the North-Western 
Provinces and Oudh, and the Pnn]ab. 

The Chief Commissioners of the Central Provinces, Barma * 

Lower 


Assam, and Coorg. 

The Eesident at Hyderabad- 

The Agents to the Governor General for Central India, Ea3putana, 
and Baluchistan. 

The Accountant General, Public Works Department, 

The Inspector General of Military Works, 

The Du’eetor General of Railways, 

The Consulting Engineers to the Government of India for Railways, 
Calcutta, Central Division, and Lucknow. 

The Director General of Telegraphs, 

The Director, Persian Telegraph. 

The Director, Persian Gulf Telegraph. 

The Superintendent of Works, Simla Imperial Circle. 


Order.— Ordered, 
that this Resolution 
be communicated to 
the Local Govern- 
ments, Administra- 
tions, and Officers 
noted on the margin, 
for information. 


Ordered, also, that copy he forwarded to the Military Department. 


Method of selection for appointment to the superior posts of the 
Public Works Department. 


No. 2048 G., dated 14th October 1887. 

From—The Undei-Secretary to the Govt, of India, Public Works Department, 

To— The Governments of Bengal, North-Western Provinces and Oudh, and 
the Punjab ; the Chief Commissioners of Central Provinces, Upper 
and Lower Burma, and Assam ; the Resident at Hyderabad ; the 
Agents to the Governor General for Central India and Kajputana. 

I am directed to forward, for careful perusal, a note that has been prepared 
• Superintending Eugi- in this Office regarding the prospects of promotion 
Saf'supemneTenw of ‘lie Members of the Engineer Establishment 
’India So *»! administratire posts* of the Depart- 

tariat. ment. 

- 2. As the note itself is of a somewhat technical nature, it will be well to 

state clearly the points that are considered to be brought out byit. The se are — 

Mrst , — That the number of superior posts being small, compared with 
the strength of the Department, it can be mathematically 
demonstrated that only a small proportion of officers can 
eventually obtain promotion beyond the executive grades. 

This being the case, it is necessary that a system of rigid 
selection be put in force, so as to ensure that the best men 
are selected. Unless this is done, not only will the Depart- 
ment suffer in efficiency, but those men who by their 
abilities are specially fitted for the superior posts, and 
who, owing to the small number of appointments, cannot 
attain them, will have a real cause of grievance against 
Government for bringing about a state of things injurious 
to their prospects. 

Thirdly It is probable that if a system of careful selection he app]jed, 
as opposed to that of seniority, the selection being limited 
between certain periods of service, the great majority of 
those fitted for the superior appointments of the Depart- 
ment will succeed in obtaining them. 

Fourthly the greater the subdivision of lists, the more nearly 
are the prospects of promotion reduced to the conditions 
of a lottery. 

3. It will doubtless be admitted that comparatively rapid promotion to posts 
of responsibility is the best means by which men can be trained to hold, with 
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efficiency, the highest appointments in the Department. At the present time 
the rate at which men of ability are being promoted is being continually 
retarded, as the upper grades of the es^ecutive class become crowded ; and it has 
probably reached a point at which the efficiency of the administrative establish- 
ment is threatened. In other words, men are not promoted to the Superin- 
tending Engineer class until they reach the ago of 46 to 48 years, whereas to 
secure an efficient establishment they should be promoted at about the age of 
40. The following figures bring out clearly the fact of the retardation 


Average age of men promoted to Superintending Engineer, 


Five years . 

. . . 1868—1872 

Tears of age. 
. 36i 

tf • 

. 1873-1877 

. 40 

ff • 

. 1878—1882 

. 42t 

a • 

. 1883—1887 

. 45f 

In the year . 

. . . 1886 

. 461 

„ 

. 1887 

. 47 


The ages taken are those of permanent promotion. 

The result of this advance in age for promotion is two-fold : first, the men 
when promoted aie actually less fit for the higher posts of the service, than 
they were at an earlier period ; secondly, they use their ability with less force 
than they could do were a longer period of usefulness before them. , 

For some time to come, no doubt, until the Engineer Establishment reaches 
a normal and healthy condition, — a condition, that is, in which the regular re- 
cruiting of the last few years begins to tell, — it will be necessary to select men 
considerably over the age of 40 for promotion in order to save tbo <e eminently 
fitted by their ability for the higher posts from being passed over ; but in 
order to serve the interests of the Department generally, and of the best men in 
the Department, it is necessary that Local Governments should refrain from 
recommending men for promotion merely because they are approaching the age 
of 50, at which, if not promoted previously, they can be made to retire; and 
they must make up their minds to sacrifice mere mediocrity in order to do justice 
to proved ability. 

By ability ^ it should be explained, is meant that facility which is found in a 
naturally able man who has had varied experience on works. 

4, The above conclusions follow from the first three points enumerated in 
paragraph 2. In regard to the fourth it is observed that on the Government of 
India Establishment the promotions to the Superintending Engineer class are 
now made on six different lists, including the Military Works Department, hut 
that subsequent promotion^ from the Supei'inteuding Engineer class to the 
Chief Engineer class are made more or less on one list. The tendency on the 
whole is for the promotions to run on three main lists : — 

The Railway list. 

^ „ Buildings and Beads. 

„ Irrigation, 

Could the promotions to and within the administrative classes he wholly on 
these three main lists, there is no doubt that the promotion of the Department 
generally would be far more even and better distributed than it is at present, 
when the first promotion to Superintending Engineer class is on separate lists. 
The hypothetical promotions made in the accompanying note are made on one 
list, and by this means it is found that few of the selected men eventually lose 
promotion ; but if an isolated list, such as that of Bombay, is taken alone, it 



880 ESTABLISHMENT, B. W. DEPT. 

appears to be inevitable that a proportion of tbe men wbo ongbt to be promoted, 
lose promotion altogether, or else that a state of tbe Establishment, which is 
bad from an administrative point of view, is produced. 

5, These facts merit serious consideration, and the aid of the Local Govern- 
ments is desirable in order to prevent a state of things that threatens the effi- 
ciency of the Department. The following proposals are now put forward for 
full consideration 

That Local Governments on the Government of India list should 
divide all Ist grade Executive Engineers who are forty years 
of age and over into two classes, to be named A and B,— 
and should forward every year a very full report as to the 
qualihcations of each man in class A. 

Secondly , — That the Government of India, taking the list of class A men 
from the several Provinces, should nominate men in their 
order for promotion, taking the age and all the facts fully 
into consideration ; it would probably he advisable, in every 
three selections thus made for promotion, to give preference 
to seniority, provided it is combined with fair ability, in one 
case ; and in the other two, to select wholly by professional 
merit. The list of men so selected and placed in their oider 
for promotion will form the final class A list, from which 
. appointments will be made as in tbe third proposal. 

Thirdly * — Local Governments will then be called upon to appoint to offi- 
ciating or other vacancies, the men who are next on the Gov- 
ernment of India list for promotion, irrespective of the local 
list to which they belong. 

Under the above system it is very likely that a certain number of men placed 
in class A by the Local Governments will never obtain promotion ; but it is 
better that this should he so than that the Administrative Establishment should 
suffer in efficiency. That the system may work with greater fairness, it will be 
necessary that Local Governments should give greater weight to merit when 
making promotions to 1st grade Executive Engineer. 

Local Governments are requested to give their opinions on the proposal made 
in this paragraph after careful consideration of the facts brought forward. 

The Governments of Madras and Bombay will also be invited, in the 
interests of the members of their establishments, to join the confederation of 
other lists with a view to opening a larger number of appointments to their 
Engineers, and to avoiding the serious block which is inevitable on an isolated 
list. 

6. In connection with the small proportion of men who can ultimately look 
for promotion to the higher appointments, attention must also be invited to the 
fact that under Public Works Code, Chapter I, paragraph 10, Executive Engi- 
neers, 1st grade, who surrender all claim to promotion to the Superintending 
Engineer class, are entitled to two increments of H50 after periods of four years* 
service. Hitherto very few men have elected to take this increment, because 
they hope on for promotion and decline to include themselves in what may he in- 
some sense considered an inefficient class. It is doubtless unjust that such meh 
should be placed in a position which makes them refuse increased pay (which is 
really due to them), because they are ignorant of the fact that they have no hope 
of promotion; and greater weight attaches to this view when it is remembered 
that all the men who are placed in class B are or soon will be liable to be retired 
at the age of 50 years. At the present moment, taking all the 1st grade Exe- 
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cutive Engineers wLo Lave passed the age of 40, and so, on tLe age hypothesis^ 
are eligible for promotion, it is believed that about 40 should have taken the in- 
crement on the understanding that they will never be promoted. Some few of 
these are doubtless already drawing the increment, but very few compared with 
the number who might be drawing it. If, then, the suggestions made in para- 
graph 5, that Local Governments should prepare lists of class A men which 
should undergo a further process of selection by the Government of India, are 
finally accepted, it will be possible to inform those men who are not placed in 
class A that they can take the increment without any fear of injuring their own 
prospects. 


No. 2591 G., dated 6th October 1888, 

Eosolution by the Government of India, Public Works Department. 

Necessity of a strict system of Selection for the superior ;posts of the Public Worlcs 

Department. 

Read again — 

Circular letter No. 2048 G., dated 14th October 1887, regarding the prospects of 
promotion to the superior grades of the Department- 

Read — 

Replies from the several Local Governments and Administrations to that 
Circular. 

Obsekvations.— In the circular letter quoted in the preamble it was shown 
that, owing to the small number of superior posts in the Department compared 
with the total strength, only a small proportion of the officers employed could 
ever hope for promotion to the highest appointments. Consequently, it was 
pointed out that, to secure the appointment of the best officers to those posts, 
it is necessary to exercise a strict system of selection as opposed to that of pure 
seniority, in promoting officers to the higher grades. 

2. To attain this end three proposals were put forward in that letter, — 

That separate rosters of men selected or rejected for the Superin- 
tending Engineer class should be prepared and maintained 
by Local Governments and Administrations. 

Secondly , — That a further selection should be made by the Government 
of India from those rosters. 

Thvrdly , — That the men so selected should be appointed to the higher 
posts on the several Provincial and other lists, irrespective of 
the particular list to which they had hitherto belonged. 

3. After consideration of the repliesjeceived from Local Governments, the 
Government of India has come to the conclusion that the third proposal cannot 
practically be carried out as a general rule, and may be abandoned ; but this 
will not prevent such transfers being carried out, as at present, when desirable 
ou special grounds. The other two proposals will ’ he adopted, and in future 
the principle of selection advocated in the circular will he carried out with the 
utmost strictness, in regard to promoting officers to the rank of Superintending 
and Chief Engineer and posts of corresponding rank* 

4. It is therefore necessary that all Local Governments and Administrations 
should be especially careful in maintaining a continuous record of character to 
enable them to make proper recommendations regarding officers of the rank of 
1st grade Executive Engineer and above. A register will also be maintained 
of all such recommendations in the office of the Secretary of the Government 
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of India, Public Works Department, and tbe selections for promotion will be 
mainly made on tbe recommendations contained in the register. In order to 
render this register effective, it is necessaiy that tbe recommendations so sent 
up should be very carefully considered, and be made moie full and complete 
than is the case at present. The assistance of Local Governments and Adminis- 
trations is particularly invited in order to bring this about, and the following 
instructions are promulgated with the same object. 

Resolution. — On the 1st of January next and every succeeding year, 
recommendations should be carefully prepared in full, and without reference to 
any previous reports that may have hitherto been sent up, concerning all Exe- 
cutive Engineers in the first grade whom the Local Government considers fit 
for promotion to Superintending Engineer. Each Local Government will also 
furnish a list, not necessarily containing any remarks, of the men in the fiist 
grade of Executive Engineers whom it considers unfit for promotion to the 
rank of Superintending Engineer. 

2. The recommendations regarding the selected men should be made under 
the following four heads 

1. Professional. | 3. Personal. 

2. Administrative. 1 4. General. 

3. A register of such recommendations should be kept up by the Local 
Governments as a continuous record of the ofiicevs* characters and qualifications 
in order to facilitate the preparation of subsequent recommendations. 

4. The recommendations sent forward to the Government of India should 
be recorded on a separate sheet for each man. It is not necessary that these 
recommendations should be drawn up in any particular form. All that is 
necessary is that the name and rank of each officer should be stated on the sheet, 
that the information required in paragraph 2 should be clearly given, and that 
the document should be signed in full by tbe officer who prepares the recom- 
mendation for tbe acceptance of the Head of the Administration. 

6. The Government of India will maintain registers of the recommendations 
so forwarded, and by their help will prepare a roster of men selected for pro- 
motion to Superintending Engineer. 

6. Similar recoin mendatio us should be furnished of officers who are already 
Superintending Engineers, in regard to their fitness for promotion to the post 
of Chief Engineer. 

7. No recommendations, unless specially asked for, need be furnished re- 
garding officers who are already substantive Chief Engineers, 

8. It is requested that the recommendations sent up under these orders may 
he submitted to the Head of the Local Government or Administration, and the 
fact of his concurrence in them invariably recorded. In the case of Superin- 
tending and temporary Chief Engineers who are Secretaries to Local Govern- 
ments or Administrations, the recommendation should be made by the Head 
of the Administration himself in the covering letter. 

9. Recommendations regarding Consulting Engineers for Railways should 
be prepared in the office of the Secretary to the Government of India, Public 
Works Department, for entry in the register after approval by Government. 

10. It will be the special duty of the Director General of Railways and of 
the Inspector General of Irrigation to bring to the notice of the Government 
of India any special information, as to the character of officers, which they may 
obtain on their inspection tours, and with the consent of Government to have 
such report entered in the register. 
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Oedee. — Ordered, that the above be forwarded to all Local Governments, 
The Governments of Madras, Bombay, Bengal, the North-Western Administrations, 

and ojfficers noted 
in the margin, 
for information 
and guidance. 

Ordered also, that copy be forwarded to the Consulting Engineers to the 
Government of India for Eailways, Calcutta, Central Division and Lucknow, 
with rec[aest that the attention of Agents of Kail way Companies under whom 
Government Officers are employed may be drawn to the orders. 


Provincf'S and C'udh, the Pnpjah 
'1 ho Chiol Co: ■n.i-'-io )i i >> ol iIil (. c'tinl Pi3\iULL-i, Burma, Assam, and 
Coorg. 

The Resident at Hyderabad. 

The Agents to the Governor General for Eajputana, Central India, and 
Ik .01 Cu ni lal of Railways. 


OfQ.ee of Director General of Bailways and decentralisation of 
Railway Control. 

No. 339 (Pinanoial;, dated 10th November 1884. 

Prom— The Government of India, 

To — The Secretary of State for India. 

We have had under our consideration for some time the question of the 
re-organisation of the office of the Director General of Railways, and we have now 
the honour to forward, for Your Lordship's information, a memorandum drawn 
up by that officer showing the present state of the office, and the arrangements 
required to enable it efficiently to carry on the work required from it. 

2. It will be evident to Your Lordship that an immediate change is imper- 
atively necessary, and that without a thorough reformation our constantly 
increasing business in connection with railways is in danger of falling into utter 
confusion. When the office was formed in 1879 by a combination of the offices 
of the several Directors, we authorized the Director General to carj^^ on his 
Secretariat duties as Deputy Secretary with the clerical staff of JJi^^irector 
General's office ; and that plan has been followed up to time, the 

cost of the establishment being charged in equal propQ;;tioffsagainst the esti- 
mate for the control of Guaranteed Eailways and that for State Eailways. 
But with the expansion of work it has become impossible to adhere to this plan 
any longer. Great confusion exists in the records of the two offices, and the 
clerks are unable to cope successfully with the double work. 

3* Wo have therefore assented to the proposal of the Director General to 
effect a complete separation of the Secretariat office from that of the Director 
General of Eailways, charging the former against the Civil estimates, to which 
class of expenditure it properly belongs, and amalgamating it with the rest of 
our 'Public Works Secretariat. The Director General's office will continue to 
be charged as heretofore. The Director General of Railways will continue to 
carry on his double functions of Deputy Secretary and Director General, and 
the newly-constituted branch will be in the immediate charge of the Under- 
secretary in the Railway Branch, acting under the orders of the Deputy Secre- 
tary and Secretary. 

4. It has been found by experience that the rates of pay in the Director 
General's office are not sufficient to secure the services of properly qualified 
clerks in the higher posts. It is necessary that the Director General should be 
in a position to select men who, by actual contact with the working of railways, 
are possessed of good practical technical knowledge ; and such men generally in 
their local posts draw salaries which they are not willing tp exchange for those 
which the Director General is now empowered to offer. It is also evident that a 



884 


ESTABLISHMENT, P. W. DEPT, 


considerable increase of numerical strength is needed. The present permanent 
establishment is supplemented by a large temporary establishment costing 
about Rl,300 a month ; but the arrangement is exceedingly unsatisfactory, as 
the men, imperfectly qualified in the first instance, are not willing to remain in 
the office when any prospect of permanent employmen telsewhere presents 
itself. 

6. The Director General’s proposals, so far as they require Your Lordship’s 
sanction, are to raise the salaries as follows : — 


Superintendent 
1st grade clerks 
2nd ,, „ 

3rd „ „ 


Present. Proposed. 

• 400 to 500 600 to 700 

. 325 „ 400 400 „ 600 

. 210 „ 300 300 „ 400 

. 200 „ 300 


and to increase the numbers in the several grades, 

6. We do not consider that so large an increase need be given to the Super- 
intendent and to the 1st grade clerks, and we propose to fix the pay of the 
former at K500— 600, and of the latter at R400— ‘600. But the numerical 
increase we consider to be absolutely necessary. This is shown in the following 
table : — 


Present establishment of the 
Direotor General's office. 

Proposed establishment of the 
Director General's office. 

Proposed establishment of the 
liailway Branch of the 
Secretariat. 

ft R 

1 Superintendent , 400 to 600 

1 Clerk, 1st grade . S25 „ 400 

6 Clerks, 2nd grade 210 ,» 300 

« R 

1 Superintendent • 500 to 600 

3 Clerks, 1st grade , 400 „ 600 

4 „ 2nd „ , 800 „ 400 

6 ,, 3rd f, « 200 „ 800 

R It 

2 Clerks, 1st grade 326 to 400 
^ 1 Clerk, 2nd „ 210 „ 300 


The rates of pay in the Eailway Branch are those which hold in the Public 
Works Secretariat. 


7. We consider the matter so urgent that we have provisionally sanctioned 
the proposed revision, subject to the following conditions, until Your Lord- 
ship’s sanction is received 

(1) The pay of no officer of the present establishment shall be increased if 

he is already in receipt of B250 a month or more, or raised to more 
than E250 a month. 

(2) No persons shall be newly appointed on higher pay than E250 a month, 

unless transferred from other Government offices, in which case 
they may receive the pay they are at present drawing in those 
offices, 

8. We shall be glad if Your Lordship will accord early sanction to our pro« 
posals. 


No. 18 (Rafiway), dated 19th Pebruary 1885, 

From~The Secretary of State for India, 

To— The Gorermnent of India. 

Tout predecessoi’s letter in tie Department of Finance and Commerce, 
No. 339, dated tie lOti Novemir 1884, submitting proposals for tie reorgaai 
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isation of tHe office of your Director General of Railways, has received my 
consideration in Council. 

2. These proposals provide for a division of the existing staff of the office, 
the Secretariat portion being placed under the immediate charge of the Under- 
secretary in your Railway Branch, and the cost thereof charged against the 
Civil estimates, while the Director General’s staff will remain under his imme- 
diate charge, its cost continuing to form a charge against Public Works esti- 
mates. At the same time the Director General of Railways will exercise a 
general supervision oyer both branches of work. 

3. I learn from your letter and its enclosures that the present clerical staff 
working in the Director General’s office No, 43, together with 19 doing the 
work of the Railway Branch of the Pnblic Works office, and that it is proposed 
to increase this number to 75 for the Director General’s office alone, in addition 
to 12 who will be assigned to the Railway Branch of the Secretariat to be 
placed under the Under-Secretary in yonr Railway Branch. The total cost of 
this increase, including menial staff, amounts to R6,269 per mensem, or 
R75,228 per annum, for B41,304 per annum of which (taking the salaries at 
the mean between the minimum and maximum rates given in para. 6 of your 
letter) my sanction is desired, owing to new appointments and increases of salary 
over the limit of R250 per mensem, the remainder having already been autho- 
rised by your Government 

4. Colonel Stanton, in the Note on his department which accompanies your 
letter, dwells strongly on the necessity for increasing the strength and raising 
the salaries of his staff, and your Government fully support that officer’s 
recommendations as being ‘‘imperatively necessary,” while yoif add that, 
“without a thorough reformation,” your “constantly increasing business in 
connection with railways is in danger of falling into utter confusion.” 

5. I have given my best attention to Colonel Stanton’s Report, and to the 
opinions of your Government as to the necessity for the proposed increase and 
its urgency, and I should not have been disposed to question the force of these 
representations, had I been satisfied of the real necessity or expediency of 
maintaining such an office in connection with your Government as that which 
has grown up under the Director General of State Railways. 

6. But so far from being of opinion that an office such as this should be 
maintained and permitted to expand as the railway system of India is developed^ 
I am convinced that steps should be taken to reduce the magnitude of this vast 
centralised establishment, and to obviate as far as practicable the necessity for 
its future enlargement. 

7. The unusual dimensions to which this office has now grown, accepting 
the increased scale as that which may be regarded as requisite for the proper dis- 
charge of its functions, is shown by the fact that the numhei’s of the clerical 
staff are almost as great as those of the entire I’inancial Secretary’s office, and 
that, together with the proposed Railway Branch in the Public Works office^ 
the whole establishment will exceed that of the Military Department. 

8. 1 cannot avoid the conclusion that the development of the centralised 
Railway Administration under the Government of India has been too long 
allowed to proceed without serious question, and that the time has come when 
a determined effort should be made to transfer the chief part at least of the 
railway administrative business from the central Government to the local ad* 
ministrations. 

9. I would therefore again invite the attention of Your Excellency's Govern- 
ment to the opinions which were expressed by one of my predecessors, upon 

3 0 2 
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this most important subject, with the remark that up to the present time no ade- 
quate reply has been made to the Despatch from which I am about to quote, 
and that I must now request your early careful conbideration of the whole mat- 
ter. 

10. In this Railway Despatch, No. 21, dated 26th February 1880, paras. 6 
to 10, Lord Cranbrook wrote as follows : — 

** 6. Before pronouncing upon the other specific arrangements set forth in Your 
Excellency’s letter, I desire to say a few words on the general principles on which it 
seems to me desirable to act in the organisation of the Railway Department, 

“ 7. When the Government of India first undertook to carry out railways through 
the direct agency of its own officers, it was inevitable, in the absence of local ex- 
perience in railway construction, that a Department should he organized under that 
Government to superintend operations. But it is in accordance with all the rocent 
and wholesome tendencies of our administration, that the central Government should 
free itself, as far as possible, of direct executive functions, and specially that it 
should not maintain a system in which the executive acts of the officers of any 
branch of duty are subject to no review hut one which must be in groat measure ex- 
ercised by members of their own body. There is but too much reason to fear that 
evil results have arisen from this cause in the particular Department now in question. 
The State Railways are now far advanced in aU provinces where they have been un- 
dertaken, whilst in several provinces they have already been placed, more or less 
completely, under the Provincial Governments. And it seems to mo that the rule 
should be made general of handing over, as soon as possible, to Local Governments 
the construction of lines in progress, and their management when completed. 

8. There may he lines, such as those in progress on the frontier or in Nativo 
States, to which the general rule may not be easily appHoable. But, if it be applied 
as far as practicable, it will much reduce the extent of the work to bo undertaken by 
the central authority, whilst it will add incentives to economy by establishing local 
financial responsibility for working. 

'^9. In any case, itishould be the declared aim of the Government of India to 
divest itself, wherever possible, of the direct management of railways, whether under 
construction or in operation. Where open railways are thus worked under the Pro- 
vincial Government, it is a suggestion worthy of consideration whether it might not 
be practicable for these also to relieve themselves beneficially of a large amount of 
interference in detail, by the iutroduction of consultative Boards selected from the 
local officials and the local mercantile community. 

10. In this view of the future course to be followed, the duties which you pro- 
pose to assign to the Deputy Secretary in the Railway Department, in the now capa- 
city of Director General, he progressively restricted, and the nooossity for the 
separate office will possibly cease. But meanwhile, I sanction the proposed consti- 
tution of the office. T also approve, for ttie reasons you have urged, of tho rotou- 
tion of a Director of Stores and of a Director of Railways in Bengal as a provincial 

■ officer, as explained in the 14th para, of Your Excellency’s letter. It should, how- 
eyer, be carefully considered by the Local Government whether, as in tho analogous 
case of the North-West Provinces, economy may not be secured in the manner con- 
sistent with efficiency, by some union of the duties of the Railway Branch with tho 
ordinary branch of the Public Works Department.” 

11. With the general scope of these remarks I entirely concur. 

12. I do not fail to recognize that the policy of decentralisation of the rail- 
way administration will be a difficult aud iutricate task to carry out, hut of its 
absolute necessity at no remote date, and of the ultimate advautages to which it 
will lead, I have no doubt. That the railway system of a tract as large as the 
greater part of Europe can be satisfactorily managed by a single central autho- 
rity is out of the question, and the difficulty of efficient control over details is 
rendered greater, or, more truly, such control is made impossible, by the enor- 
mous and constantly increasing burden of other administrative duties which 
unavoidably fall on the Government of India, 

13. The true position of Your Excellency’s Government is one of control^ 
and so far as it is possible, all executive duties should be made to fall on the 
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local executive Governments. That the administrative work hitherto performed 
in respect to railways in the offices now directly under the Government of 
India cannot he transferred to the various Local Governments or administrations 
without increase of expense is possible or even probable. But I cannot doubt 
that the management will in the end be much more efficient, and there seems no 
reason why the railway administration should not be as well conducted locally as 
that of all the other branches of duty which are now almost wholly entrusted to 
the Governors, Lieutenant-Governors, and Chief Commissioners of the various 
provinces of India. 

14. In giving effect to the instructions now conveyed to Your Excellency, I 
consider that it will be of essential importance that the Local Governments 
should be consulted, so that all proper weight may be given to their views on a 
subject in which they will be so directly interested. 

15. For the reasons which are contained in this Despatch I am, therefore, 
unable to sanction the increases of establishment or of salaries asked for, but I 
shall not withhold my approval of the additions already made by your Govern- 
ment in the subordinate grades, on the understanding that they are considered 
provisional and temporary. 


No. 19 (PuhKo Works), dated 27th March 1888. 

From— The Government of India, 

To— -The Secretary of State for India. 

We now. have the honour to report on the action which we have taken ou 

Your Lordship's Despatch No. 75 (Rail- 
way), dated 14th July 1887, and the 
subsequent Despatches which have pass- 
ed between us and Your Lovdship, as 
of state, No. 17 noted in the margin, on the subject of 
By., dated 23rd February 1888, Director General of 

Railways, and the work done by that office. 

2. The correspondence, which has extended over some years, and which is 
summarised in Your Lordship's Despatch of the 14th July, is mainly concerned 
with two points ; — 

First^Thd decentralisation of Railway business, by taking it out of 
the hands of the Government of India and of the Director 
General of Railways, who acts as Agent for that Government 
in disposing of certain Railway business, and placing it with 
Local Governments. 

Second.-— The office establishment required either by the Director General 
of Railways or by the Government of India to carry on the 
business which it retains. 

3. As regards the first, it is observed that the following may he taken as 
a correct description and classification of the work that has to be done by 
Government for Railways in India : — 

(a) the control, chiefly financial, exercised by Government, in Us own 
interests, over both the Guaranteed and State Railways, — ^that is 
to say, that portion of the Government Railway work which is 
entailed on the Indian Government, owing to the financial 
interest it has in the undertakings, and which is not under- 
taken by any Government Department in England; 


Despatch to Secretary of State, No, 283 F. 
& 0,, dated 1st November 18S7- 
Despatoh from Secretary of State, No. 138 
By,, dated 8th Deoonibor 1887, ^ ^ „ 

Despatch to Secretary of State, No. 6 P. w.. 
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(5) the control over Railways exercised by Government m the interests 
of the public ^ — that is to say, that portion of the Governmont 
Railway work in this country which in England is carried out 
under the control of Parliament. 

4. As regards the first main division of work, it has been stated in previous 
despatches that the Government of India has already done a great deal in the 
matter of transferring the control of Railways to Local Governments ; and at 
the present time, the only lines which are under the control of the Director 
General of Railways, acting on behalf of the Government of India, are-- ^ 

Milos. 


1. The North-Western Railway, with the Sind-Sagar, Sind- 

Pishin, and the two feeders, Amritsar-Pathankot and 
Bajpura-Patiala 2,511:^ 

2. The Bengal and North-Western Railway • • • 37Gi 

3. The Dihrugarh-Makum 77^ 

4. The Toimghoo-Mandalay «•...• 220 


Steps are now being taken to transfer the work connected with the second of 
the above lines to the Consulting Engineer, Lucknow ; the third will be trans- 
ferred to the Assam Government ; and the fourth to the Chief Commissioner, 
Burma. 

6. Thus the only line left with the Director General of Railways will bo 
the North-Western Railway, the most important of all. In order thoroughly 
to carry out the principle of decentralisation, as to the propriety of which we 
are in accord with Your Lordship and previous Secretaries of State, it will be 
necessary to transfer the North-Western Railway to the control of the Punjab 
Government ; but before this can be done, many important arrangements have 
to be made which need time and opportunity for consultation with the local 
authorities. The •q^uestion will be at once taken up and referred to the Punjab 
Government, but it will be necessary to frame our present proposals for o&e 
establishment on the supposition that the North-Western Railway will, for a 
time, remain under its present administration. 

6. Another field for decentralisation lies in the work connected with the 

onahandEohUkiisna. Indian Railway and the Companies' lines 

Indian Midland Bailway. noted in the margin, which comes up to the Govern- 

Bengai "Nagpur. meut of India from the Consulting Engineers of 

E.®dSld“73ti Calcutta, Lucknow, and the Central Division. It 
May 1871, was definitely decided in 1871* that inconvenience 

was caused by placing under one local Government a line like the East Indian 
Railway which runs through two large and important Provinces ; and there 
may be difficulty in altering the present arrangements. The matter will, how- 
ever, be reconsidered, and the views of the Governments of Bengal and the 
North-West Provinces and Ondh will be invited as to the propriety of the 
change indicated. One advantage which may be foreseen is that if the East 
Indian Railway is placed under the control of the Bengal Government, and the 
Oudh and Rohilkhaud Railway under that of the North-West Provinces Gov- 
ernment, the Consulting Engineers for those lines could be utilised as Railway 
Secretaries to the Local Governments concerned, and would thus strengthen 
their administration of Railway work generally without any additional expense. 
The Indian Midland and Bengal-Nagpnr Railways, while under construction; 
must remain under the Government of India ; but they might possibly be 
transferred, on completion, to the Local Governments of Bombay and Bengal 
respectively. This will not, however, be for some little time to come. B'’or the 
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present, therefore, arrangements must be made on the understanding that the 
present conditions under which these lines are managed are unaltered. 

7. So far, then, as the decentralisation of the financial and administrative 
control of specified Railways is concerned, the only immediate effect which the 
Government of India is able to give to the policy laid* down by Your Lordship 
is the transfer of three comparatively unimportant lines to certain Local Gov- 
ernments. But it is hoped that larger measures in the same direction may be 
carried out before long. It is only in respect of the North-Western Railway 
that the original and special functions of the Director General of Railways as 
exercivsing a centralised control over State Railways will continue to survive. 

8. Ill regard to the second main head of work, which, as stated in para- 
graph 3, has to ho carried out by Government for the Railways in the interest 
of the public, it is observed that the followiug functions have to be provided 
for by some central authority 

(i) the final decision on all questions connected with the survey and con- 

struction of new lines of Railway ; 

(ii) contracts and agreements with Railway Companies ; 

(iii) the control over the Government Inspectors appointed under the Rail- 

way Act; 

(iv) the settlement of maximum and minimum rates and fares ; 

(v) all standing orders, byo-laws, and standard types of every description, 

for general adoption ; 

(vi) general statistics, administration reports, and other information of a 

general character; 

(vix) control over stores ; 

Roughly speaking, with the exception of item (vii), this is simply the work 
done in England by the Railway Department of the Board of Trade, under the 
authority of Parliament. 

In the first three classes of work it is considered essential that the Govern- 
ment of India should exercise direct control in its Railway Branch, subordinate, 
of course, in regard to sub-head (ii) to the Secretary of State, and in free con- 
sultation, as regards sub-head (i), with Local Governments. As the law at pre- 
sent stands, the control of sub-head (iii), at least as far as concerns inspection of 
new lines previous to declaring them open, cannot be transferred to Local Gov- 
ernments. The fourth and fifth sub-heads are those which involve most 
technical knowledge and which it is specially desirable to deal with on a uni- 
form system ; but no general order can be passed on the fourth sub-head except 
by the Government of India. The compilation of the statistics and adminis- 
tration reports must necessarily be carried on in a central office ; and the work 
that is done in regard to indents in the Store Department of the India Office is 
necessitated by the orders which the Government of India has received from 
Your Lordship and your predecessors. The work that comes up under the first 
four sub-heads will therefore be disposed of ordinarily in the Railway Branch 
of the Government of India, being noted on by the Director General of Rail- 
ways as Deputy Secretary, and that under the last three heads by the Director 
General of Railways generally in his own name, only difficult or specially im- 
portant questions being referred to the Government of India. 

9. It follows from the above considerations that we are unable as yet to 
divest the Director General of Railways of any important part of his functions, 
or to recommend for the present any very large reduction in the establishment 
which, whether directly under the Government of India, or under the Director 
General of Railways acting on its behalf, deals with these important matters. 
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10. We consider, however, that some immediate economy, as well as in, 
creased efficiency in our own Secretariat, may be gained by amalgamating the 
Office of the Director General of Railways with the Railway Branch of the 
Office of the Government of India, and that the further decentralisation of 
financial and administrative control, which is contemplated in paragraphs 4 to 7, 
will ultimately facilitate this. Great waste of power and reduplication of work 
have been entailed hy the complete separation of these two Offices, and we have 
now arranged that all the work of the kind referred to in paragraphs 7 and 8 
should be carried on in a single office. 

11. We have accordingly brought the sections of the Office of the Director 

General of Railways noted in the margin, into 
the Railway Branch of our Secretariat, with eflect 
from the 1st April, and have amalgamated the 
Establishment and General Sections of that Office 
with the General Sections of the Secretariat ; we have similarly transferred the 
Drawing Sections ; and, lastly, we have handed over the Andit Section of the 
Director General of Railways’ Office to the Accountant General, Public Works 
Department. 

12. The effect of this arrangement is that the Director General’s Office 
Establishment, consisting of 75 Accountants and Clerks, and costing Rl 1,996, 
disappears as a separate establishment, and is distributed with somewhat re- 
duced numbers and cost between the Secretariat and the Accountant General’s 
Office. 

The numerical and financial effect upon the latter offices is as follows 


Before the 

PRESENT 


After the 

PRESENT 



AMALGAMATION. 

amalgamation. 


No. 

Cost. 

No. 

Cost. 



a 


R 

Public Works Secretariat 

. 43 

6,852i 

105 

15,941* 

Accountant General’s Office, 

Ac- 




Gountants and Clerks 


7,291i 

48 

7,876 

Total 

. 86 

14,144 

153 

23,817* 

The increase accordingly on these two Offices 

1 is— 



In number • • • • 


, , 


• 67 

In cost . . • • 

. 

• 

. 

. R9,673* 

as against the decrease hy the abolition of the separate offices- 

- 

In number . . • 

• • 

, , 


75 

In cost • • • • 

• • 

, * 

, 

. Rll,983 

or a net decrease— 





In number • , 

• « 



. 8 

lu cost .... 

• • 

• 

. 

. B2,309| 


To this may be added a saving of about RlOO in menial establishment. Thus 
the total saving due to the whole reorganisation may be put down in round 
numbers at R2,400 a month or R28,800 annually. 

13. The superior clerical appointments sanctioned for the Office of the 
Director General of Railways when it formerly carried on the Railway work of 
onr Secretariat were as follows : — 


♦ Sanotioued in Secretary of 
State’s Despatch ITo. 241, dated 
nth Angust 1881. 


1 Clerk on 
1 

£» Clerks on 


400—500* 

325—400 

210-300 
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and when the Office of the Director General of Ealways was separately con- 

• DoRpatoh No. 339 T’mancial, stituted, Sanction was asked* to the following : — 
dated lOth November 18S4i. 


For the 'Rmlioay Branch of the Secretariat, 

R 

2 Clerks on 325—400 

1 Clerk on . 210—300 


For the Office of the Director General of Railways, 

R 

1 Snporintondent on 500—600 

3 Clerks on 400—500 

4 300—400 

5 200—300 


Sanction was withheld to the establishment for the Office of the Director Gene- 
ral of Railways in Lord Kimberley’s Despatch No. 18 Ry., dated 19th Feb- 
ruary 1886 ; but temporary sanction was accorded in His Lordship's tele- 
gram, dated 21st April 1885, which has been continued up to the 31st March 
next, in Your Lordship's Despatch No. 17 Ey., dated 23rd February 1888. 

14. The appointments on the above superior rates of pay which we propose 
in the Secretariat, after taking over the work and establishment of the Director 
General of Railways, are as follows 

R 

3 Clerks on 400—600 

4 „ 300-400 

6 „ 200-300 


As compared with the original sanction of 1881, the additional appointments 
are— 

R 

2 Clerks on 400-500 

3 „ 300—400 


but if it be considered that the proposals made in our Despatch No. 339, dated 
10th November 1884, with regard to the appointments in the Railway Branch 
were accepted, while only those of the Office of the Director General of Rail- 
ways were objected to, sanction is only required now to— 

acaerksoii ......... 400—500 

1 Clerk on 800-400 


We would now request that sanction may he accorded to these appoint- 
ments so as to bring up the whole scale in the amalgamated office to that which 
we are convinced is necessary to carry on the duties properly. One result of 
the above recommendations is to bring into the Secretariat three clerks on 
R400 — 600, which rate, though higher than the rates hitherto drawn by any 
clerk below the rank of Registrar in the Public Works Secretariat, was pro- 
posed throughout this correspondence for the clerks of the Director General of 
Railways’ Office, and is, we think, necessary for the proper performance of the 
duties of Superintendent, in the three more important sections of work now 
taken over by the Secretariat, as enumerated in paragraph 11. 

15* The changes which will be brought about by the arrangements above 
referred to, and others which we recommend in the distiibutiou of responsibility 
and the conduct of work may be summed up thus ; — 

(a) the Director General of Railways to have iinder his direct charge only the 
North-Western Railway and the Amran extension, the other Railways 
mentioned in paragraph 4 being transferred to the Local Governments 
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(b) tie Director General of Eailwaya to be invostod witb powers of inspootion 

over aU tie Railways in India ; 

(c) tie returns connected with general traffic, statistics, Eovomio accounts, 

half-yearly worlsing estimates, and the correspondence with Inspecting 
Officers regarding half-yearly inspections, accidents, and inspootion of 
lines before opening, to be sent to and doalt.with by the Director Gene- 
ral of Railways ; 

(d) indents for stores sent home by all Railways, State or Guaranteed, to bo 

reviewed in the Railway Branch by the Director General of Railways ; 
but with regard to Guaranteed Railways, his functions to bo limited to 
giving information as to surplus stores existing on other linos ; 

(e) all questions connected with the issuing of standard typos and professional 

standing orders in connection with Railways, to bo referred to the 
Director General and disposed of by him in concert with the Consulting 
Engineer for State Railways ; 

(/) the staff of the Railway Branch to be as follows ; — 

1 Under-Secretary and Deputy Director General of Railways, who shall 
have charge of the office when the Director General lis on tour, and 
shall be vested with his powers or such of his powers as may bo 
convenient. 

3 Assistant Secretaries in charge of 

Stores and Establishments. 

Traffic and Statistics. 

Construction. 

Thus instead of one Under-Secretary in the Railway Branch and four 
Assistants to the Director General of Railways, we shall have in future one 
Under-Secretary and Deputy Director General and three Assistant Secretaries 
in the Railway Branch ; one Assistant to the Director General of Railways 
being set free for employment elsewhere. But we wish the Director General 
of Railways, as Deputy Secretary, to retain the powers granted in Lord Kim- 
berley’s Despatch Ko. 139 (Financial), dated 10th May 1888, of attaching one 
additional officer to the office when necessary. 

16. In conclusion, we trust that the measure of decentralisation proposed 
may be accepted, and that Your Lordship’s sanction may no longer be refused to 
the appointments proposed in paragraph 14. Any further reductions in the 
subordinate grades of the office, which may be possible, in the event of the 
further measures of decentralisation touched upon in paragraphs 6 and 6 even** 
tually taking shape, will be carried out as opportunity offers. 


Ko. 80 (Public Works), dated 1st October 1888. 

Rrom— The Government of India, 

To— The Secretary of State for India. 

Referring to paragraph 5 of our Public Works Despatch Ko. 19, dated 27th 
March 1888, in which we wrote of the Korth-Western Railway as the only line 
now left under the control of the Director General of Railways, and referred to 
the possibility of transferring it to the control of the Punjab Government, we 
have now the honour to report for Your Lordship’s information the result of our 
consideratiou of the question, and to forward copies of the correspondence noted 
below which has passed between us and the Government of the Punjab on the 
subject. 

2. The Punjab Government thinks that there are serious objections to the 
transfer on military grounds, and doubts if any administrative advantage would 
be gained. The Lieutenant-Governor also shrinks from the additional labour 
which would be thrown upon his Government, and from whioh it would receive 
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no countervailing benefit, as it is not proposed, and would not be possible, to 
provincialise the Railway in a financial sense. 

3. Tbe question has also been carefully considered in our Military Depart- 
ment, and has been referred for the opinion of His Excellency the Commander- 
in-Chief. 

4. His Excellency the Commander-in-Chief and the other Military autho- 
rities consulted, agree in thinhing that the transfer should be objected to, on 
the ground that the railways which mate up the North-Western System are 
composed to a great extent of military lines which have little or no commercial 
value, and which would never have been constructed except on military consi- 
derations ; and they consider that in case, of war it will be of the greatest 
importance for the Government of India to have the control of these lines 
under an officer such as the Director General of Railways, who would he imme- 
diately under their orders, and in intimate communication with the military 
authorities at Army Headquarters — advantages which would be lost if the 
Head of the Railway were an officer of any provincial government. 

6. With this weight of authoritative opinion against the transfer, we would 
express a hope that Your Lordship will not further press for the control of the 
North-Western Railway being transferred to the Government of the Punjab, 
but will allow it to continue as at present under the control of our Director 
General of Railways. 

6. Your Lordship will be further addressed hereafter regarding the other 
measures of decentralisation referred to in our Despatch of last March, which 
have still to he discussed. 


Managerial Staff, State Railways. 


Superior Staff, Locomotive Bopart- 

ment 

Candidates £or Locomotive Depart- 
ment 

Superior Staff, Traffic Department. 
Candidates fur Traffic Department. 
Subordinate Staff, Classes Q and H, 
fur all Departments • • • 


R a. p. 
6 0 0 


11 0 0 


No. 241 (Finance & Commerce), dated 20th September 1887. 

From— The Government of India, 

To — ^The Secretary of State for India. 

In correspondence ending with Lord Hartington's Despatch No. 12, dated 

19th January 1882, mileage scale, as 
shown in the margin, was sanctioned 
for certain classes of our State Railway 
Revenue Establishment. Hitherto the 
staff for the management of our State 
Railways has been based on a fixed 
scale modified according to the sanc- 
tions given from time to time to meet requirements. Thus a certain scale was 
proposed in our Despatch No. 185 R., dated 22nd December 1880, based on the 
staff necessary for the railways then actually under direct State management, 
and approved in Lord Hartingbon’s Despatch No. 64 R., dated 28th April 1881. 
This scale was subsequently increased by the managerial posts provided for the 
Eastern Bengal State Railway and the North-Western Railway in our Finan- 
cial Despatches Nos. 293 and 294, dated 20th October 1885. Meanwhile some 
of the posts sanctioned in 1881 have lapsed through the transfer of railways to 
Companies, while other corresponding posts have taken their place on the 
opening of new railways. 

2. Much inconvenience has been caused by having a fixed scale of this kind 
against which to entertain the managerial establishment in consequence of the 
rapidly changing circumstances of the railways ; and, after full consideration, 
we have no doubt that it would be more convenient to substitute for a mileage 
scale a mileage limit within which appointments might be sanctioned by us. 
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3. The scale which is at present considered necessary for the lines under 
Grovernmenfc management is detailed in the accompanying statement A ; and 
this approximates closely to the establishment now actually .entertained, based 
on the existing sanctions which have been enumerated in paragraph. 1. This 
scale is worked into a form for calculating the cost per mile in a second state- 
ment marked B ; and the cost on the whole is found to be 3 G a mile. It is 
proposed therefore to adopt H3-12 as the mileage limit within which we may 


Sxincrintpndinfir Engineer, class I, and 
State Railway Revenue, class I, 

grade 1 ! 

Superintending Engineer, class II, and 
State Railway Revenue, class I, 

grade 2 

Superintending En^neer, class III, and 
State Railway Revenue, class I, 
grade 3 


1,3B0 


1,100 


sanction appointments. 

4. Secondly, we would propose that the rates of pay for the higher classes 
of Eevenue Establishment should exactly correspond to the rates of the Chief 
and Superintending Engineer classes of the Engineer Establishment. Hitherto 
the rates sanctioned for the highest class of Revenue Establishment have cor- 

jj, responded with the rates of the throe 
Superintending Engineer classes of the 
Engineer Establishment ; and there is 
one special appointment for the North- 
Western Railway, the rate for which 
corresponds to that of Chief Engineer, 
1st class. We would propose now that 
the rates of pay of Chief Engineers, 2nd and 3rd class, be also recognised as 
proper rates for our State Railway Revenue Establishment, This we consider 
to be necessary, because our Managers are for the most part drawn from the 
Engineer Branch ; and when an oflScer so transferred becomes entitled by his 
standing to promotion beyond the 1st class of Superintending Engineer, we are 
placed in a difiBoulty by having no higher ordinary rate to which to promote 
him. 

6. We would therefore request Tour Lordship’s sanction to the following 
proposals ; — 

Firsti that R3-12 he the mileage limit within which we may sanction 
appointments to the managerial establishment of State Railways 
under our direct management : 

Secondly, that the rates of pay for the higher classes of appointments, 
which may he sanctioned within the above limit, may correspond 
exactly with the rates sanctioned for the Chief and Superintending 
Engineer classes of the Engineer Establishment. 

6, In the event of any increase above the pay of a Chief Engineer, Ist class, 
being required to ensure prolonged tenure of oflBce by an individual, as suggest- 
ed in paragraph 7 of Your Lordship’s Despatch No. 70 (Railway), dated the 7th 
July 1887, with reference to the Directorship of the North-Western Railway, 
the case would not be covered by the mileage allowance, and, would form the 
subject of special reference to the Secretary of State. 


No. 120 (Railway), dated 10th November 1887. 

From—The Secretary of State for India, 

To — ^The Government of India. 

I have received Your Excellency’s Financial * letter No, 241, dated 20th 
September 1887, in which you propose certain changes (1) in the system of 
making appointments in the staff for the management of State Railways, 
and (2) in the scale of pay sanctioned for Managers on the State Railway Re« 
venue Establishment. 

2. In the Traffic and Locomotive Departments of the State Railway Reve- 
nue Establishment the aggregate cost of the staff under each head has been 
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fixed "by mileage rates, witliin the limits of whicli your Government may exer- 
cise its discretion in arranging the establishment required on the different 
State Railways. It is now proposed to extend this system to the appointments 
on the staff of Managers of State Railways, which have hitherto been subject 
to the control of the Secretary of State, and that a mileage rate of R3-12, 
based on the existing requirements of the State lines, should be taken as a 
limit within which your Government would have power to sanction appoint- 
ments. 

3. The number of Managers employed on State Railways is so limited, and 
the circumstances of their appointments differ so largely, varying from that of 
the Director of the North-Western Railway system, which embraces 2,483f 
miles, to that of the Manager of the Nalhati Railway, 27i miles in length, 
that it appears to me to he inappropriate and undesirable to apply to them a 
fixed rule based on mileage ; nor do I consider it expedient to withdraw the 
questions of administration which are constantly arising from the changing 
circumstances of the Indian Railway system from the consideration and appro- 
val of the Secretary of State. 

4. For these reasons I am of opinion that it would be better not to extend 
to the appointments of Managers the principle of mileage rates which is ap- 
plied to the other classes of the Revenue Establishment. 

6. The second proposal made by Your Excellency affects the scale of pay 
drawn by the higher classes of the Revenue Establishment, which you consider 
should exactly correspond to the rates of the Chief and Superintending Engi- 
neer classes of the Engineer Establishment. 

6. In this question also it would appear that the number of cases to be 
dealt with is so small that it would be better to deal with each as it arises than 
to lay down any rigid rule. 

7. There is no reason for supposing that the existing scale of pay is insuffi- 
cient for tho appointments comprised under the State Railway management, 
andjmy view is that any post of unusual importance should he dealt with as a 
special case, and he submitted for the sanction of the Secretary of State. 


Bailway Serivee Corps. 


No. 142 (Military), dated 3rd August 1888. 

Erom — The Govemment of India, 

To— The Secretary of State for India. 

Lord Randolph Churchiirs Railway Despatch No. 11, dated the 4th Feb- 
ruary 1886, conveyed general sanction to the formation of a Military Railway 
Service Corps, for employment on Frontier Railways, The organisation to be 
given to such a corps has accordingly been engaging our careful attention, and 
we have now the honour to address Your Lordship on the subject, and to explain 
the system that we propose to adopt for the purpose. 

2. When this matter was under consideration in 1885, it was proposed that 
all the European staff of the Sind, Punjab and Fron- 
N<rm Suf Se$ tier Railways should he enrolled as volunteers, and 

tomber 1885. ^ picked body should be entertained 

for special service beyond tbe frontier, 600 or 800 strong, comprising engineers, 
locomotive and traffic officers, inspectors, clerks, &c. This was the arrange- 
ment to which liord Randolph Churchill's approval was conveyed. 
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Prom Director General of Bailways, No. 
1032 Em dated 26tli May 1886, and annexures. 

To Director General of Bailways, No. 696 
E.E., dated 28tli September 1886. 

Prom Director General of Bailways, No. 
S74 E., dated 3rd Hay 1887, and annexures. 


3. It will 1)0 seen from the correspondence annexed that, on the Manap^er, 

IjTorth-Western JKailway, being called 
upon to submit for approval a dralt of 
the rules and regulations he would pro- 
pose for giving effect to this scheme, that 
officer raised certain points on which he 
asked for decisions before taking further 
These decisions, and the general principles on which the organisation 
should be based, are recorded in Public Works Department 'No. 695 E/.E., dated 
the 28th September 1886. Lieutenant-Colonel Conway-Oordon’s final proposals 
are contained in the enclosures to letter No. 874 E. of 3rd May 1887, from the 
Director General of Railways. 

4 These proposals were considered in the Military and Public Works De- 
partments ; and as objections were raised that they did not give sufficient 
weight to the combatant element desirable in a corps whose operations would 

probably extend to a hostile country, 
the matter was discussed at a meeting^ 
held on the 29th September 1887, the pro- 
ceedings of which are enclosed for Your 
Lordship's information, together with a 
copy of the note, therein referred to, dated 24tb September 1887, by th© 
Honourable Sir Theodore Hope. It will be seen from the proceedings that it 
was decided to increase the combatant element in the corps, and to leave the 
elaboration of the scheme to a special committee. 

6. The recommendations of this Committee were, with a few modificafxons, 
accepted by us, and we have now the honour to forward them for Your Lordship's 
consideration and sanction, together with three estimates showing the initial and 
recurring cost of the scheme. It will he seen that for the first two years the 
extra cost will be a little over a lakh per annum, and that in subsequent years 
the charge will be considerably under one lakh. These estimates are based on 
the assumption that the whole of the men required for the corps could be ob- 
tained in the first instance. This, however, is doubtful, and if the formation of 
the corps be sanctioned from the beginning of next year, the provision of 
E75,000 in the budget estimates will, we think, suffice. 

6. The modifications we have made in the scheme proposed by the Com- 
mittee are as follows 


• His Excellency the Commander-in-chief. 
The Hon. Lieutenant-General G. Ches- 
ney. 

The Hon. Sir Theodore Hope, 


(a) One Native bugler per company added on mobilisation. 

(5) The Paymaster and Quartermaster have been struck out. It might, 
however, be necessary to add the latter in war time, 

(o) The Bugle-Major to he a native. 

7. We may here recapitulate, for Tour Lordship's information, the general 
features of the scheme as now proposed. 

(ct) It provides for an Army Railway Corps,” consisting of— 

22 British officers (including a paid Adjutant), 

6 Native Officers. 

4 Paid Staff Sergeants. 

72 British Non-Commissioned Officers of the Railway Staff. 

63 Native Non-Commissioned Officers and Buglers. 

384 British Privates. 

384 Sepoys. 


933 Total of all ranks* 
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(h) The corps to be organized into construction companies ” and “ work- 
ing companies,” and armed and equipped as Sappers. 

(c) With the exception of the paid staff, the corps to be formed from the 

employes of the North-Western Railway— 

(1) enlistment of civilian volunteers ; 

(2) by the entertainment of British soldiers on the completion of 

their colour service in the North-Western Railway Service, 
subject to enlistment in the corps ; 

(3) by the entertainment of sepoys with from 5 to 10 years’ aimy 

service. 

(d) British and Native soldiers to receive their reserve pay in addition to 

their departmental pay whilst in the corps. With this exception 
the members of the corps, other than the military staff, to receive, in 
peace-time, no military pay or addition to their regimental allow- 
ances. 

(e) On mobilisation all ranks to receive an increase of 25 to 50 per cent, of 

pay, which would be a military charge. The increments to be regu- 
lated by the scales of extra allowances which it has been usual to 
grant to civilians, British and native, employed with an army in the 
field. 

(/*) On mobilisation the corps to he under the Army Act, but in peace- 
time military law to be in abeyance, except in so far as it applies to 
volunteers. 

(^) The military training of the corps to he that prescribed for Engineer 
volunteers. 

8. We would particularly invite Your Lordship’s attention to Appendix B of 
the Committee’s report, in which the difficulties attending the transfer of British 
soldiers to the proposed corps are explained. We trust that Your Lordship will 
he. able to obtain the assent of the War Office to the transfer of the required 
number of men, with a view to their serving in the proposed corps instead of in 
the Army Reserve. 

9. As these proposals differ considerably from those to which Lord Randolph 
Churchill gave his assent in 1885, we have thought it necessary to submit them 
for Your Lordship’s approval. We would ask that this may be conveyed to us 
in time to admit of the corps being formed from the beginning of the next finan- 
cial year, but, it will be understood that the sanction herein asked for is condi- 
tional on our being able to provide money for carrying out the project, after we 
have reviewed our financial position and the general requirements of the army 
with respect to the provision to be made in the military estimates of 1889-90. 
We need only add that by the formation of the proposed corps our military 
position will be greatly strengthened in case of those eventualities for which we 
are now preparing, and in a way which may he regarded as very economical 
compared with the military advantages which the possession of such a corps 
would ensure. 
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